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APTER XLIIIT ON AMERICAN COMMERCE 


NCE each year millions of people join in the world’s largest pageant 
— the Easter Parade. Yet that day is no more colorful than the 
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‘ time-honored parade of the textile industry — an industry which makes 
possible Easter’s splendor — an industry which finds its roots among 


ll. Cent. for ? 
the oldest arts of mankind. 


stern in Ill. 
Science discovered pieces of woven flax and wool, spindles and bales 
authority & of yarn, 10,000 years old, when the crude huts of Switzerland’s Lake 
f Dwellers were brought to light. However, it is believed the first cotton, 


iner Conlon: 
ee. like the first silk and wool, originated in the Orient. In fact, Columbus 
; es 


W. Va., cer 
believed the New World was India, because the natives wore cotton 
clothing. 

y, Inc., New ‘ The colonists early built textile mills in New England and imported 
cotton from the West Indies. Little cotton was grown in the South 
though, for it was tedious labor to separate the fiber from the seed. Not 
until Eli Whitney invented the cotton gin was King Cotton really 
enthroned in this country. 
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Today, cotton linters and wood produce another miracle . . . rayon. 


Thus an artificial fiber has been developed which can be spun even 
finer than silk. And although not well known, it is said that over 50 per- 
cent of America’s cotton is used in business, industry, and agriculture. 
For example, almost 10 percent goes into the making of automobile 
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tires. 

44: Today, the textile industry employs more than 114 million men and 

: women — one of the largest single employers in the whole group « ‘ 

? giant American industries. In 1939, 800,000 pounds of cotton v 

required for ladies garments alone. Hollywood and New York are 
replacing Paris as milady’s fashion creators. 
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™ a. raised the standard of living for rich and poor alike. Its success is ‘ po eeaictiiune : ; 
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i | APRIL—PERFECT SHIPPING MONTH 


ALUMINUM, 
DEFENSE, 


AND YOU 


TRAFFIC W@ 


WE INTERRUPT our regular messages to report what’s what with 
aluminum. 


AT THE MOMENT delivery for civilian use must make way for 
defense. Everybody knows the reason. Defense requires and is 
using more aluminum per month than peacetime America ever 
consumed. 


NEVERTHELESS, we intend that no one shall have to forego the 
things aluminum can do best one minute longer than we can help. 


THERE IS NO SHORTAGE of bauxite, nor of anything else, except 
time. And Father Time is being given the race of his life. 


WE ARE MOVING, for example, 35,000 yards of earth a day at 
Alcoa, Tenn., to get 50 acres under a single roof by September. It 
will require 193 carloads of roofing felt. Some of the operations in 
that plant will start even before the walls are up. That’s an annual 
rolling capacity for 120 million pounds of high strength alloy sheet 
coming along fast. 


LAST MARCH WE STUCK the first shovel in a cow pasture near 
Vancouver, Wash. In September a 30 million pound plant was 
delivering metal. It has been doubled, already. A third 30 million 
pound unit starts delivering in April; a fourth in May; a fifth in 
June. From cow pasture to 150 million pounds annual capacity in 
15 months. 


A SIDELIGHT: To make that 150 million pounds of aluminum, we 
first have to build factories to make 120 million pounds of carbon 
electrodes. We have to obtain the equipment (transformers, recti- 
fiers, and the like) to feed 162,500 kw. of electricity into the reduc- 
tion furnaces. This is a generating capacity equal to that of the state 
of Delaware plus twice that of Mississippi. 


WHAT OF TOTAL PRODUCTION? In addition to Vancouver, 
further installations are being made at other of our plants, so that 
in less than a year their total capacity will be more than double 
that of 1939, when 327 million pounds were produced. 


IN THE VERY MIDST of this demand we have lowered the price 
of aluminum ingot 15%. We state, without reservation, our hope 
that the price can be still further reduced. 


DEFENSE APPLICATIONS use aluminum for exactly the same reasons 
you do. Defense priorities on aluminum simply say that there are 
some fundamental things that aluminum does supremely well. It 
will do them still better as important lessons in production, fabri- 
cation, and application are learned from every additional pound 
being produced and used. 


YOU, SIR, have been using aluminum pistons, cylinder heads, 
bodies, and chassis parts. We want you to know that we intend 
to make any shortage as short-lived as possible. Your aluminum is 
on the way. It is a promise. 


ALUMINUM COMPANY OF AMERICA 


”, 


g 








it with 


jay for 
and is 
“a ever 


go the 
n help. 


except 


day at 
aber. It 
tions in 
annual 
yy sheet 


re near 
int was 
million 
fifth in 
acity in 


lum, we 
' carbon 
Ss, recti- 
e reduc- 
he state 


couver, 
, so that 
1 double 


he price 
uur hope 


» reasons 
here are 
well. It 
nm, fabri- 
1 pound 


r heads, 
e intend 
ninum is 


RICA 









Whole Number 1773 
VOLUME LXVII e NUMBER 13 


Jable of Contents ..... 


NEI 35g valiata Wi s'o1a\a fase ois oie sais win ows pela) 4,6 ass olelenlerele's 755 
Current Topics in Washington..................0- 757 
ee CN DN i ou é wae a aap w aoe een en oe 759 
PE SEE Tee ee eee eT eT TET TCT. 761 
NINE or cso 10,4 cute seelG ais Sie Wi muale ie aie Cee BROeS 763 
EOS CELT TET EEE EET TTC TT PET Te 765 
Traffic Lesson No. 17—By G. Lloyd Wilson.......... 767 


Decisions of the Commission 


Petroleum Rail Shippers’ Assn. vs. A. and S. et al.; 
RE rarer re 771 
Central Territory motor carrier rates; Ex Parte MC 


rere rere 771 
Granite, Vermont to Trunk Line and New England 
es ES I oa aoa ota eal etal atoara aca Wiemealeaereeteial> 
Beaumont, Tex., Port of, et al. vs. Agwilines, Inc. 
(Clyde-Mallory Lines) et al.; 26500: rice ........-+- 772 
Soda, caustic, Charleston, W. Va., to ‘Memphis: fourth 
“ae gg SRT ESSA ee IGE AS near 773 
Poles and ties to Wilmington and Navassa, N. C.; 
oo Cy SS Rear rrr 773 


Paper, Mechanic Falls, Me., to Boston; I. and S. M-1085 773 

Newsprint paper from Herty, Tex., to Okla.; fourth 
sect. ap. 18324 

Coke to Louisville, Bear Grass, and Water Works, 


ee Ege See ere 773 
Syrup, coloring, from Cedar Rapids, Ia.; fourth sect. _— 
le ES eaten anata eink ss as awk we a 64 0S ARN SAS Iba OOS 

Tin cans, Chicago to Charleston, W. Va.; fourth sect. 
a ees an aueuanunee 773 

Cotton yarn to W. T. L. Territory; fourth sect. ap. 
a ia at weds Pan's ood OE ES Wins os SI Bae pine dio eae ben 774 


Pacific Lumber Co. vs. N. W. Pac. et al.; . : 
TE I i cca Rigs wiininibiae belies ieaiale 774 
Burdette Ginning Assn. vs. Y. and M. V. et al.; No. 


ee sa rehc da'e'g Ae Whe OS RETO KOA RD 774 
Arkell and Smiths vs. A. T. and S. F. et al.; No. 28454; 

"2 TRE SR Per erre eeee 774 
Signal systems; Milwaukee; No. 28000, sub. 44......... 774 
Wallboard from International Falls, Minn.; fourth 

NN I dos aos ln ci 4-6,4'e pian walle aid 912 "0 Cn eale Fis 774 


Coal, bituminous, to Erie, Pa.; fourth sect. ap. 18251. 774 
Passenger train revenues and services, pooling of; 
Duluth, Superior and Lake Region to Milwaukee and 


Chicago; NT Ge ra bs cia cit ow ra BG Riad ers aia 9a wie.aiareun's 774 
ES DE 777 
Miscellaneous Traffic Decisions .................... 789 
ie hs swine aia aims bial 791 
i a a i eara eke RN AIS 794 
NS i ac etenekeaoaoouas Bia tee 795 
I Eo seeks kceceesacwe nade’ 805 
Perpemal Mews amd Notes ......ccccccccccccscsess 818 
Digests of New Complaints ............. Séwaieanben 818 
Deings of the Traffic Clubs ...........ccccccccccees 820 
I I as enc wei brace a 824 
es OE Cie CIO ok. ons vnancandddccunseve 832 





TRAFIC WORLD 


Registered U. S. Patent Office—Copyright, 1941, Traffic Service Corporation 
Published Every Saturday by The Traffic Service Corporation 


Founded 1907—35th Year 
m E. F. Hamm, Jr., President and Treasurer 
bal Henry A. Patmer, Secretary 


hblishing Headquarters: 418 S. Market St., Chicago, IIL, U. S. A. 
Washington, D. C., Office: 1023-28 Earle Building 


DITORIAL AND BUSINESS STAFF 
LA, PALMER, A. E. Heiss, 
Editor and Manager Chief, Wash. News Bureau 
Suntey H. SmirH anp Rosert J. Bayer, Assistant Editors 
R. R. zm, Mgr., Special Service Dept., Washington 
\), Hansen, Circulation Mgr. E.G. Stanxsy, Advertising Mgr. 
Advertising Representatives: R. W. Crassen, J. B. Cox 

New York, N. Y., Hotmes anv STEPHENSON 

424 Madison Ave. Plaza 8-2979 





Published weekly b 


second class matter 








THe TraFric Ssrvice Corp e. = Entered 
anuary 1, 1913, at “ye postoffice at Chicago, IIl., under the Act a March 3, 1879. 



























































acim 


HIS SAMPLES WERE LATE 


so the sale flew 
out the window 


WANT TO BE DAYS, even weeks, ahead of competition in placing 
samples before agents and customers in foreign markets? 
Then specify shipments by air express. Advantages are over- 
whelming, costs surprisingly low. 

Daily and multi-weekly schedules to all principal cities 
in scores of foreign countries assure prompt departures from 
gateway airports. Documentation is simplified, customs clear- 
ance expedited by Pan American’s Airwaybill. Full coverage 
insurance available at low cost. All arrangements can be 
made through the nearest Railway Express Agency Office. 


AIR EXPRESS ie watt at a reaction oF tHe cost 


U.S.-Barranquilla, same day 
11 tbs., $6.71" 


U.S.-Havana, same day 
45 Ibs., $9.00* 


U.S.-Buenos Aires, 3’2 days 
1ib., $1.56* 


U.S.-Guatemala, same day 
17° Ibs., $9.54* 





*Plus small charge for valuation. From L to R above... 
electric saw, rotary drilling bit, radio set, electric shaver 





418 S. Market St., Chica as 
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A Transportation Policy 


TAA After five years of careful 


and impartial study of the problem, the Assocta- 
tion reached the following conclusion at its recent 
annual meeting: 

“Coordination of all types of transportation, without 
subsidy, represents a sound formula for approaching the 
problems of the industry as a whole. The public is 
entitled to the most economical, most convenient, and 
efficient form of transportation but should not be asked 
to pay a premium simply to perpetuate the competitive 
principle where it contributes nothing to the services 
performed. The aim of any sound future policy should 
be directed toward development of a limited number of 
competitive transportation systems, each having legal 
sanction to render all types of service. The public welfare 
would be safeguarded by the vast regulatory powers 
vested in the INTERSTATE COMMERCE COMMISSION. 


Transportation Association of America 


400 WEST MADISON STREET, CHICAGO, ILLINOIS 
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Filenthers of the 
eens ADVISORY BOARDS 


JF 
IVE YEARS AGO you started a war on waste through the desig- 


nation of April as PERFECT SHIPPING MONTH. 


The results have fully justified the renewal of this under- 
taking from year to year. They have justified, too, the best 
efforts of the railroads and all others concerned with the move- 
ment of freight in making each observance of PERFECT 
SHIPPING MONTH more effective than the one before. 


Nineteen Hundred and Forty-one offers still more oppor- 


tunity and a greater challenge. 


To you, and to your Committees on Prevention of Loss and 
Damage, therefore, I want to express again the appreciation 
of the railroads for your efforts, and to assure you that we will 
do everything in our power to help forward the movement for 


better shipping, not only in April — PERFECT SHIPPING 
MON TH-—but also in every other month of the year. 


Association of 


AMERICAN RAILROADS 


WASHINGTON, D. C. 
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New York Central System 


PLEDGES ITS FULL SUPPORT OF 






Perfect Shipping Month 


r again sponsoring this April cam- 

paign to prevent loss and damage 
to freight and express, the Regional 
Shippers’ Advisory Boards have 
given added impetus to the perma- 
nent gains of previous Perfect Ship- 
ping Months. 

New York Central System wel- 
comes the opportunity to join this 
drive against preventable waste and 
so to provide American industry 
with better, more dependable freight 
transportation. 


Our 95,000 employees, supported 


SYSTEM 


4 
4 
A 
i 
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by New York Central’s own research 
facilities for improved packing and 
handling, accept the challenge of 
Perfect Shipping Month as a goal, 
not only for April, but for every 
month of the year. 


Whatever your shipping problems—train- 
load, carload or L.C.L.—your local New 
York Central freight representative is 
equipped to offer every assistance. The fast 
freight train schedules of the New York 
Central System are presented in an attrac- 
tive new freight time table. 





PREPAREDNESS 


over the years 
has made the 


PORT OF SAN FRANCISCO 


—_— 


able to meet any 


EMERGENCY 


APRIL IS “PERFECT SHIPPING MONTH” 
USE THE BETTER SHIPPING PORT— 
Submit your shipping problems to the 


BOARD of STATE Sanson oe oe tS 
I ¢ ‘ Building, SANFRANCISCO, CALIFORNIA 
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travels safer 


—and faster — 


BY 
TRUCK! 


ON’T be surprised some day to see 

a truck rolling down the highway 

with a locomotive on its back. Or an 

elephant hitch-hiking to its home in 

the zoo! Motor freight takes all kinds 
of jobs in its stride. 





hours before in the Pittsburgh mill. 


A Boston department store orders 
cocktail glasses from a firm in New 
York. They’re sparkling on the coun- 
ters at nine the next morning! 


LESS PACKING AND HANDLING 


The oranges you squeezed at break- 
fast—were still sunning themselves on 
the trees a few days ago. 


of freight by truck is even more spec- 
tacular. For example— 
Today in Cincinnati, steel girders 


swing into place —completed not 48 How is it done? Well—for one 


FIRST MORNING DELIVERIES EVEN 
ON LONG HAULS LIKE THESE 
Baltimore to Akron * New York ¢o Boston 
Philadelphia to Cleveland * Chicago to St. Louis 
Dallas to Oklahoma City * Denver to Salt Lake City 


* Ee pis 
BE Bin ie CRETE PRR 


FREE MOVIE! — “Singing W heels’ — Thrilling 22-minute feature for club and organiza- 
tion meetings. Inquire — your State Motor Assn., affiliated with ATA. 


WASHINGTON, D.C. 
















thing, truck freight takes the short cuts 
(as you’d like to do in your car). It 
goes the direct route .. . leaves when 
you are ready ... afrives to suit your 
plans. 


—without even losing their press! 


There’s but one loading and unload- 
ing in door-to-door truck shipments 
. - - 66 2/3% less handling —less 
chance of loss. Goods arrive fresher. 
You have fewer worries on your mind. 


SHIP BY TRUCK 
More and more, American business is 
saving time—cutting costs—speeding 
turnover — improving service — and 
pleasing its customers — by specifying 
“Ship by Truck.” Call one of your 
local trucking companies—or 
write the Trucking Association in 
your state—affiliated with A.T.A. 


AMERICAN TRUCKING pssocumons 


735 
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where shipments are carefully handled 
and forwarding is kept on schedule 


@ Make an X on any spot on the Great Northern lines 


and you will have designated a place where every month 
is a ‘‘Perrect SHIPPING AND CAREFUL HANDLING MonrTH.”’ 


With Great Northern Railway, speedy and safe handling of freight is 


more than a policy—it is a fetish, and a matter of considerable pride among 
the thousands of Great Northern employees. 


Whether your shipments are fragile, perishable or otherwise, you place 
them in the hands of a carefully trained, eager-to-please organization when 
you route them via Great Northern. 
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OOR MARKING 


Ree HANDLING 


NADEQUATE PACKING 
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PENNSYLVANIA 
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New Modern Equipment NOW In Service 


Rio-Grande’s Cushion Underframe, Shock Proofed 
Contribution to 


Year-round .. » Steel Wheels . . . many other 
Perfect Shinping improved appliances. 


eee a a a a 
50 NEW GONDOLA nana” amtiitijiameZn | 
Inside Length - - 5’ 0” 


Inside Width "9 9” 
Capacity 140000 


1400 NEW BOX CARS RR, | 
Inside Length i 10 —Gran e 
4" 


Inside Width 
Inside Height 
Capacity 


100 NEW AUTO CARS 


Inside Length 
Inside Width 
Inside Height 
Capacity 


300 NEW STOCK CARS 


Inside Length 
Inside Width 
Inside Height 
Capacity 


D & 
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F. C. HOGUE—Acting General Traffic Manager DENVER AND RIO GRANDE WESTERN RAILROAD 
DENVER, COLORADO 
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bin. APRIL-PERFECT SHIPPING MONTH 


ROCK ISLAND FREIGHT PROTECTION 


The month of April, four times distinguished in prior years, and again 
nominated as “Perfect Shipping Month” by the Shippers Regional Advis- 
ory Boards, is welcomed by the Rock Island with tender of its resources 
and the complete cooperation of its organization to further the shippers’ 
campaign of the month, AND THE YEAR AROUND, to promote better 
shipping conditions and careful handling of freight. The activities of ship- 
pers and carriers during this period, as they evolve measures of conserving 
energy and materials, are particularly appropriate to the moment. 


Rock Island extends an invitation Rock Island has Service Inspectors, 
to its shippers to make full use of its men of particular experience, se- 
Freight Loss and Damage Preven- __ lected because they have the quali- 
tion Department. Its facilities are fications to help you with your 
yours for the asking. shipping problems. 


Rock Island routing promises a Supervised Service to traffic from and to a 
rich district embracing fourteen midwestern states, and through convenient 
connections to destinations beyond. 


It promises the appropriate car and a timely schedule for the shipment. 


It promises Careful Handling of Cars by vigilant Yard and Trainmen 


whose information is supplemented by constant check of an Impact 
Recorder Patrol. 


For further information call Agents or Commercial Representatives 


or 


O. MAXEY 
Superintendent Station Service & Freight Claim Prevention 
6219 So. La Salle St., Chicago 


J. D. FARRINGTON J. W. HILL 
Chief Operating Officer General Freight Traffic Manager 
Chicago Chicago 
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A SAFE JOURNEY 


Makes &uery Month 


a Perfect Shipping Month 
the Goal of 
PRECISION TRANSPORTATION 


The Norfolk and Western has a well-earned reputation for the 
safety and dependability of its freight service, and continues to 
develop more efficient methods of loading, stowing and handling, 
both carload and less-than-carload shipments. In cooperation with 
shippers and other railroads, the N. & W. is making a special effort 
to further improve rail freight transportation during April—Per- 
fect Shipping Month. 


You ship with confidence when you specify Precision Trans- 
portation. Call your nearest N. & W. freight traffic representative 


now for complete information about rates, routes and schedules. 


Norfolk=-¢ Western 


r Ret tS tO 8 TRANSPORTATION 


COPR, 1941 N. & W. RY. 
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Canada Atlantic Transit Co. of U. S. 


RAIL-LAKE DIFFERENTIAL SERVICE 


1898 1941 








Service Resumed for Season of 1941 


44th Year of Continuous Service, Starting from Milwaukee, May 6, 
Chicago, May 3, Depot Harbor, May 1 


TWO SAILINGS PER WEEK 


Thereafter, EASTBOUND on Tuesdays and Fridays from Chicago... 
Wednesdays and Saturdays from Milwaukee . . . WESTBOUND 
Tuesdays and Saturdays from Depot Harbor, Ont. 


A Third Boat Will Be Operated as Required 
SHIPMENTS ACCEPTED NOW 
SHORT WATER HAUL 


SAVING IN FREIGHT CHARGES 


FREE Pickup and Delivery on Less Than Carload Freight at Chicago 
and Milwaukee. C.O.D. Privilege. Through Rates Between Central 
and Western Points and New York City, New England States and 
Eastern Canada. 


ROUTE YOUR FREIGHT VIA 


CANADA ATLANTIC TRANSIT CO. 


From New York City—Route via Pier 29, E. R., Central Vermont Ry., Canada Atlantic Transit Co. 





EASTERN AGENCIES 


W. A. KEMBER, G. F. A. H. F. ROSE, G. E. F. A. 
80 Federal Street 1400 Woolworth Bldg. 
Boston, Mass. New York City, N. Y. 
M. P. CUNNINGHAM, Gen. Agt. J. C. BURNS, Gen. Agt. J. M. SPARLING, D. F. A. 
80 Federal Street 39 Church Street 15 India Street 
Boston, Mass. New Haven, Conn. Portland, Me. 
WESTERN AGENCIES 
0. B. DURAND, Gen. Agt. A. R. MENNING, Gen. Agt. D. G. SHEEHAN, D. F. A. 
105 West Adams Street 101 West Eleventh Street 741 North Milwaukee Street 
Chicago, Ill. ansas City, Mo. i i 
R. M. STUBBS, Gen. Agt. Cc. W. NELSON, Gen. Agt. H. W. HANES, Gen. Agt. G. O. THORESEN, Gen. Agt. 
125 Third Street, South 1319 Farnham Street 335 Robert Street 314 North Broadway 


Minneapolis, Minn. Omaha, Neb. St. Paul, Minn. St. Louis, Mo. 


207 North Plankinton Ave. 105 West Adams Street East End Randolph Street 


/ J. N. PRIDEAUX, Agent RAY CLARK, A. G. F. A. W. E. ARSCOTT, Gen. Agt. 
Milwaukee, Wis. Chicago, III. Chicago, IIl 
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Synonyms: CAREFUL HANDLING 
GH é 


Sntomeaenl 


oa YES, | WORK IN 
THE FRISCO FREIGHT 


_ HOUSE-AND THAT 


gz en ey MEANS I’M ON MY 
4 | — TOES ALL THE TIME. 


“CAREFUL HANDLING“ IS 


/FRISCO FASTER FREIGHT (Ov MiDvLE NAME. 
‘ oS . 1! HOPE WE GET A 
CHANCE TO SHOW YOU 
THE NEXT TIME YOU’RE 
ROUTING A SHIPMENT! 


Combining Trained Personnel, 
Super Roadbed and 
Superior Equipment for 


“Perfect Shipping” 


MISSOURI 
° ARKANSAS 

Long before Perfect Shipping Month was orig- Su . — 
inated, Frisco service emphasized the care and ‘Nf KANSAS 
intelligent handling for which the month stands. TENNESSEE 
To say Frisco aims at a reduction in claims is Q MISSISSIPPI 

: 3 ALABAMA 
putting the cart before the horse. Instead, this ° MEMPHIS FLORIDA 
railroad is constantly on the alert to give the 
shipping satisfaction which makes claims un- 
necessary. Frisco’s goal is to make not only 
this month but every month Perfect Shipping 
Month—one of the reasons so many thousands 
of shippers depend on Frisco Faster Freight. 
On your next shipment, specify “careful han- 
dling”—abbreviated “F-F-F”’. 


Russel Coulter, General Traffic Manager 
St. Louis, Missouri 


Ask FRISCO Freight 
Agents about 


~ FRISCO FLASH 


Services for Overnight Deliveries 
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Santa Fe oak S 


On: 


Xx] Wholehearted endorsement and support of APRIL 


NORLD 


PERFECT SHIPPING and CAREFUL HANDLING 
MONTH. 


The continuation, in April and in every other month, 
of the benefits evidenced from cooperation of shipper, 


consignee and carrier in the past. 


Expedited service, careful handling, and safe delivery 
via SANTA FE. 





augmented facilities. 


x | The added advantage to more shippers of Santa Fe’s 


For information concerning rates, service, and facilities 


call your nearest Santa Fe representative. Or write: 


AMA J. J. GROGAN 
Freight Traffic Manager 
Santa Fe System Lines 
AINGHAM 


Chicago, Illinois 


Santa fe f 






An important Santa Fe contribution to perfect shipping 
and careful handling is the smooth power of the new 
freight Electro-Diesel, world’s most powerful locomotive. 
193 feet long. 5400 horsepower. 75 m. p.h. top speed. 
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ACME Stechstrap 


—> — > (Rove ee 
TO REDUCED DAMAGE CLAIMS... 
LOWERED BRACING COSTS... 


Thousands of users have found 
Acme Steelstrap the perfect way 
to make shipments safely, econom- 
ically and reduce damage claims. 


WORLD 


Shipper — carrier — consignee Paper — always difficult to brace in cars—is shipped easily, safely and 


economically with the Acme Steelstrap Process. This shipment of rolls 
. . - have all found that the employs the “Key-roll” bracing method with full floating load.T here are 
Acme Steelstrap Process tested and approved Acme procedures for every type of paper shipmem, 


works to their advantage. In the current 
issue of Acme Process News you will 
find plain straightforward facts on 
how to make every month a perfect 
shipping month. Write for your 
copy today. 


SUPPORT PERFECT SHIPPING MONTH 








Large, massive ... trailers are securely strapped on flatcars with Acme 
Unit-Load Bands. There is no chance of this “giant” breaking loose 
and incurring damage to itself or others. 


Alloy steel rods are bundled with waterproof paper covering—and These individual units of heavy l.c.l. merchandise have been securel) 
then braced as a unit in the car with Acme Unit-Load Bands. The need braced at the freight terminal with Acme Unit-Load Bands, On the) 
for tarpaulin is eliminated. go to destination — literally “Bound to Get There.” 


ACME STEEL COMPANY ev mor once, anon 
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; (ntrele can he a Perfect Shipping Month 


We of the Chicago and North Western 
Line join whole-heartedly in the cam- 
paign to achieve a nation-wide record for 
“Perfect Shipping and Careful Handling” 
during the month of April, 1941... and 
during the other months of the year, too. 


One “perfect’”’ month coming as the result 
of the teamwork of thousands of individ- 
uals enthusiastically cooperating to make 
shipments safe for transportation and 
transportation safe for shipments, will 
spur them on toward a greater achieve- 
ment... a “perfect” year of shipping. 


On “North Western’s” part it can come 
through the united efforts of the men 
behind the throttle, the wheel, the desk 
and the counter, the yardmen and the 
freight men and countless others who 
know their jobs and who are proud of 
doing them well .. . eager to make their 
contribution to the welfare and defense 
of their country at a time when it is 
supremely important that neither time nor 
materials be wasted by imperfect shipping. 


CHICAGO ano NORTH WESTERN LINE 









An Ounce 


of Prevention 
The Milwaukee Road be- 


lieves in licking trouble 
before it starts. For that 
purpose, we operate a 
Claim Prevention Bureau 
that will gladly assist you in 
discovering and correct- 
ing all possible causes of 
damage. If you have a 
problem, just address 


W. L. ENNIS, Manager 
Claim Prevention Bureau 
869 Union Station 
Chicago 






“PERFECT SHIPPING” 
every month is our aim --- 


Will you give us your cooperation? 


LANCE at the chart showing the successive 

steps in the movement of goods and you'll 
see that there is no such thing as a uniform 
routine. Yours may be a simple operation or 
one that requires multiple handling. But, in the 
case of many shippers, the Railroad is not the 
sole agent in handling your goods from your 
shipping room to its destination. 


That is why The Milwaukee Road solicits your 
cooperation in perfecting its shipping service. 


We have the mechanical equipment needed 
to insure swift, on time delivery of freight in 
any classification or quantity. We have over 
11,000 miles of modern railroad serving twelve 
midwestern and northwestern states. We have 
skilled, experienced men in our freight traffic 


and operating departments. We have adequate 
terminal facilities and conveniently located 
stations. But, most of all we have the desire 
to serve you efficiently and well. 


What else can be done to eliminate loss and 
damage? Just this: help us to discover the 
exact time and place where damage occurred; 
try to discover the cause of the damage, and 
give us a full report. 


Remember, our job is not merely to supply 
service, but to supply thoroughly satis- 
factory, economical service. You and The 
Milwaukee Road, acting as a team, can take 
long strides towards securing that end. Will 
you help us attain the goal of ‘Perfect 
Shipping?” 


E. W. SOERGEL, Freight Traffic Manager, Chicago 
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APRIL IS PERFECT SHIPPING AND 
CAREFUL HANDLING MONTH 


\ 


vv 


equate 
ocated . 
Careful and 
Expedited Handling 

in Switching Service 


® Nickel Plate 
CAREFUL FLAT-YARD SWITCHING 


axe 


CAREFUL HANDLING AT PEORIA GATEWAY 
ASSISTS SHIPPERS IN HAVING SATISFIED CUSTOMERS 


CAREFUL COOPERATION BY ALL 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


Ui ile], Bay - Wale), Bs] te) iF. Walaa), (elb 
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L exving 5 Impor tant Gateways 


Chicago - Council Bluffs (omaha) . Kansas City 
St. Joseph - Minnesota Transfer (fF, Pa". 


Look at the map —see how advantageously Great 
a Western can serve you—not only with splendid 
pitino facilities, but with the highest standards of 


CAREFUL HANDLING eificiency, speed and service. 
MONTH 


APRIL, 1941 Your nearesi Great Western representative is at 
your service. He has a wealth of information as 
to how you can use the facilities of this railroad 
to advantage. 

B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, IIl. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
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T opay, more than ever, industrial organizations 
in selecting a new plant location must critically 
investigate every detail influencing the manufactur= 
ing abilities of their organization. Accessibility to 
markets and raw materials, climate, labor, power, 
water and taxes are but a few of the more important 
factors favorable to a location in the rich area be- 
tween Richmond, Va., and Washington, D. C. A 
thorough and comprehensive analysis of these 
factors and others peculiar to your own industry 
will tell you why wise industrial leaders are turning to the Rich=- 
mond, Fredericksburg and Potomac R. R. for new locations. 


You will find here a low-cost distribution center, for industries 
have the country’s principal consuming areas within first, 
second or third morning delivery range. The Richmond, 
Fredericksburg and Potomac R. R. connects with the Penn- 
sylvania R. R. and the Baltimore & Ohio R. R. to the North 
and West and with the Atlantic Coast Line and the Seaboard 
Air Line to the South. 


RicHMonBes 


® An ideal climatic condition elim- 
inates economic losses of cold, 
snowy winters and exhausting 
summer temperatures. 


® Both skilled and unskilled native 
labor is plentiful. Because living 
costs are lower, workers can live 
comfortably on a per capita income 
less than required in many parts of 
the country. 


@ A supply of soft water ample 
enough to meet all demands is to 
be had at all times, and at a mini- 
mum cost. 


® Reasonable taxes compare favor- 
ably with most localities. Virginia 
Operates under a balanced budget 


and has no sales or luxury tax. 
‘ 


@ An ample supply of electric cur- 
rent at reasonable rates. 


If you are contemplat- 
ing a branch plant or 
the relocation of your 
industry, write now for all the facts regarding this ideal 
location—a critical analysis free from the usual generalities in 
terms of your own industrial location problem. Address, 


John B. Mordecai, Traffic Manager, Richmond, Virginia. 


PERFECT SHIPPING AND CAREFUL HANDLING IN APRIL AND EVERY DAY THROUGHOUT THE YEAR 


RICHMOND, FREDERICKSBURG 
AND POTOMAC RAILROAD 
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When a feller needs a friendly 
service—IHREE C’S can give it. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Ave. Cleveland, Ohio 


DIVISION OF U. 8. TRUCK LINES 
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Shrinking / 


ANE AZZA\es 


FREIGHT SCHEDULES 
@ OF 15 YEARS AGO 


Denver 


FREIGHT SCHEDULES 
OF TODAY ¥ 


N” AS DRAMATIC, perhaps, as the high-speed service 
of the Zephyrs, but even more vital, is the speedy 
service of Burlington’s fleet of freight carriers. The 
conquering of time and distance for the nation’s ship- 
pers has been carried on with such quiet efficiency that 
few realize just what amazing strides have been made. 


In fifteen short years, freight schedules have been 
shortened as much as 60 per cent—and the battle 
against Father Time still continues. Routings have 
been simplified and coordinated. Rolling stock has 
been improved. The handling of shipments at termi- 
nals has been expedited. 


Since its beginning in 1850, with twelve miles of 
strap rail, one teakettle engine and two freight cars, 
the Burlington has had a leading role in the building * 
of the West and has geared its service to promote Burlin fon 
that phenomenal growth and meet its demands. Today, with fast local and 
through schedules and participating as an intermediate carrier on many 


transcontinental routes, the Burlington is contributing in a major way to Route 
the efficient, economical movement of the nation’s commodities. 


“SERVICE GEARED TO MEET INDUSTRY’S NEEDS 
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a shippers—large and small—Union Pacific offers: its vast and varied 
experience in the handling and transportation of freight shipments through- 
out a period of seventy-five years . . . its complete up-to-the-minute facilities 
and equipment including powerful Challenger-type locomotives . . . specially 
designed cars for the shipment of manufactured products .. . modern refrig- 


erator cars for the transportation of perishable commodities. 


And—to all shippers—Union Pacific offers the wholehearted cooperation of 


its entire personnel. 


Union Pacific is the Strategic Middle Route—a steel highway uniting East 
with West—conceived by Abraham Lincoln for purposes of National 
Defense and to serve industry’s normal needs. 

L. T. Witcox, Generac Freicut Trarric MANAGER 


Union Pacific Railroad 
Omaha, Nebraska 


UNION PACIFIC RAILROAD 


Koad of the Greeamliners and the Challengers 
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THE LACKAWANNA RAILROAD 


* Over a century of development and ser- 
vice. * Ample power and modern equip- 
ment. * Fast, convenient, and dependable 
freight schedules. * A well trained 
——- personnel. « Assets that make for speed, 
safety and PERFECT SHIPPING.* Unsurpassed 
passenger service, both steam and electric. 


LACKAWANNA 
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COOPERATION 


BRINGS PERFECTION 


The Illinois Central will celebrate Perfect Shipping Month 
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by increasing the effort to make every month a perfect 
shipping month. Through cooperation in developing safer 
and more practical ways of packing; by constant watchful- 
ness to locate and correct causes of damage in transit; and 
by continual research to find safer and better ways of load- 


ing, the Illinois Central is working to eliminate loss by 


| aC Re * ee 2 Sipe BSE ae ag ae ge oe 

A heavy steel safe is securely fastened to the wall of the 
car; the picture, taken at the end of the trip, shows by 
the marks on the floor that the safe moved but a few 


re Shipments ““Under Guard” 
All the Way 


From the moment shipments are received by the Illinois 


damage and delay. 


Central they are under continuous observation. They are 
checked for proper packing, correct marking, safe handling 
and loading. In transit, impact registers check for shocks 
and jolts. On arrival, scrupulous care in unloading and 


delivery completes the job. 


Seeking Better Methods 
The advanced method of securing merchandise shipments 
in cars by steel bands and gates, as shown by the accompany- 
ing photographs, is typical Illinois Central practice in the 


elimination of loss through damage to shipments. 


Cooperation With Shipper 


The opportunity to cooperate with shippers in develop- 


ing safe and economical packing forall classes of mer- 


a 


Steel strap holds the shipment of fragile beverage  chandise is urgently requested. Consult any Illinois Central 
bottles in a solid block. 


Representative. 


SHIP VIA 


ILLINOIS CENTRAL SYSTEM 
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April=Perfect Shipping Month 


It might be supposed that, after four previous 

° attempts, all that could be said about the reduc- 

tion of freight loss and damage had been said to all the 

people who ought to hear about it. The fact is, how- 

ever, that the ogre of waste in freight claims is a 

protean beast—it appears in a different and uglier 
light each time industrial circumstances change. 

Take this year of 1941, for instance, when April, 
for the fifth time, has been designated as Perfect Ship- 
ping Month and interested railroads and shippers are 
again stressing the necessity for good packing, careful 
stowing, and safe handling in order to reduce damage 
waste. When, as is at present the case, industry is 
straining to increase production because of a gigantic 
defense program, the dissipation of over $21,000,000 
in the last year because of factors in shipping that 
could have been avoided, looks particularly vicious. 
The wasted sales effort, the lost man-hours in the re- 
production of the lost and damaged goods, and the 
other annoying and expensive by-products of this 
money loss to the railroads, also loom more important 
when factories are busy and the cry is for harder work 
and longer hours. There can be no more congested 
“bottle neck” than the spot where, in effect, production 
stops entirely because what is produced is wantonly 
destroyed. 

It is a paradox that the defense program, which 
makes loss and damage to freight a particularly bad 
thing in these days, also operates to make more difficult 
the task of impressing the perfect shipping campaign 
on those who ought to be interested. In the first place, 
with black headlines shouting war and rumors of war, 


the comparatively quiet and logical call for more care 
in shipping is likely to go unheard. In the second place, 
it is difficult to impress the small shipper and business 
man with the seriousness of a loss amounting to $21,- 
000,000 a year when he has become accustomed to 
thinking in billions and is faced with expenditures and 
tax increases of which the figure mentioned is a small 
fraction. 

All this means that the effort this year must be 
intensified. Just as the problem of claim reduction 
presents a new facet for consideration every year, so 
the small producer and distributor still remains un- 
touched by the effort of Perfect Shipping Month. Those 
in charge are, of course, learning by experience. Their 
literature and their programs this year are superior 
in impact and interest to those that have gone before. 
But the fact remains that, however they may be aimed 
at all users of transportation, including the occasional 
shipper, they still reach, to a great extent, the kind of 
people who need them least. The problem now is not 
so much to put together a persuasive appeal and an 
interesting program, as to persuade the great back- 
ground of industry, normally not interested in ship- 
ping problems, to expose itself to that appeal and those 
programs. It seems to us that here the interested 
transportation man, whether shipper or carrier, can 
do the best work by seeing to it that some of those 
with whom he is associated in business or in social life 
who otherwise might make no personal contact with 
the perfect shipping campaign, attend one of these 
meetings. If everyone who intends to go for his own 
good would make it a duty to take along one person 


OUR PLATFORM 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 


ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 


Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 


_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 


Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 
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Realization by railroads that they must do something by 
way of group operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 
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who would otherwise not go, the effect would be dou- 
bled at a stroke. 


There is still another reason why Perfect Shipping 
Month means more in 1941 than it has meant in any of 
the four years that have gone before. On the careful 
handling side, the railroads have done and are doing 
much to educate their forces, as is outlined elsewhere 
in this issue. That work, all down the line, is weakened 
by turnover in the railroad freight house, switching, 
and operation forces. The turnover is particularly 
heavy at present because over a million men have been 
or are to be taken out of industry to enter military 
training. Many of these men will be taken out of the 
groups mentioned. More will be taken out of the freight 
handling group to substitute for men in more skilled 
and higher paid positions in industries made vacant 
by the draft and by voluntary enlistments. Probably 
the net result will be the appearance of less experi- 
enced and less intelligent men on the platforms and in 
the freight houses. These men will have to be trained 
from the ground up in the proper handling of freight 
if much of the work done among the shipping public 
is not to be wasted. Thus, the problem of the railroads 
is intensified. There are indications that they are 
already giving it serious thought. April is the month 
to put some new plans in effect, but those plans will 
have to be kept in operation throughout the year— 
and throughout every year. 

In this issue of the TRAFFIC WORLD is our contribu- 
tion to the campaign. It contains a number of spe- 
cially written and illustrated articles, and it will be 
distributed free to 5000 shippers who are not on our 
subscription list. It has been made possible by adver- 
tising support from railroads and others who do not 
regularly appear in our columns. It must not be 
thought, however, that all, or even a major part, of the 
advertising appearing herein is “extra” advertising for 
this issue. Most of it is merely advertising that had 
already been contracted for but shifted to this issue by 
the advertisers so that they might take advantage of the 
extra distribution. When the proposal for an issue in 
which special attention was to be paid to Perfect Ship- 
ping Month was first broached, we said we would 
prepare such an issue and make the extra distribution 
if we could be assured of at least 20 extra pages of ad- 
vertising to help us defray the expense. The railroads 
did not reach that quota, but we obtained enough extra 
business from others to justify our going ahead with 
the plan. Included in the latter is a double page 
“spread” from motor transport concerns in addition 
to what some of them are already doing regularly. 
Whether they are interested in “perfect shipping 
month” or not, they and others at least were able to 
perceive the benefit of an added 5000 distribution of 
what they had to say. 


We congratulate the railroad men who assisted in 
persuading advertisers to buy extra space in sup- 
port of a good cause, and those who bought it. The 
railroads that did not participate merely allowed others 
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to bear the burden and the expense of the plan spon- 
sored by their claim division. 


The Transportation Board 


One of the few valuable things in the transporta- 

tion act of 1940 is its provision for a board of 
investigation and research to report on the transpor- 
tation problem. It might, perhaps, be more accurate 
to say that it was a thing that gave promise of value, 
which depended on the kind of board appointed, what 
recommendations it might make, and the action taken 
thereon. There is much for such a board to do, for 
the “problem” was not nearly solved by the new law. 

The board has now been appointed, after a delay 
of six months after its authorization, President Roose- 
velt having been too busy conducting the affairs of the 
world to attend to domestic matters at his own door. 
It remains to be seen what the board will do and what 
action will be taken with respect to its recommenda- 
tions, when and if any. At the outset it may be said 
that not a great deal is to be expected, judging by the 
appointments that have been made. The men compos- 
ing the board are entitled to respect—there are no 
Amlies among them—but none of them is outstanding 
in the field in which he is to work, though, to be sure, 
unexpected ability may develop. We had hoped for a 
board that would at once inspire confidence. 


The St. Lawrence Canal 


The Transportation Association of America is to 

be congratulated on its opposition to the building 
of the St. Lawrence Canal, and so is the country, the 
former because the action indicates the willingness and 
ability of this association to deal with current matters 
affecting transportation, and the latter because such a 
treatment is needed from a body of this sort, composed, 
as it is, of representatives of all interests connected with 
the various kinds of transportation business, and the 
shipping public as well. 


The point made by the association that the money 
proposed to be spent on this enterprise, considered from 
the “national defense” point of view, could be spent 
to much better advantage in other ways, if the purpose 
is to help England effectively and promptly—and help 
for England, because she is fighting “our battle” and 
we shall be in grave danger if she loses, is the slogan 
of those, including the administration, who have been 
and are advocating such aid—is especially forceful. 
It is pretty generally agreed that what England needs 
most and needs now is destroyers. If we are to help 
her, then, why not furnish the destroyers promptly 
instead of digging a canal that would take several years 
to complete and then serve, so far as national defense 
is concerned, only to float ships from the middle west 
to the Atlantic seaboard? 

Of all the crack-pot proposals put forward in the 
name of “national defense,” the outstanding one is the 
scheme for the St. Lawrence Canal. 








WORLD 


an spon- 


nsporta- 
soard of 
ranspor- 
accurate 
of value, 
2d, what 
yn taken 
. do, for 
1ew law. 
a delay 
t Roose- 
rs of the 
wn door. 
nd what 
nmenda- 
be said 
e by the 
compos- 
- are no 
standing 
be sure, 
ed for a 


ica is to 
building 
itry, the 
ness and 
matters 
e such a 
mposed, 
ted with 
and the 


e money 
cred from 
ye spent 
purpose 
and help 
tle” and 
e slogan 
ive been 
forceful. 
1d needs 
to help 
romptly 
‘al years 
defense 
dle west 


d in the 
1e is the 





March 29, 1941 


Cumeont. Jopics 





IN WASHINGTON 


Love of Oklahoma, quoted accurately as to 
what he said at the Newlands committee 


"We Wants hearing (see Traffic World, March 22, p. 
677) is much better than as guessed at by 

to Keep What ears in the Commission’s hearing room. 
; - That is one of the most abominable places 
We's Got on earth, so far as hearing what is actually 


said is concerned. 

“We wants to keep what we’s got,” is 
the accurate version of what the picturesque Oklahoman said, 
not “what we has,” according to the stenographic report, on 
which Commissioner Aitchison based his story. 





Obsolete bombing planes, according to 
the American Petroleum Institute, are 
known as “flying freighters” to the 
members of the air corps. But to petro- 
leum technologists, especially those who 
know their anti-knock numbers, they are 
indicative of something more highly re- 
garded than the slightly sneering name 
now implies. 

Motor fuel experts, the Institute says, are saying that they 
portend the coming of sky freight trains flying hundreds of 
miles an hour, possibly 500, as an every day sight. Planes 
functioning as locomotives, they vision, will draw strings of 
gliders filled with freight. 


Former Bombers 
as Flying 
Freight Trains 





Last November 2 the administra- 
tions of the United States and 
Canada “interpreted” the treaty 
between Great Britain and the 
United States, forbidding the con- 
struction of ships of war on the 
Great Lakes, so that they may 
be built there, provided they are 
taken therefrom in such condition 
that the guns thereon can not be fired instantly. The State 
Department announced that fact—one might say graciously an- 
nounced it—March 24. 

Negotiations resulting in that interpretation were begun in 
1939. The announcement was made in such way as to induce 
at least one man who wrote a sympathetic report to say that 
“decision, that under modern conditions such construction can 
take place within the spirit of the old treaty (made in 1817, as 
one of the outcomes of the war of 1812) clears the way for pos- 
sible huge shipbuilding developments on the Great Lakes to 
coincide with development of the St. Lawrence seaway, as pro- 
vided in an agreement submitted to Congress by President 
Roosevelt last week.” 

Agreements between nations, on importment matters of 
policy, at least, used to be called treaties. Under the Constitu- 
tion, treaties can be made when approved by a two-thirds vote 
of ratification by the Senate. Now, by agreement between the 
administrations of the two countries, the requirement that 
treaties be ratified by a two-thirds vote of the Senate, is no 
longer in force. They can be “interpreted.” 

A document that said “No” is interpreted as saying “Yes,” 
and the fact is announced months after the change was made! 
All such things hereafter, apparently, are to be done as ex- 
peditiously as in Europe. Somebody or somebodies are to be 
put their names on a dotted line and the things filed away. In 
due time, bills will be passed by the House and Senate to put 
these streamlined treaties into effect. One may be labeled 
“interpretation” and the other “agreement.” 

How old-fashioned, much older-fashioned than horses and 
buggies, must be deemed the ways of early presidents and 
Senators! The latter even debated, hour on hour as to by what 
title of respect they should address the President. Presidents 
wondered whether they should consult the Senate before or 
after making nominations to fill offices or drafting treaties. 
How queer! 

Nothing of that sort holds up business nowadays. The 
State Department tells the newspaper correspondents about an 
interpretation” of the Rush-Bagot treaty in such way as to 


Scrapping of the Con- 
stitution All in 
the Day's Work Now 
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lead them to infer that the Great Lakes had not had a ship- 
building industry. The fact, of course, is that, for years, if 
not now, tonnage turned out of lake yards, was greater than 
the salt-water tonnage of the United States. Up-perking, it is 
to be inferred, is to be the result of the President’s determina- 
tion to build the St. Lawrence waterway, even if a few years 
ago the Senate refused to ratify a treaty to that effect. 

Perhaps some one will be constrained to suggest that. there 
is now no need of either a House or a Senate. Years ago the 
Congress of the United States, through leaders who were hard- 
boiled, exercised a definite restraint on the President of the 
United States, if and when he got it into his head that he had 
been endowed with the powers of kings who ruled as well as 
reigned. 

It may be all right under the form of government in Can- 
ada for the administration in power to make practically self- 
enforcing agreements and interpretations. Theirs is a parlia- 
mentary form. The executive officers are members of the legis- 
lative body backed by a majority in the popular branch of 
Parliament. The American form of administration, in name, 
at least, has no connection with the legislative branch and the 
so-called cabinet officers who really rule in a_ parliamentary 
form, in the United States, are mere assistants, created by acts 
of Congress, to help the President execute the laws. In these 
days, when the people elect members of Congress who really 
follow the President, there are probably some Americans who 
can be persuaded to believe it has broken down. 





It might be suggested that 
the Norris amendment to the 
Constitution, intended to 
abolish the horrors of “lame 
duck” sessions of Congress, 
has created a few possible 
troubles. So great is the 
danger created by the inaug- 
uration of the President and 
meeting of Congress in January that the House judiciary com- 
mittee has come running with remedial legislation. 

Chairman Summers of that committee, without a fanfare 
of trumpets or even pip-squeaks, has introduced and had his 
committee favorably report a bill changing election day from 
the first Tuesday after the first Monday in November to the 
corresponding day in October. The primary object of this 
earlier election day is to make it possible for states to settle, 
seasonably, any disputes that may arise. As the law and Con- 
stitution now stand, there are only from 73 to 79 days between 
election day and inauguration time. The number of days varies 
with the date in November on which the election is held... Be- 
fore the so-called lame duck abolition amendment was made 
there were from 117 to 123 days between the events. 

Of course, the lame duck session was not abolished, as was 
shown by the fact that Congress last year met in the period 
between election and inauguration days. Congress refused to 
adjourn, so members who had been defeated on election day 
voted after their defeat. The lame duck amendment, because 
Congress refused to adjourn when the White House nodded, 
became only a scrap of paper. 

Summers visions the arising of disputed election cases not 
being settled by the time presidential electors are required to 
meet and act; also the House getting into a snarl in trying to 
organize, as has occurred in the past. So he is pushing a bill 
to hold the election earlier. He has pointed out four or five 
possibilities of January 20, inauguration day, arriving without 
the election of a president to induct into office by that day 
being accomplished. Therefore, he is patching up the “lame 
duck” abolition work which itself does not work. 


Lame Duck Constitu- 
tional Amendment Creates 
a Few Complexities 





It is the view of several folks 
who have been on familiar 
speaking terms with the oil in- 
dustry and at least a nodding 
acquaintance with the railroads 
that, because they were so “sot” 
in their ways, the Commission, 
by its decision in No. 28106, 
Petroleum Rail Shippers Asso- 
ciation vs. Alton and Southern et al., has put them on an un- 
comfortable spot. They are inclined to exercise the privilege 
of I-told-you-so. 

Instead of the part of the industry having control of pipe 
lines, the critics point out, making changes to reflect the great 
increase in the volume of business, the tendency, with excep- 
tions, has been to stand pat, even in the matter of bookkeeping. 
Standing pat in bookkeeping has resulted in at least an ap- 
pearance of pipe line prosperity shaming Midas and the govern- 
ment’s cache at Fort Knox. Some of the pipe line prosperity 


I Told-You-So-Society 
Has the Oil Industry 
on the Operating Table 






758 


may have been only a mirage produced by bookkeeping, that 
operation making it appear that the pipe line adjunct has 
earned millions while the refining part has been scraping the 
bottom of the till. Another point with regard to the pipe lines 
is that no real effort, apparently, was ever made to enable non- 
affiliated refiners to use them. 

The railroads are criticized for allowing the Hoch-Smith 
case determinations as to reasonable rates to stand, notwith- 
standing the fourfold increase in gasoline consumption since 
1920. Another point is that, seemingly, by their policies, they 
have encouraged, if not forced, refiners to move their plants 
to points where they depend on water for transportation. In- 
stead of a tendency to downward rates, the tendency has been, 
it is observed, to put them up, exceptions, of course, being the 
rate slashes to meet truck competition from the water terminals 
into the interior. The water lines and their terminals, it is 
suggested, were established by the refiners because the rail 
rates were too high on the long hauls, as from the southwest 
to the southeast. 

An idea among the critics is that the railroads will go to 
court for relief. But there are more chances of the courts not 
helping than of their helping many believe. 


There was an idea, when Presi- 
dent Roosevelt started on his 
fishing trip vacation a week or 
more ago, that he believed he had 
the union labor strike epidemic 
under control. His face, to many, 
proclaimed the need of a rest 
after the lease-lend bill strain. 
By executive decree he had cre- 
ated the so-called super-mediation board to deal with strikes 
seriously impeding national defense work. 

Of course, any who doubt the need of the many-billioned 
defense effort do not take the strike phase of the matter more 
seriously than they would an equal number of strikes in ordi- 
nary times, but there are many millions of Americans who think 
the national defense effort fully warranted and even greater 
effort absolutely imperative. 

But the fact is that the very day the super-board was due 
to hold its initial meeting, the Bethlehem steel strike was put 
into effect—the greatest of all strikes involving much national 
defense work. That day the big-vote partner of the President’s 
New Deal, called men away from their work, because, among 
other things, the strike leaders charged the company was con- 
tinuing its efforts to set up a company-dominated organization. 
That fight, seemingly, in the eyes of the leaders of the C. I. O. 
organization, was much more important than getting out needed 
war materials. 


Southern members of Congress who are less labor-domi- 
nated than northern members, were showing signs of impa- 
tience. Chairman Vinson, of the House naval affairs commit- 
tee, was suggesting legislation that would put_a-curb on the 
union leaders. Seemingly, however, he was’ holding back to 
give the head of his party a chance to work out plans, if he had 
any or could think of any, to make it unnecessary for Congress 
to enact legislation that would require labor to shape its plans 
to fight employers so that that fight would not delay the na- 
tion’s plans to defend itself.—aA. E. H. 


Will Roosevelt Be 
Able to Control His 
Labor Union Partners? 





Railroads and Defense Program 


The nation’s transportation needs in connection with the 
defense program would be met because of the cooperative ma- 
chinery that had been set up by shippers, railroads and govern- 
ment, said Captain E. C. R. Lasher, quartermaster corps, U. S. 
army, in an address March 26 at Buffalo before the Great Lakes 
Regional Shippers Advisory Board. 

Captain Lasher, who is chief of the railroad transportation 
division of the War Department, directs the movement of ma- 
terials and supplies as well as the transportation of troops. 

“We have a job ahead of us—a tremendous job—one which 
will strain us to the limit but one nevertheless which we will 
accomplish,” said he. “When I say we, I mean just that. This is 
a job for teamwork. Transportation in this emergency is being, 
and will be, accomplished by a team of three members—the 
shippers, the transportation industry, and the government. With 
mutual confidence, full cooperation, and close coordination, this 
team cannot be beaten. But in order for this team to win, all 
of these elements must be present—and present not just in 
actions but in heart and soul. There is no use kidding ourselves, 
this transportation job is an ‘all-out’ job. 

“There is need for speed, but remember everything cannot 
be shipped at the same time—let the priorities of production take 
care of that. There are many things to be done, but keep your 
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actions orderly and above all, let everyone bend his effort toward 
keeping transportation under control. Bear these things in 
— heed them, and we will move anything, any time, any- 
where. 

“On September 20, 1917, this country was 167 days into a 
war emergency. Today, this country is 167 days into a ‘limited’ 
emergency. Insofar as traffic is concerned, we have these two 
emergency situations whose characteristics are very similar— 
tremendous industrial expansion, increased employment, huge 
governmental expenditures, large and rapid increase in the army 
and navy, and an ever increasing amount of exports through 
Atlantic ports. 

“However, 167 days after the declaration of war in 1917 the 
entire transportation system of the country was jouncing to a 
halt; a halt which was avoided only. by the intervention of the 
government on December 28, 1917. Today, practically the same 
effort has been accomplished, as had been accomplished by Sep- 
tember 20, 1917, but what a difference in the condition of our 
transportation system. 

“Today, not even a tendency of congestion appears at any 
point. No embargoes because of the emergency have been neces- 
sary. Traffic is flowing freely through our Atlantic ports. The 
present cantonment construction program is well into its final 
quarter with nearly all materials delivered. Special trains of 
troops are moving freely on exact schedules. Plant expansion 
and new plant construction is in full swing. 

“Whatever the causes and whosoever the blame for the so- 
called ‘failure’ of the railroads in 1917, it can well be said that 
things are different now. As a matter of fact, it has been said 
the transportation industry isn’t even breathing hard yet.” 


HIGHWAYS AND DEFENSE 


The Works Progress Administration’s road-building pro- 
gram has been enlarged to include, in addition to 86 access 
road construction projects which have been approved in order 
to relieve transportation difficulties in the vicinity of army and 
navy posts, a number of access highways, requested by the War 
Department, to plants working on defense contracts, according 
to Fred R. Rauch, acting deputy commissioner of WPA. 

Mr. Rauch said that the War Department had asked for 
roads to 55 plants holding defense contracts, that such work 
already had been authorized in some instances, and that ap- 
plications covering other locations were now being prepared in 
the respective WPA state offices. The War Department had 
been assured, he said, that such applications would be given 
priority in the routine of approval at WPA headquarters in 
Washington. The list of plants for which these projects had 
been requested, he added, included seven in Indiana, five each 
in Michigan and Ohio, and four in Illinois, the remainder being 
distributed among other states from Massachusetts to Cali- 
fornia. 

The work on access roads to army and navy posts, involv- 
ing an aggregate cost in WPA funds of more than $15,000,000, 
is being pushed “with all possible speed” by a force of more 
than 10,000 WPA workers, says Mr. Rauch. 


RAILROADS-AND-DEFENSE DATA 


The bureau of railway economics library of the Associa- 
tion of American Railroads has issued a compilation of ref- 
erences to “current discussion of railroads and national defense 
in the United States,” as contained in the files of the library. 
The period covered begins with September, 1939. References 
are given for addresses, shipper advisory board proceedings, 
magazine articles and similar matter. Copies of the compila- 
tion may be obtained free from the library which is in the 
Transportation Building in Washington, D. C. 


MILITARY RAILWAY SERVICE 


The War Department has announced that the military 
railway service, headed by Col. Carl R. Gray, Jr., of St. Paul, 
Minn., is undergoing extensive reorganization and development. 
The service is composed of units affiliated with commercial 
railway systems throughout the United States, units being 
officered by the railway system in time of peace from among 
their appropriate employes. The department said only one 
of these units would be activated, plans being under way to 
activate a railway operating battalion June 1. Col. Gray is 
executive vice president of the Chicago, St. Paul, Minneapolis 
& Omaha Railway Co., and has been manager of the military 
railway service since February 1, 1939. 


RAIL STRIKE THREAT 
Mediation efforts of the National Mediation Board to bring 
about a settlement of the dispute arising from demands of the 
fourteen railroad non-operating unions for vacations with pay 
were continued this week. It was understood that the mediators 
were discussing with each side, on a regional basis, the merits 
of the labor demands. 
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I9AI Perfect Shipping Campaign 


Fifth Annual Effort Toward Reduction in Freight Loss and Damage Expected to Reach New 
Records in Number of and Attendance at Meetings—New Voca- 
film and Literature Ready for Distribution 


By Rosert J. BAYER 


The month of April, this year, 

has been designated for the 
fifth successive time, as a period 
of intensive effort cooperatively 
among shippers and carriers toward 
the reduction of claims resulting from 
loss and damage to freight, under the 
name “Perfect Shipping Month.” Be- 
gun modestly in 1937, the annual 
campaign has grown each year until, 
this time, it is expected that a total 
of more than 75,000 will attend spe- 
cial meetings devoted to the subject, 
and more than 300,000 pieces of liter- 
ature distributed. 

The idea originated, four years 
ago, in the Pacific Coast Shippers’ 
Advisory Board and quickly won 
recognition until, this year at last, 
each of the thirteen regional boards 
is actively engaged in scheduling 
meetings in its territory in an effort to convince those in charge 
of the shipping and handling of freight that the millions of 
dollars wasted in loss and damage annually is preventable. _ 

The keynote, in 1941, is not only that better shipping is 
possible, but that shipping can be made absolutely perfect. 
That is the theme of the vocafilm, entitled “Perfect Shipping, 
prepared for the 1941 campaign by the Association of Amer- 
ican Railroads. The film depicts a hypothetical meeting of 
an advisory board loss and damage prevention committee and 
features a discussion between the chairman and one of his 


W. J. Williamson 


members on the subject. The latter argues that a more logical . 


name for the campaign should be “better shipping,” but the 
chairman insists that perfect shipping is possible and the other 
members of the committee chime in with stories of personal 
experiences which are intended to prove that there is “a cure 
for every shipping problem.” 
These instances are illustrated 
with “before and after” photographs 
of actual occurrences in shipping. 
The photographs of the committee 
in session and of the incidents used 
as examples are tied together in a 
consecutive narrative. In_ this, the 
new vocafilm, “Perfect Shipping, 
differs from that prepared for the 
1940 campaign, “On Guard,” in 
which there was no attempt to tell 
a connected story. About seventy 
prints of the film were made last 
year and shown at meetings and 
gatherings wherever there was an 
interest in the subject. This year 
the number of prints so used is ex- 
pected to exceed a hundred. 


More Meetings Expected 


The same sort of progress is indi- 
cated in the number of meetings 
held in the recent annual campaigns. 
In 1938, for instance, 250 meetings 
were held in 145 cities with an 
ageregate attendance of about 2,200. 
The largest meeting that year was 
at Newark, N. J., with 483 present. 
In 1939, the total number of meet- 
ings was 398, in 227 cities, with a 
total attendance of 29,462, and the 
largest single gathering of 687 in 
Buffalo, N. Y. Last year, the report 
of the campaign listed 482 meetings 
in 319 cities, with an aggregate at- 
tendance of 49,586, and the largest 
meeting at Philadelphia, with 1,450 
present. 


—_— ¥ 
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The 1941 Perfect Shipping Poster. 


According to the report of the 1940 campaign, made by 
W. C. Kendall, chairman of the transportation division of the 
Association of American Railroads, that count did not include 
some 242 meetings consisting exclusively of railroad and ex- 
press employes at which the total attendance was 11,511. The 
total, therefore, according to the report, was 724 meetings with 
61,097 present. Even this, the report said, was by no means 
an accurate total, since there were many smaller meetings on 
which no report was made. 


On the basis of this progress, managers of the campaign 
feel that a goal of somewhere around 1,000 meetings with a 
total attendance in excess of 75,000 is not too much to expect 
in 1941. 


National Management Committee 


For the second successive year, the national management 
committee for the campaign is headed by W. J. Williamson, 
general traffic manager, Sears Roebuck and Company, Chicago. 
In addition to his work as chairman, Mr. Williamson last year 
appeared as the featured speaker at more than twenty meet- 
ings, and it is expected this year that he will appear at more 
than that. He made the keynote address of the campaign at a 
Perfect Shipping Month luncheon of the Traffic Club of Chicago 
last week at which more than 600 were present. 


Other members of the national management committee, all 
of whom have speaking engagements for the campaign, are: 


Allegheny, J. C. Wells, traffic manager, Pennsylvania Rubber Com- 
pany, Pittsburgh, Pa.; Atlantic States, R. W. Krantz, regional traffic 
manager, Sears Roebuck and Company, New York; Central West, A. J. 
Harrington, traffic representative, F. W. Woolworth Company, Omaha, 
Neb.; Great Lakes, J. R. Rouce, traffic representative, F. W. Wool- 
worth Company, Detroit, Mich.; Mid-West, A: McGinnis, traffic manager, 


-. Servel, Inc., Chicago; New England, W. ‘F..-Price, traffic manager, J. 


B. Williams Company, Boston, Mass.; Mosthwest, O. W. Galloway, 
Pillsbury Flour Mills, Minneapolis, Mirin.;'Ohio Valley, R. A. Ellison, 
traffic manager, Ohio-Kentucky Associated Industries, Cincinnati, O.; 

Pacific Coast, T. F. McCue, traffic mana- 
ger, Crane Company, San Francisco, Cal.; 
Pacific Northwest, S. J. Johnson, Pacific 
Coast sales manager, Acme Steem Com- 
pany, Seattle, Wash.; Southeast, E. Del 
Wood, traffic manager, Chattanooga 
Manufacturers’ Association; Southwest, 
J. P. Gudger, traffic manager, Gulf Com- 
panies, Dallas, Texas; Trans-Missouri- 
Kansas, S. T. Henson, traffic manager, 
Sears Roebuck and Company. 





Campaign Literature 


The theme of the Perfect Ship- 
ping Month folder in 1941, 300,000 of 
which will be distributed, is the fact 
that freight loss and damage is of 
interest to every department of busi- 
ness. Its title is “Who—Me?” The 
text explains how freight loss and 
damage affects the interests of such 
business executives as the president 
of the corporation, the production 
manager, the sales manager and the 
purchasing agent, as well as the 
traffic manager and the shipping and 
receiving executives. 


It answers the question, “Who— 
Me?” with “Yes—You!” 

“Mr. President - of - the - Com- 
pany,” it continues, “you and your 
fellow executives put lots of thought 
and effort into the goods you manu- 
facture.. Of course, the object is to 
sell more goods. 


“Really your product isn’t ‘sold’ 
until it reaches the consumer. The 
dealer doesn’t ‘sell’ it until it leaves 
his shelves or salesroom. It doesn’t 
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go on his shelves unless it is in saleable condition. It isn’t saleable 
if it reaches dealer damaged. In that case, you might as well 
not have made the article in the first place. So it gets around to 
the point that you really have a healthy interest in making sure 
your goods go through in first-class shape. 

“The risk of damage can be almost entirely eliminated if 
the merchandise is properly prepared for shipment. That isn’t 
all of it—that’s true. There’s correct marking, secure loading, 
safe switching, and careful handling all along the line. 

“But isn’t it just good common sense for you to interest 
yourself in what becomes of your goods after they leave the 
plant? You know how it is with a golf ball. A fine, perfect 
thing in itself. But it takes something more to get it into the 
cup.” 

To the production manager, the plant foreman and the 
craftsman, the folder has this to say: 


You who put so much science and skill into it. You coddle the 
machinery, make micrometer adjustments, try out new materials and 
methods, and constantly experiment in order to do things better, keep 
down costs, increase output and improve the product. 

Well, if it’s worth all that, isn’t it worth handing over in perfect 
shape to the dealer? Who knows better than you how it should be 
prepared for shipment? How packed, protected from nicks, knocks, 
dents, scratches, and breakage that cause disappointment at the receiv- 
ing end and nullify the best you fellows put into it. 

Damage needn’t oc¢ur. You made the goods. You realize they 
have to be shipped before they can be used. Now how about applying 
a little of the ‘‘know-how’’ to the means of safeguarding your ship- 
ments through to destination? 

The following message is addressed “‘personal to the sales 
manager and his salesmen”: 

How many times have you walked confidently in on a dealer, only 
to be met with abuse and brick-bats because an order had reached him 
damaged? You understood his annoyance. He might have promised 
delivery on orders already taken. Or advertised the goods on special 
sale. Not your fault of course, and yet anything but a good set-up for 
the next order. 

You salesmen are the point of contact with dealers. You sell the 
goods or you don’t. You get the customer’s reaction . . . often have 
an opportunity to examine damaged shipments to see whether a slight 
change in packing, or container, or method of loading would have done 
the trick. 

If you were to take a more active interest in this angle, and pass 
the facts back to headquarters with your suggestions for corrective 
measures wouldn't it be good business—for you, and for everybody? 


Although the traffic manager and the packing and shipping 
departments usually get the blame for “busted” boxes, the 
circular says, the fault frequently lies elsewhere. Because, in 
shipping, however, “the risk of damage is all ahead,” the imme- 
diate responsibility rests with that group. It suggests that 
there be careful study of the strengths and weaknesses of the 
merchandise and of the proper methods of packing and stowing. 
It warns the purchasing agent not to buy boxes “on price 
alone.” There can be a wide spread in the serviceability of 
boxes made of identical materials, it says, hence the use of 
testing laboratories make it possible for the purchasing agent 
to buy “not just boxes, but delivery of the goods.” 

To the receiver, who takes the attitude that the “goods 
didn’t crack up here—leave me out of it,” the folder points 
out that he is the first person hurt. It urges the receiver to 
tell the shipper about apparent faults in packaging and loading 
so that they may be remedied. Finally, the folder has this to 
say to the carrier: 


Your interest in the whole idea of Perfect Shipping is a thoroughly 
practical one. For when damage occurs, the payment of the claim may 
easily cost more than the revenue you received for the service per- 
formed. 

Ample proof of your wholehearted participation with shippers in 
the war on waste is found in the great reduction in the amount of 
claims paid for loss and damage. Even so there is always room for 
improvement. To you we say: urge everybody to do things 
as well as they know how to do them. Eliminate carelessness, negli- 
gence. Continue the unremitting effort to make your service still more 
dependable. 


Value of the Campaign 


Those closely associated with the campaign admit that 
there is no way of measuring the value of its results. The 
progressive decline in freight claims from $120,000,000 in 1920 
to $21,000,000 in 1940 is not, of course, primarily a result of 
Perfect Shipping Month, since that campaign has been carried 
on for only five years. Some of the decline in recent years, 
however, they insist, is due to the widespread publicity and 
education of the effort. The constant reiteration of the phrase 
“Perfect Shipping,” it is insisted by some, has had an effect 
not measurable in dollars, but tangible nevertheless. For in- 
stance, the report of the 1940 campaign speaks of many columns 
of newspaper space devoted to the campaign and includes 
reprints of many business and trade paper articles on the 
subject. All these, it is insisted, contribute the steadily decreas- 
ing level of the loss and damage waste. 


TRAFFIC WORLD 


Speaking of the 1940 campaign, the report said: 

“The campaign was unquestionably the most successful of 
the four thus far held. It is apparent that the ideas and spirit 
generated in earlier campaigns resulted in a much larger 
measure of enthusiasm and accomplishments this year. Not 
only were there considerable gains in activities and interest in 
cities heretofore participating, but the work was carried this 
year into many cities not previously covered. Gratifying as 
the activities have been during the campaign month, plans made 
to carry the work on throughout the year should produce even 
more valuable dividends to shippers and receivers and trans- 
portation agencies in reduction of loss and damage.” 

Because the work of promoting the campaign began earlier 
in 1941, and because more and larger groups seem to be inter- 
ested, the feeling is that the progressive gains that have been 
apparent the four earlier campaigns will continue, and that 
the 1941 campaign will be most successful in the series. 


R. R. Capital Expenditures 


Capital expenditures for equipment and other improve- 
ments to railway property made by Class I railroads in 1940 
totaled $429,147,000, the greatest amount spent in any year 
since 1937, according to the Association of American Railroads. 

This was an increase of $167,118,000 above such expendi- 
tures in 1939: In 1937, gross capital expenditures amounted to 
$509,793,000. 

“Of total capital expenditures made in 1940, $271,906,000 
were for locomotives, freight-train cars, passenger-train cars 
and other equipment and $157,241,000 for roadway and struc- 
tures,” said the A. A. R. “Capital expenditures in 1940 for 
equipment were $138,518,000 above those in 1939. For roadway 
and structures, expenditures in 1940 showed an increase of 
$28,600,000 compared with the preceding year. 

“Expenditures for freight-train cars in 1940 totaled $189,- 
629,000, compared with $66,779,000 in 1939. For locomotives, 
Class I railroads expended $54,351,000 in 1940, compared with 
$42,807,000 in 1939. Expenditures for passenger train cars 


amounted to $18,417,000 in 1940, compared with $19,723,000 in 
the preceding year. For other equipment, the railroads in 1940 
expended $9,509,000, which was slightly more than twice the 
amount spent for that purpose in 1939. 

“Class I railroads also spent more in 1940 for improve- 


ments to their tracks, shops and engine houses, and for signals 
and interlockers than they did in the preceding year. Among 
these expenditures was $30,473,000 for heavier rail, an increase 
of approximately $4,000,000, compared with such expenditures 
in 1939. For bridges, trestles and culverts, they made capital 
expenditures in the past year of $22,596,000, compared with 
$21,196,000 in 1939. The railroads also expended $11,074,000 
in 1940 for additions and betterments to shops and engine 
houses including machinery and tools, an increase of nearly 
$2,000,000 above the year before and for signals and inter- 
lockers, including telegraph and telephone lines, automatic 
train control and similar purposes, they spent $10,275,000 in 
the past year compared with $6,741,000 in 1939. In addition. 
they spent nearly $5,000,000 for additional ballast and nearly 
$8,000,000 for improvements to station and office buildings 
and other station facilities. For other improvements to road- 
way and structures, their capital expenditures amounted to 
$52,320,000 contrasted with $38,087,000 in the preceding year. 

“These figures as to capital expenditures in 1940 reflect 
only in part the stimulation that has taken place in the pur- 
chase of new equipment. Class I railroads in 1940 put 65,545 
new freight cars and 419 new locomotives in service. On 
January 1, 1941, there were 35,702 new freight cars and 206 
new locomotives on order. Purchase of this equipment was for 
the most part authorized in 1940, but construction and deliv- 
ery could not be completed within that year. Reports just re- 
ceived from the Class I railroads show that the carry over into 
1941 from the preceding year of all unexpended authoriza- 
tions for equipment and roadway and structures amount to 
$224,405,000. ; 

“Capital expenditures made annually by the Class I rail- 
roads in the past eleven years follow: 1940, $429,147,000; 
1939, $262,029,000; 1938, $226,937,000; 1937, $509,793,000; 
1936, $298,991,000; 1935, $188,302,000; 1934, $212,712,000; 
1933, $103,947,000; 1932, $167,194,000; 1931, $361,912,000; 
and 1930, $872,608,000.” 


CHAMBER OF COMMERCE ANNUAL MEETING 


A round table conference on transportation and defense 
will be held April 30 by the Chamber of Commerce of the 
United States in connection with its annual meeting in Wash- 
ington, April 28-May 1. 
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Good Packing 


Safety, Economy, Light W eight, the Three-Fold Objective of the Ideal Shipping Container—Devel- 
opments in Recent Years Have Resulted in the Cutting of Container Expense 
and the Lowering of Loss and Damage in Transit 


e Progress toward an ideal in the packing of commodi- 
ties for transportation is largely a matter of balancing one 
factor against another. In such a concerted effort as that put 
forth by shippers and carriers cooperatively in Perfect Shipping 
Month, the paramount factor is, of course, safety in shipment. 
In actual practice, however, both groups admit that, theoret- 
ically at least, safety can be bought at too high a price. Pack- 
ing, whatever form it takes, costs money. It would be a matter 
of simple mechanics to construct a packing case in which the 
most fragile merchandise could be handled with absolute safety 
under the worst of transportation conditions. To provide such 
protection for a general run of merchandise, however, would 
be commercially impracticable, even if the secondary factor, 
the added cost of hauling the added weight of the protective 
packing were absent. 


Progress in packing, therefore, while it aims towards safety, 
must also tend toward economy and weight reduction. 

The long road the science of packing for transportation 
has travelled in the last score of years is demonstrated by fig- 
ures for freight claim payments of railroads. In 1920, that 
total reached the huge sum of $119,833,127 and brought about 
the concerted effort on the part of the railroads toward a re- 
duction in those tremendous losses. Those efforts, coupled 
with an interest aroused in the shippers, have resulted in a 
progressive reduction to a total, in 1940, of $21,059,000. 


Claim Figure Significance 


Like most bare statistical figures, however, those quoted 
must be examined logically before their significance with ref- 
erence to improvements in packing may be ascertained. In 
the first place, fluctuations in the amount of freight carried by 
the railroads annually naturally affect the amount of the loss 
and damage claims, although it has been pointed out that the 
curves for the two figures do not run parallel, since there is 
a considerable lag between the time of shipment and the time 
of claim payment. Thus, an increase in railroad traffic in 
one year may not make itself apparent in the claim figures 
until the next year, and a decline in traffic may not bring 
about a reduction in claim payments until another year rolls 
around. Generally, however, in the long view, the claim pay- 
ments follow the carloadings, other things being equal. The 
1920 claim payments, quoted above, were made in a year when 
the total railroad freight revenue was $4,317,440,080, resulting 
in the paying out by the railroads for loss and damage claims 
of 2.78 percent of their revenue. The total freight revenue 
for 1939 (the latest year available) was $3,375,863,086, and 
the claim payments $18,183,736, a percentage of only .54 of 
one percent. 

Another way to look at it is to take the figure of the 
amount of money paid out for claims as compared with the 
number of cars loaded. In 1920, the railroads paid out $2.66 
in claims on each revenue car of freight hauled; in 1940, the 


figure was $.54, equalling the all-time low of 1932, when rev- 
enues and loadings were lower. Again, this figure must be 
modified by the fact that cars, generally, are more heavily 
loaded today than they were twenty years ago; but the fact 
still remains that a very considerable reduction has taken place. 

One of the figures which indicates graphically that freight 
packages today are safer than they were in 1920, is that for 
concealed loss from packages today are safer than they were 
in 1920, is that for concealed loss from packages intact on 
delivery. The assumption here is that part of the contents of 
the package has been removed in transit and the package 
restored to a condition where the violation cannot be detected. 
In 1920, such losses totalled $1,677,766, while in 1939 they were 
only $54,074. With all due credit to the vigilance of railway 
police and other factors, it must be obvious that the major 
part of this remarkable decline lies in the use of newer types of 
packages on which the restoration of original appearance after 
pilferage is difficult if not impossible. 


From all this, it may be taken safely as a fact that no small 
part in the reduction of around 80 percent in total railroad 
freight claim payments between 1920 and 1940 is due to im- 
provements in packages. 


The Rise of the Fibre Container 


The greatest change in the period, as has been apparent 
to anyone connected with transportation, has been in the sub- 
stitution of corrugated and fibre boxes for the wood box and 
crate. The change has come about logically, because the 
paper-pulpboard box combines in it the three advantages of 
safety, economy and lightness. Even the most ardent advocate 
of the wood box (and the wood box and crate still have a very 
definite place in the packing picture) will admit the advantage 
of economy. Lumber of the type needed for shipping boxes 
has risen in price and increased in scarcity in the last two 
decades. The progress in the manufacture of fibre and cor- 
rugated boards has resulted in a continuous lowering of pro- 
duction costs, and continuous increase in the strength of the 
material, and the accumulation of experience in design that 
has made the boxes made from them the preponderant mer- 
chandise package of the day. 


Fragile, valuable, odd-shaped merchandise that, a few 
years ago, apparently needed heavy and tight boxes and crates 
for safe shipment, today moves in corrugated cartons with as 
much or more safety than it did then. The packaging engineer, 
with his skill at designing special cartons for special purposes, 
has succeeded in making interior suspensions and partitions, 
pads and packings and other devices that cushion the contents 
of the carton against shocks that, in more rigid and heavier 
packings, would inevitably result in breakage. 

His function and that of the testing laboratory has not been 
eliminated by the development of the new package. Rather, 
the functions of both have been made more important. The 





/ well-constructed wood crate for an 
enameled range. 


Skid packing of heavy paper loads. 


A corrugated carton especially designed for 
safe shipping of electric lamps. 
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fibre and corrugated board manufacture have raised the level 
of the quality of their products so that compliance with Con- 
solidated Classification packing rules is relatively simple. But 
the wise shipper knows that the variation in the ability of 
packages made of the same materials to carry his goods safely 
is great. The design—the engineering—is all-important. A 
dozen different factors may enter into the picture in addition 
to the Mullen test strength of the material of which the carton 
is made. The manner in which the boards are wired, stitched 
or glued; the length and overlap of the flaps; the closure; the 
sealing; even the depth to which the fibre has been penetrated 
in the printing on the cartons—all these emerge as factors of 
safety or dangers of damage when the carton goes in transit. 


Two Ways of Testing 


There is, when everything is said and done, only two 
places where the ability of the carton to do this transporta- 
tion function properly can be ascertained. The first is in actual 
transportation. When a shipper or receiver discovers that a 
larger than normal number of claims must be filed against 
commodities shipped in a particular carton, he can usually 
assume that there is something wrong in the design itself. 
The temptation may be to place the blame elsewhere, but 
shippers who handle a large quantity and a wide variety of 
merchandise shipped in cartons have learned from experience 
that the proper step to take, when an article shows a larger 
percent of damage on arrival than normal, is to re-examine 
the carton design. In fact, a number of the larger producers 
and distributors keep just such a check, not only on the goods 


The corrugated carton stacked for transportation. 


they ship, but on those they receive. 
are the large mail order houses. They purchase from a long 
list of producers. If the product of one of those producers 
shows more damage than those of other producers—or a 
greater percentage of damage than the receiver out of his 
experience deems reasonable—the matter of redesign of the 
carton is taken up directly with that producer. Some such 
receivers even have their own designing laboratories where 
the suspected package is redesigned and the new design for- 
warded to the producer with instructions to use it on his future 
shipments. 

Not all shippers and receivers can go through such an 
elaborate procedure, however. Besides, when a defect in carton 
design shows up through abnormal damages, the expense of 
the experiment has already gone high. For such, there are 
available the testing laboratories where the cartons to be used 
may be put through tests that substantially duplicate the 
stresses and strains of actual transportation. Submission of 
test cartons to such laboratories before purchase is not only 
the part of wisdom, but the part of economy. 


Wood Container Still Important 


It has already been said that wood is still a very con- 
siderable factor in packing for shipping. The wood box has 
its place, and the wood and plywood crate still has been found 
the safest protection for articles of considerable bulk and 
weight. Among the newer methods of packing is that of the 
use of wood skids and steel straps for the shipment of such 
items as paper. 

_ Within that field, however, there has also been progress 
in recent years. The question of design is as important as it 
is with the fibre and corrugated carton, and the value and use 
of tests is thoroughly understood by large users of wood and 
plywood boxes and crates. 

(Continued on page 764) 


Typical among the latter 
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U. 8S. te Buy Red River & Gulf 


For training a railway operating battalion the War De. 
partment plans to buy for $100,000 the 58-mile railroad of 
the Red River and Gulf Railroad which extends through one 
corner of Camp Claiborne in Louisiana and is near Camp 
Beauregard, Camp Livingston and Camp Polk, according to 
testimony given before the House appropriations committee 
by General Kingman and Major Ross. 

The army plans to extend the line to Camp Polk, which 
will make it about 80 miles long, and to spend $500,000 on 
the property for rehabilitation, according to the testimony. 

Major Ross said R. D. Crowell, of Long Leaf, La., was 
president of the railroads and of the Crowell & Spencer 
Lumber Co., who owned the road. 

The railroad, which will serve the army camps, will be 
operated by a unit of about 800 men and 18 officers, accord- 
ing to the testimony. General Kingman said the army had 
had a lot of trouble trying to figure out a sensible and eco- 
nomical plan for training a railway operating battalion and he 
thought Major Ross, head of the railway section, had worked 
out. a “very good plan.” Major Ross said the road, besides 
serving the camps, extended into the Third Army maneuver 
area “and would be valuable in testing out our railroad supply 
during maneuvers.” He said the majority of the officers of the 
railroad would be reserve officers “who are railroad men and 
assigned to railroad battalions affiliated with commercial rail- 
road companies.” 

In the World War, said Major Ross, the army formed rail- 
way regiments and sent them to France from the railroads 
of the United States. 

“At that time,” said he, “the average age of a railroad 
employe was such that we could get men of an age suitable 
for military work. In 1938 the average age was about 46 
years, including the young laborers on maintenance-of-way 
work. The personnel during the World War had railroad ex- 
perience. There are very few now that we can get. Neither 
have the reserve officers, who are familiar with railroads, had 
military experience, and this will afford an opportunity to 
bring them in for such experience.” 

Major Ross said the road was being bought at about 
$1,700 a mile. 

“The Rock Island offered us a poorer railroad for about 
$10,000 a mile,” said he, without identifying further the road. 

“When this emergency is over, will the army have control 
over this railroad?” asked Representative Ludlow, of Indiana. 

“T think it would sir; such control as the British have 
had since the Boer war, and which we have never had,” said 
Major Ross, adding it still would be used for training purposes. 

The Commission’s valuation figures for the road were con- 
siderably in excess of $100,000, said the major. The road is a 
common carrier and is in operation. 

“It is in use now and they will have to continue to use it 
under our supervision,” said Major Ross. 

No equipment is included in the purchase and heavier rail 
will have to be laid, according to the testimony. 

Major Ross said it was planned to buy 20 used steam 
locomotives for $100,000, two new Diesel electric locomotives, 
and about 25 used freight cars. 

The estimate for the railway battalion for acquisition of 
the road and equipment and maintenance was $1,402,000. 


SAND, GRAVEL, CRUSHED STONE TO ILLINOIS 


In a hearing before Examiner R. G. Taylor at Chicago, 
March 21, in fourth section application No. 18857, sand, grave: 
and crushed stone to Illinois, R. A. Sperry, publishing agent, 
and William Gray, chairman, shortened procedure committee 
on sand, gravel and crushed stone, for the Illinois Freight As- 
sociation, testified in support of fourth section relief on car- 
load movements of the commodities mentioned from Dickason, 
Kayugo, Standard Pitt, Terre Haute, and Riverton, Ind., to 
petroleum producing points in Illinois in the Centralia district. 
Approximately 5,000 tons of the three commodities were des- 
tined for shipment, they said, asking for relief to prevent rate 
reductions that they said would break up existing rate rela- 
tions in Illinois and Indiana. Under the proposal, the present 
rate from Riverton, Ind., to Alma, IIll., for example, would be 
reduced from 99 cents to a new rate of 76 cents, the highest 
rated intermediate point, Kimondy, Ind., to take a 99-cent rate. 
The witnesses sought to show the rates would prove suffi- 
ciently compensatory and would not be prejudicial to interme 
diate points. The proposed rates were contained in the Chicago 
and Eastern Illinois tariff 505-C I. C. C. 510, and the [Illinois 
Central tariff I. C. C. A-10441. No opposition to the proposed 
rates was voiced at the hearing. The proposed rates would 
ee effective until the Commission decision in the 
matter. 
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Secure Loading 


Every Commodity Moving in Rail Freight Presents Its Own Loading Problem—Long Study and 
Investigation by the A. A. R. Has Resulted in the Development of General 
Recommendations and Specific Rules in a Number of Cases 


The manner in which freight is loaded in the freight car 
is as much a part of perfect shipping as the manner of 
packing the freight. The best of packages will suffer damage 
in transit if they are loaded haphazardly, with undue space 
between packages or with inefficient dunnage, so that whatever 
shocks the car receives are transmitted directly to the package. 
Certain practices to be avoided are apparent even to those 
without experience in shipping. For instance, it must be obvious 
that, if a car is to be loaded with boxes and crates of various 
materials and of different sizes, the heavier must not be piled 
on top of the lighter. Again, it is obvious that, if space is 
left between the packages, the total of such spaces for the 
length of the car will furnish a considerable space for shifting 
and its attendant shocks. 

To the carload shipper of standard merchandise, packed 
for the most part in boxes or cartons of standard sizes and 
weights, the problem becomes relatively simple. Even there, 
however, there is a set of emprics to be observed if damage 
in transit is to be held to a minimum. These are outlined in 
one of the publications of the operating-transportation division 
of the Association of American Railroads, under the title: 
“Recommended Methods for Loading and Bracing Carload 
Shipments of Commodities in Solid or Corrugated Fibreboard 
Containers in Closed Cars.” 


General Loading Rules 


Among other things to which this pamphlet calls attention 
is the necessity of arrang- 
ing the load so that it will 
not come in contact with 
side doors in transit and so 
that the weight will be 
evenly distributed through- 
out the car. Loads should 
not be so high as to come 
in contact with the roof 
members of the car and, 
where cartons or boxes of 
varying sizes are to be in- 
cluded, those of the same 
size should, so far as pos- 
sible, be kept together. 

The cardinal rule 
stressed in the booklet is: 
“Tight loading is essential 
to preventing shifting of 
containers and damage to 
them and their contents.” 

Wherever possible, it 
recommends, loads should 
be planned in advance of 
placing the containers in 
the car so as to insure an 
even top layer. The answer 
to the question as to 
Whether they are to be 
loaded lengthwise or crosswise depends on the strength of the 
carton. Greatest stresses come lengthwise of the car, so that, if 
the greatest strength of the carton is through its longest dimen- 
Sion, that should be loaded parallel with the sides of the car. On 
the other hand, if the carton is strongest through its shorter 
dimension, the load should be placed with the long dimension 
across the end of the car. The loading should be started by 
Placing one row of containers across the end and another 
down the side of the car opposite the door through which the 
loading is being done. Once those two rows are in place, it is 
a simple matter to calculate how many containers will go in 
a single tier, and how many tiers will be needed to take care 
of the planned number of containers. Where there is vacant 
Space, an end gate may be used, or, if the space is small, it 
may be filled with sheets of second hand or scrap board. 

Sometimes, in order to take up the length of the car, a 
Combination of crosswise and endwise loading is necessary. 
The same combination is useful in loading containers of vary- 
Ing sizes. Where the variations result in edges of one stack of 
Containers impinging on the sides of others, scrap board may 





Heavy transformers securely braced for transportation. 


again be used for protection. There should be an effort to keep 
from loading partial layers wherever possible. 


Variety of Freight Packages 


As has been said, the loading of cartons of the same or 
fairly comparable size may be considered the simplest type 
of loading. Freight, however, comes in an infinite number of 
variety of packages. Barrels, boxes, bales, pails, reels, drums, 
and other units are enumerated in the Consolidated Classifica- 
tion. Again, machines and other types of freight are loaded 
as units, and increasingly in recent years, commodities attached 
to skids are being placed directly in freight cars for unloading 
with the aid of power lift trucks. 

Each of these types of freight has its own loading problem. 
An attempt has been made to set up standards for loading and 
bracing of a number of them moving in volume, but, naturally, 
a comprehensive bill of instructions is impossible. Just as each 
shipper has his own problem in packing, so does he have his 
problem in loading and stowing. So far as general rules can 
be laid down however, they have been included in another 
publication of the operations-maintenance department, A. A. R., 
under the title: “Recommended Rules for the Loading, Brac- 
ing and Blocking of Freight.” 


Bracing and Blocking 


“Loading must be so secured that it will not come in con- 
tact with side doors or roll or shift in transit,” says that 
booklet, excepting from the rule what it calls “floating loads.” 
The load must be placed in 
the car so that there will 
be no more weight on one 
side than on the other. If 
the units are small they 
should be so loaded as to 
distribute the weight evenly 
over the floor and_ the 
stacks or piles should be of 
uniform height. 

When selecting lumber 
for bracing and _ blocking, 
care should be taken to 
see that it is sound and 
properly seasoned. Cement- 
coated or specially pre- 
pared nails should be used 
and they should be long 
enough to penetrate the 
car walls amply to hold the 
bracing or blocking but not 
so long that they will 
penetrate through the 
walls. Economy in the use 
of nails is dangerous. When 
placing them they should 
be staggered to avoid split- 
ting the wood. Where 
heavy bracing is used, bolts 
are recommended. The tendency to over-tighten lag screws 
and thus destroy the fibre of the wood in which they are used, 
indicates avoidance of them. 

Floor blocking should be securely nailed and backed with 
cleats at least 12 inches in length. Crosswise floor blocking 
for shipments on skids should be of the same thickness as the 
skid members. All bracing should be of sufficient strength 
and, generally, it ought to be placed with its narrow face 
against the load to obtain maximum strength. The brace should 
be placed in contact with the strongest part of the load, not in 
contact with thin or fragile material. Bracing should be 
secured in pocket cleats of material at least 2 by 4 inches in 
dimensions. Where heavy loads are braced, diagonals running 
from the bracing to the car walls should be used. Where lading 
is in small containers or in bulk, bulkheads or gates should 
be used. 

Side or center bracing should be used to prevent sidewise 
movement. Also, where an upward buckling is likely, top 
bracing should be used, in which case special care should be 
taken in placing the pocket cleats. 





A well-stowed shipment of sugar in bags. 


Commodities in barrels and similar containers, loaded in 
more than one layer, require dunnage between the layers to 
provide an even base for the containers. These dunnage strips 
should be of material strong enough to carry the weight of the 
load and should be placed lengthwise of the car. Doorway pro- 
tection strips, not less than 1 by 5 inches in dimension, should 
be used on bulky shipments that are likely to shift about 
the doorway area and against the door. 


The Use of Metal Ties 


A modern development that has simplified and made less 
expensive a majority of loading jobs is the use of metal ties— 


strap steel or wire. These may be used for two types of load- 


ing—the floating load and the anchored load. 

The floating load may be used on such commodities as 
paper on skids, plasterboard, crated articles, barreled com- 
modities and others. The principle consists of tying the load in 
two units, with a space between in the doorway area and a 
free space at each end of the car. This allows a shift in the 
lading which spends the force of the shocks over a greater 
distance and a longer period of time than in the case of the 
anchored load. The ties may be used around the sides or over 
the top and under the bottom of the lading. Because of the 
shift, it is important that the car used be inspected carefully 
for projections on which the lading may snag. 

Protection must be provided at the edges of the load 
where the metal ties contact to prevent damage or collapse 
of the package. No floor blocking, bracing or diagonals are 
required. Where the lading does not occupy the full width 
of the car, the recommendation is that the space be left equally 
at each side, or down the center of the car. In such cases, 
floor blocking may be used to prevent sidewise creeping. 
Where more than one layer is loaded, each layer must be tied 
similarly and separately, and each layer, upward, should be 
shorter than the one on which it rests to allow for the shifting. 
There should be dunnage between the layers. 

Where the anchored method of loading is used, the metal 
ties are placed around the load and fastened securely to the 
car walls. Anchor plates are used, nailed not merely to the 
car wall, but to an upright. Corner protection should be pro- 
vided to avoid damage where the ties contact the packages. 
It is important, in order to minimize the shearing of the metal 
bands, that they pass around the load at the same height 
from the floor as they are affixed to the walls in the anchor 
plates. Where the lading does not occupy the full width of the 
car, equal space should be left on each side and floor bracing 
applied to avoid sidewise creeping. 


Special Problems Considered 


Among the special loading problems considered by the 
division, about which it has issued booklets are the loading of 
commodities in barrels, drums or kegs; the battening of car 
doors against damage by weather and cinders; loading of 
carloads of butter in tubs; loading, bracing and blocking of 
machinery; loading of ink and like commodities in steel pails 
and similar containers; loading and blocking of cable and 
similar commodities on reels; loading of brick and hollow 
building tile; loading, bracing and blocking of carloads of 
storage batteries; loading and stowing of carload shipments 
of commodities in bags; the inspection and preparation of 
cars for grain shipments; loading and bracing of tin plate on 
wood skid platforms; loading bracing and blocking of stoves 
and ranges; loading, bracing and blocking of pulp grinder 
stones; loading, bracing and blocking of steel products; load- 
ing, bracing and blocking of soda ash in barrels, kegs, cartons 
and drums; loading, bracing and blocking of prepared roofing; 
loading, bracing and blocking of mechanical refrigerators; 
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loading, bracing and blocking of cast iron radiators; loading 
of plasterboard, wallboard and lath in solid carloads or with 
bagged commodities; bracing and blocking of paper and simi- 
lar commodities on skids; loading of marble in slabs with 
A-frames; loading, bracing and blocking of paint in wooden 
cases, cartons, drums, barrels or pails; loading and handling 
of live stock; loading, bracing and blocking of dressed lumber 
and mill work; loading of mixed carloads of grain products in 
containers and sacks; loading of empty cylinders; loading, 


Cast-iron radiators need steel 


A unit floating load of drums 
strapping plus diagonal braces. 


wire tied. 


bracing and blocking of loose car wheels; loading, bracing and 
blocking of hot top bricks; loading and unloading of auto- 
mobiles. 

The recommendations contained in these bulletins are, in 
most instances, the result of studies and suggestions made by 
shippers as to the best handling of their own products. The 
operating-transportation department and the freight claim di- 
vision hold themselves out to assist in such studies and the 
development of such recommendations. 


(Continued from page 762) 

Typical of the progress in the use of wood for shipping 
containers is that made in the vitreous enamel industry. At 
a recent meeting of the Chicago Claim Conference, Ralph F. 
Bisbee, manager of quality control, merchandising division, 
Westinghouse Electric and Manufacturing Company, Mansfield, 
O., showed pictures of the development of the crating used in 
the shipment of enameled ranges. Sale of those ranges has 
increased from 50,000 to 400,000 between 1932 and 1940, he 
reported, and in the same period the percentage of ranges 
received by customers in a chipped condition declined from 
18 to less than 1 percent. 

In engineering the package for these ranges, he said, there 
were three objectives: First, a design adequately to carry the 
product to its destination with minimum damage to the prod- 
uct; second, the most economical safe container, and _ third, 
simplified procedure for crating and uncrating. 

In developing the crate, he said, the company made com- 
pression tests and installed its own incline impact tester for 
subjecting the crated range to shocks similar to those it would 
get in transportation. From 1914 to 1931 there was no change 
in the manner of crating, the crate being made of 1 by 3 inch 
and 1 by 4 inch pine boards with a single diagonal board as 
reinforcing. The sides and ends were open offering no pro- 
tection to the contents. In 1931, the crate was redesigned. 
Lighter lumber was used and diagonals used on four sides. 
The range itself was covered with a semi-transparent paper 
bag, and it was bolted to the base of the crate at the corners. 
The board-footage used was reduced 15 percent. In 1935, 
the crate was modified by furnishing it with fibreboard sides 
and top and bottom, making a tight enclosure. The following 
year, the bolting to the bottom was abandoned to permit the 
range to remain free in the crate. Corrugated board pads were 
placed around it to protect it. The results in the reductions in 
damage have been noted above. 

“Progressive packing engineering and research which we 
have been conducting over a period of years has put the West- 
inghouse Company to considerable expense and hard work,’ 
said Mr. Bisbee, “but it has resulted in a better packed com- 
modity and a better container. We are pleased in that the 
results have been very gratifying in the reduction of chippage 
to ranges that we ship to the field.” 

Although the engineering and research was expensive, he 
said, it was estimated that in the actual cost of the packing 
itself, the company has saved $86,400 a year. 
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Careful Handling 


1 wooden Qlhird Factor in Claim Reduction Is Care in Transportation—Carriers, Alive to Their Respon- 


i. sibility, Have Embarked on Widespread Campaign of Education Among Those 
gn of Their Employes Who Handle and Transport the Freight 


e It has frequently been stressed that the continued campaign problem seriously and are working on a comprehensive program 
for the prevention of loss and damage to freight—high- for improvement. 

lighted in April, as Perfect Shipping Month—is a cooperative cam- In the first place, they point out, the Freight Container 

ign in which shippers and carriers join in their efforts to elimi- Bureau operated by the A. A. R. stands ready to assist ship- 
nate this economic waste. The campaign itself, under the direction pers in their packing and loading problems and employs ex- 
of a national committee of members of shippers’ advisory boards, perts whose job is to assist shippers and carriers in their pack- 
has the active help and support of the freight claim division of the, ing and transportation problems. It invites inquiry from 
Association of American Railroads, the car service division of that shippers of freight. 

anization and the A. A. R. generally. Nevertheless, the plaint Again, nearly all the railroads maintain inspection forces. 
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isfrequently heard at shippers’ gath- 
erings that the railroads feel free to 
ask shippers to spend much time, 
thought and sometimes money in pre- 
paring shipments for freight while 
the railroads themselves cause much 
of the damage by improper handling 
in freight houses and on platforms 
and in improper switching and rough 
handling of cars en route. 

W. J. Williamson, traffic man- 
ager, Sears Roebuck and Company, 
Chicago, general chairman of the 
national management committee for 
Perfect Shipping Month, made the 
point graphically, in his address key- 





These not only have the duty of in- 
specting damaged freight on receipt 
for the purpose of enlightening claim 
agents as to the authorization of 
claim payments, but they are in- 
structed to make recommendations 
on the basis of the damages in- 
spected. The freight claim division, 
moreover, is constantly at work 
studying special damage problems. 
Its efforts in cooperation with ship- 
pers and inspection bureaus in re- 
cent years have resulted in far safer 
shipping of such commodities as 
fresh fruit and vegetables, furniture 
and vitreous enameled products. 





is are, in # noting the campaign at a luncheon The division, too, invites inquiry 
made by § of the Traffic Club of Chicago. He from shippers who have _ special 
icts. The § Sid he had personally observed packing and loading problems. 
claim di- @ many instances, at freight platforms Employes of railroads who have 
- and the @ and freight houses, where handlers the responsibility of handling, load- 
paid little or no attention to safe ing and moving freight are sub- 
po and . — marks —— to a Pico erway on — of 
on packages. e exhibited a new education on freight loss and dam- 
- shipping carton, designed by his company, age. The ndunetion emanates from 
ot At where the word “Fragile” was re- the offices of the individual rail- 
Ralph F peated in a design over the entire roads’ chief claim prevention offi- 
division @ “terior. This, he said, he hoped cers, who see to it that posters, 
Mansfield. “ld obviate the overlooking of I'terature and _ instructions seep 
> ae oe the caution mark by the handler downward through superintendents, 
B has and make it easier for the foreman minor supervisory officers, foremen 
"1940 he @ © See that such cartons were not and others into the ranks of the 
? carelessly tossed about. handlers, switchers and train crews 
of ranges Another matter about which Freight Claim Division posters for freight house and , ‘ 
ned from shippers feel strongly is Rule 30 of a oe Education in the Freight House 
aid, there ey ory ao he i & = Typical is the work done in the freight houses. Here, in many 
carry the Mi Tney insist that, since the shipper bears the cost of the mate. Tstances, there is a daily cotter ee eee coution officer are 
4~ rial and the installation of the dunnage, the function of which pare ee eee oe ee ee ee ee 
nd _ third, is to reduce damage to freight, he a fon ‘Getcinn tcooeal read and discussed, particular practices in the freight house and 
ade com- oe by being required to pay for the transportation of it. At one ee Seer ened ant ean oe es 
pester for - : — ot to noe ae = ll gyri a a a —- ‘ema issue regularly posters to be 
‘ by aa Richfield Oil Corporation, said he thought the shippers’ position iy Saw ae om 
by 3 inch was reasonable and that he could “see no reasonable excuse tion to some phase of freight 
Seoetl de for the assessment of freight charges on dunnage.” The purpose handling. 
- no pro of the dunnage, he said, was to “permit the transportation of A large part of the 
designed. cargo at minimum damage by the carriers, thereby reducing damage bill paid by the 
yur sides. the expense to those carriers in damage claims.” railroads is on merchandise 
nt paper “Certainly, when functioning as such protection, the shipper freight. Part of this is un- 
> corners. should not be penalized to the extent of being required to pay doubtedly due to the fact 
In 1935, freight charges on such protection,” he said. that the less-carload ship- 
ard sides __A joint committee of representatives of the National Indus- per is frequently a small 
following trial Traffic League and the National Association of Shippers’ producer or distributor 
ermit the @ “‘visory Boards held a conference on the subject with a com- whose occasional freight 
pads were mittee representing the Association of American Railroads shipments leave him less 
uctions in carly this year, but at the time this was written, the associa- aware of the damage prob- 
‘on had as yet taken no action as a result of that conference. lem and of the packing 
which Railroad Efforts eg a Oy oy 
ae th .The feeling that the railroads themselves are not bearing ever, is due to the fact that 
pel fir share of the perfect shipping effort is, to an extent, the merchandise is picked 
“that the ostered by the past reluctance on their part to discuss the up, delivered to the freight 
chippage Problem of rough handling anywhere except in their own offices house, loaded in the car, 
and among their own forces. The fact is that they are doing unloaded at destination and 
snsive, he tom of nee both as business organizations and in the educa- again put on a truck for scntectaihh ies cies neiieataniii 
> packing If on the railroads ace not satisfied that as much has been done of these operations, "the | Qughly handled in transit: At any 
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claims. 
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by the railroad freight forces. Thus the necessity for education 
in safe handling among those employes is doubly important. 


The Pick-Up and Delivery Factor 


The introduction of pick-up and delivery to freight has 
presented new problems to the railroads. Whatever errors may 
be made in the loading of cars—in the manner in which the 
packages are placed one on another, in solid loading, etc.—are 
present in a smaller way in the truck. The same is true as to 
the care needed in hand trucking in loading and unloading. 
However, the truckers who do the pick-up and delivery are 
usually merely under contract to the railroad, and the drivers 
are less amenable to instruction than the railroad’s own freight 
handling forces. Railroad freight platform foremen are in- 
structed to watch incoming trucks to see that the merchandise 
contained in them is properly stowed and that the unloading 
process is completed with care. Where lack of skill or careless- 
ness is apparent, they call attention to the fact to the truck 
driver. Because, however, they have no direct authority over 
those drivers, the effect of their instruction, it is admitted, is 
not so good as it is with their own men. 


Yardmen and Train Crews 


Yardmen and train crews, too, are subjected to a continu- 
ous process of education. The use of impact meters in cars is 
sometimes resorted to to produce an irrefutable, mechanical 
report of the shocks to which the car was subjected in transit. 
The graph drawn by such a meter in transit makes it possible 
to place the responsibility for bad handling directly on the 
crew in charge of the train at the time. Operating men and 
claim men, however, while appreciative of the value of such 
devices, insist that their chief use is in checking. The actual 
development of the habit of safe handling, they insist, is a 
matter of education on the part of those in charge of the train. 
Trainmen, they say, have a peculiar sense that enables them, 
in many instances, to detect the presence of an impact meter 
in their train, regardless of the secrecy with which it was 
inserted. If they are so minded, then, they may be particularly 
careful with that “drag” and revert to their careless habits 
with other trains. 

Therefore, the effort is to make those in charge of trains 
aware of the danger of unnecessary shocks. The mathematical 
fact that the shock transmitted to the freight is in geometrical 
ratio to the speed of the impact—that is, that the impact at 
10 miles an hour is 100 times as severe as at 1 mile an hour—is 
impressed on them. 

Occasionally, when severe damage occurs to a load that 
-appears, on inspection, to have been adequately packed and 
wisely loaded, it is possible to lay the blame for the damage 
directly on the train crew. More often, the damage shows up 
in the reports merely as “concealed” or “unlocated” damage, 
and the best the supervisory officers can do is to admit that the 
fault may lie with the railroad. The claim to be paid is equally 
high in either case. 


Expert Advice 


The railroad attitude is, perhaps, typically illustrated by 
Albert L. Green, special representative of the freight claim 
division, acknowledged one of the leading authorities on claims 
and claim prevention. In a recent address to railroad claim 
men at Buffalo, he asserted that more than half of the current 
claims were avoidable. Said he: 


I shall first ask your attention to our own service. What part does 
habit—our ‘‘fixed method’’ of doing things—play in causing damage 
to freight? Surely, no one will deny that a certain amount of damage 
occurs in the handling and trucking of goods in the freight house, and 
that much of it can be avoided by more thoughtful stowing of cars. 

Take as an illustration a refrigerator. That is a moderately heavy 
piece of freight. Do some truckers ‘‘dump”’ refrigerators from the 
hand truck? If so, there is likely to be damage every time this is done, 
for scientific tests have shown that the edge of a refrigerator crate that 
strikes the floor hardest creates an impact equal to that in a freight 
car coupled at 10 miles an hour. It probably strikes a blow equal to 
several thousand foot-pounds. Stoves, refrigerators and other enameled 
articles simply will not stand that kind of treatment. Porcelain enamel 
is a form of glass. Such articles must be eased off trucks and dollies 
all the way to the floor if we are to avoid cracking the enamel. They 
must also be stowed in a secure place in the car. Don't put stoves on 
top of one another if you can possible put them all on the floor. 

Now, truckers, do you know the rules? Have you thought of them 
as being the best, the safest practice, developed by years of observa- 
tion and experience in the safe and efficient handling of freight? If 
you are thoroughly familiar with the rules, do you follow them faith- 
fully, or are you just a little careless or thoughtless about this? Agents 
and foremen, do make it your business to know that truckers and 
stowmen know the rules and observe them or do you, every day, re- 
peatedly see little acts of carelessness and wink at them? If you do, 
you are helping to pile up the important yearly totals of damage claims 
that need never have been occasioned. And to just that extent our 
service is discredited with shippers. 

“It’s the little foxes that destroy the vines.’’ The average claim 
for damage to merchandise is only about $5.00. So if we are to improve 
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the quality of our service and make a real dent in this big 
waste, we must pay a lot closer attention to trifles. 

Let’s go back to this question of habit. Can any of you—evep if 
you have been on the job for 25 years—say exactly how you hand, 
certain pieces of freight? If you habitually handle them in a way that 
is the least bit careless, and damage occurs (and you may not know ; 
at the time), did you know that every single time you handle tha 
same kind of freight in that way, it will be damaged? 

There is another matter that bears importantly on our ability , 
render better service. I refer to the need of well-written reports 
what caused damage. We are sadly lacking here. ‘Most reports 
scribe the effect and ignore the cause. For prevention we must haye 
an idea of the cause. If a good report prevents recurrences, isn't it t 
our interests to bend every effort to write reports so the other felloy 
can ‘‘see’’ what happened. One observant man, who uses his eyes, his 
imagination and reason—a fellow who notices and is sensitive to the 
conditions that stare him in the face—is worth his weight in gold t 
the railroad and to the shipper. Often the man who writes the repoy 
is merely a copyist. He never sees the freight. He simply copies , 
brief notation from a man on the platform. And ninety-nine times oy 
of a hundred that notation gives no clue to the cause of the damage, 

Of course we do not need complete reports of every damage. By; 
we must at least have a sample of all conditions that contribute in ap 
important degree to damage totals. Bearing in mind that, wheneye 
the circumstances causing damage to a particular article are pp. 
peated, damage is certain to occur, we can, and should recognize thog 
causes, whether they be loose loading by shipper, poor packing, careles 
hand-trucking or stowing by our men. Every time we report such 
cases so clearly that they can be acted upon, we are giving the felloy 


at the other end a chance to put ‘‘Perfect Shipping’’ on a permanen 
basis. 


ill for 





No one could deny that rough handling of cars was a 
cause for freight claims, he said. He urged operating officers 
and yard masters to enter wholeheartedly in the campaign for 
the education of yard men in the science of hand signalling 
so that switching crews might understand them accurately and 
avoid excess impacts. In these days, especially, he said, much 
heavy machinery for use in defense production was in trans- 
portation on the railroads and skillful, careful switching was 
imperative. Yard crews and road train crews could be educated 
in the habit of care of their loads, he said, but nothing the 
higher officials could do would help if the immediate super- 
visory forces were not cooperative in passing on that informa- 
tion and education to those over whom they had charge. 


Claim Division Publications 


The freight claim division’s special investigations not in- 
frequently develop recommendations for freight handling 
employes. An example was the effort to reduce damage to 
furniture, the claim bill for which is high. Following its inves- 
tigation, it issued “A Message from the Committee on Preven- 
tion of Loss and Damage of the Association of American Rail- 
roads to All Freight Handling Employes,” a small leaflet, 
calling attention to the situation on furniture and asserting 
that “each employe must realize that every dollar saved for 
the railroad he serves contributes toward greatly needed funds 
for improvements, purchasing of equipment, material and sup- 
plies, makes his job more secure and opens the field for employ- 
ment to others.” It continues: 

“We must realize that any concerted action toward better 
handling will mean improved service and satisfied patrons. The 
responsibility for reducing this waste of money and improving 
the service rests with the freight handling forces, including 
foremen, supervisors, check clerks, stevedores, truckers and 
all others concerned in the handling of freight.” 

There are then appended a series of suggestions for the 
inspection, billing, loading and stowing of shipments; for han- 
dling at transfer stations and for handling and delivery at 
destination. The leaflet concludes: 

“This is a personal appeal to you to assist in the cam- 
paign for reduction in loss and damage to shipments of new 
furniture. Will you do your part? Much can be accomplished 
through your cooperation. You are the ‘key man’ on whom 
depends the success of this effort.” 

Railroad claim men admit that it is just as difficult to 
measure the effectiveness of their campaign among thelr 
employes in actual damage reduction as it is to measure the 
effect of the good work the shippers are doing. They insist, 
however, that they are fully aware of their responsibility and 
their part in the problem and that they are shouldering that 


responsibility and attacking that problem with vigor and 
consistency. 








PEORIA-PEKIN SHIPPERS ELECT 


The Peoria-Pekin, Ill., District Shippers’ Conference hés 
elected the following officers: 

President, A. G. Moore, traffic manager, Pabst Brewing Company 
vice-president, J. D. Ullman, vice-president, Federal Warehouse Col 
pany; secretary-treasurer, H. E. Weinberger, traffic manager, Altorfe! 
Brothers Company; members of the board of directors, E. P. MeCu! 
lough, Commercial Solvents Corporation; G. E. Fuller, traffic manage! 
Isaac-Walker Hardware Company; C. F. Salm, sales manager, Republi 
Coal and Coke Company; O. B, Eddy, General Traffic Manager, Hiral 
Walker and Sons, Inc, 
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Traffie Lesson No. 17 


Seventeenth of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by G. Lloyd 
Wilson—The Eastern Freight Rate Structure (Part 4) 


e Eastern Interterritorial Freight Rates.—Both class and 
commodity rates on traffic moving interterritorially in the 
three sub-divisions of the Eastern Rate Territory—-New Eng- 
land, Trunk Line, and Central Freight Association territories— 
for many years were made on the so-called “percentage 
group system” of freight rate construction. This system was 
adopted in 1871 as a result of the efforts of the lines serving 
the middle-west and the Atlantic seaboard to adjust rates on 
competitive traffic between these territories so as to place the 
commodities, the traffic, and the rail carries on a competitive 
basis. Earlier scales had been in effect but never were sys- 
tematized until 1871.’ 
This basis of rate-making took into consideration several 
fundamental principles of rate construction: 


1. The recognition of distance as a primary rate factor to be used 
as a rate basis excepting where unusually strong reasons were present 
to modify the rates. 

2. The making of rates through the cooperation of the carriers serv- 
ing the territories. 

3. The use of the short-line distance in determining the location of 
given points in their respective rate groups. 

4. The group-to-group system of making rates in order to place 
competing industries, communities, and areas of production upon a fair 
basis of competition. 

5. The recognition of the importance of relative stability and per- 
manence in the freight rates to and from rival districts. 


For nearly sixty years, from 1871 until 1930, the Trunk 
Line-C. F. A.-New England carriers used this system of freight 
rate construction. This long experience demonstrated the 
practicability and expediency of these rate principles. The 
plan was not perfect but it served as a model on which other 
rate structures have been developed. In 1930 it was substan- 
tially discontinued for class rates, but it still serves in the 
adjustment of certain Eastern territorial commodity rates. 


Origin of the Percentage Group Plan 


Several factors are definitely traceable as the sources of 
the percentage group plan. The entrance of the trunk lines to 
Chicago—especially the extension of the Baltimore and Ohio 
to that city in 1874—caused these carriers to compete keenly 
for traffic between the middle west and the Atlantic seaboard. 
The trunk lines, in turn, sought by united effort to meet the 
lake water carriers’ competition between the Great Lakes 
ports. The trunk lines deemed it necessary to adjust the 
distribution of traffic among the rail lines equitably to avoid 
ruinous competition. The independent north and south rail- 
roads, many of which were independent of the trunk lines, had 
to be controlled to prevent them from playing one trunk line 
against another to obtain favorable rate and route advantages, 
and to prevent undue waste of transportation through unduly 
circuitous routes. The trunk lines were forced to make a rela- 
tively fair basis of rates to avoid the effects of the severe 
competition among the rail lines west of Chicago, which often 
resulted in cutting through rates via Chicago and the Mis- 
sissippi River crossings to which the trunk lines were parties 
but over which they had little control. The western carriers 
not infrequently did not consult their eastern connections in 
the divisions of through rates or in the fixing of the rates 
themselves. The eagerness of some of the weaker of the 
eastern trunk lines for this valuable additional volume of 
through traffic placed them in vulnerable positions with respect 
to their western connections. 

A comprehensive plan of service and route cooperation, 
and a fair basis of rates were needed to prevent the eastern 
trunk lines from being ruined or ruining themselves, and to 
protect rival industries, communities and markets from unduly 
destructive rate competition. 


The McGraham Formula 


The system of rates on the group principles was worked 
out in 1871 by John T. McGraham, of the Star Union Line 
which operated over the Pennsylvania System. This plan re- 
lated rates between all groups east and west of the Buffalo- 
Erie-Pittsburgh-Wheeling line to the New York-Chicago rates. 
The group relationships were based on a rough approximation 
of comparative distances. The plan was applied at first only to 
certain selected origin and destination groups and to a limited 
number of items of freight traffic. The original plan was modi- 


‘Adopted by Trunk Lines, December 15, 1871, 


fied and extended in 1876. This plan made the key rates the 
New York-Chicago rates for all traffic and related all other 
Central Freight Association-Trunk Lines-New England rates 
to them according to distance, subject to modifications in the 
size and extent of the groups made necessary to meet indus- 
trial, railroad, and water competition. 

The plan was again modified in 1879 to allow for constant 
terminal factors that did not vary with distance. These factors 
were deducted before taking the percentages of the net rates 
for percentage groups and then added again to the rates so 
determined. The original McGraham scale made no distinctions 
with respect to terminal expenses of loading, unloading, switch- 
ing, classification and spotting which, of course, are roughly 
constant and do not vary in proportion to the distance traffic 
moves. 

The Joint Executive Committee in its offic'al action upon 
the application of this system of rate construction provided: 


1. That from all points being less distant from New York than 
Chicago, néw percentages be adopted for making up rates on east-bound 
freight upon the bases of the percentages existing prior to the order in 
the cases points of the same or no greater distance from Chicago. 

2. That 6 cents per one-hundred pounds be deducted from an as- 
sumed rate of twenty-five cents per one hundred pounds from Chicago 
to New York. This deduction represented the fixed terminal charges 
at both ends of long or short hauls. 

3. That, after such deduction, the rate per mile, which the re- 
mainder, or 19 cents per one hundred pounds, produced from Chicago 
to New York, should be charged per mile from all common points or 
groups agreed upon by the Joint Traffic Committee at Chicago, April 
30, 1876. To the result computed in this manner the 6 cents per 100 
pounds of fixed charges which were first deducted from the rate were 
again added. The percentages of the Chicago-New York rate of 25 
cents produced by such addition should thereafter constitute the per- 
centage of the Chicago-New York rate to be subsequently charged from 
the points or groups from which the rates were computed. 


The principles covered by the order of the Joint Traffic 
Association may be illustrated in the following example: 


RAN CO: TO. SON ONS 6 as ces oinciceitccencanaece was 25c per 100 pounds 
ee Te CU COUN vo ois ea een ceca tndeeee 6c per 100 pounds 


Balance, base rate for computation ............. 19¢c per 100 pounds 
Columbus, Ohio, to New York, 70% of the Chicago- 

PO, CONE TUNE, COO Ge SOO cc. ceicteicwaccews 13.3c per 100 pounds 
To which fixed charges are added of .............. 6. c per 100 pounds 


19.3ec per 100 pounds 
New percentage basis Columbus, Ohio, to New York, percentage 


DOR OE ae Oe I ons kv cinine cd decaesincsdeuscndevdeare 17.2% 
This percentage displaced the previously established relationship 
TE Sree ee ee ne Tet nt emir en Soman ene 10 % 


The change in plan removed Columbus from the 70 per 
cent rate group to which it had been assigned and placed it in 
the 77 per cent group. It is interesting to note that Columbus 
was a 77 per cent group point for more than fifty years after 
the establishment of the modified percentage system.’ 

In connection with traffic moving the opposite direction 
from points east of the Buffalo-Erie-Pittsburgh-Wheeling line, 
the territory of Central Freight Association was divided into 
rate groups that coincided more or less with the east-bound 
rate groups, though variations were not uncommon. The key 
rates for westbound interterritorial traffic were the New York- 
Chicago rates, which were considered as the 100 per cént group 
rates. Rates to other groups were made by applying a greater 
or smaller percentage than 100 per cent depending upon rela- 
tive distance and upon competitive factors. 

Scales of rates based on the New York-Chicago distance 
of 963 miles as the standard or 100 per cent scale were com- 
piled in 1871 and 1880 and published in revised form in 1885. 
The railroad rate-making mileage between New York and 
competing points in Central Freight Association were worked 
out and assigned to a rate reference number. The rates for 
each rate reference number were based on a percentage of 
New York-Chicago rates. 

Percentage groupings for eastbound traffic were adopted 
in 1886. These groupings were based on the same McGraham 
formula used in westbound traffic. 


C. F. A. Percentage Groups 


The district west of the western termini of the trunk lines, 
which correspond approximately to Central Freight Association 


2 Proceedings Joint Executive Committee, June 12, and 13, 1879, 
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Territory, was divided into a number of percentage groups 
ranging from 60 per cent at the western termini groups 7 
jacent to the Buffalo-Erie-Pittsburgh-Wheeling line, to 117 
per cent at the Mississippi River crossing north of St. Louis 
and 120 per cent at the Cairo group in southern Illinois and 
northwestern Kentucky. Chicago, a large part of central Illi- 
nois and western Illinois and points in Wisconsin and Michigan 
took 100 per cent group ratings. There were variations in the 
east-bound and west-bound group ratings accounted for by dif- 
ferences in railroad, water and commercial competition. 


Trunk Line and New England Groups 


The territory east of the western termini groups, including 
the Trunk Line and New England Freight Association terri- 
tories, was divided into a number of east-end groups named 
for the principal city around which the groups were built. 
Leading Trunk Line-New England groups included the follow- 
ing groupings for westbound and eastbound traffic, respec- 
tively: Westbound groups included: Boston, Ogdensburg, New 
Berlin, New York, Syracuse, Scranton, Philadelphia, Balti- 
more, Williamsport, Lexington, Cumberland, Belington- 
Elkins, Pittsburgh, and the Virginia Cities. Eastbound groups 
included: Boston, Albany, Rockland, New York, Philadelphia, 
Utica, Syracuse, Rochester, Baltimore, Johnstown, Pittsburgh, 
Cumberland, Connellsville, Graften, Belington-Elkins, Richmond, 
Norfolk and Strasburg. 


“Arbitrary Territories” 


Other eastbound and westbound groups were the so-called 
“arbitrary territories” where the rates were constructed by 
the addition of arbitraries to the rates applicable to or from 
the rate groups to which the arbitrary territories were related. 
Other sections were not supplied with through rates based on 
the percentage system. Rates to and from these districts were 
constructed by combining proportional rates on nearby basing 
points, where through Trunk Line-Central Freight Association 
rates were applicable. 


Adjustment of Class Rates Prior to 1930 


Horizontal increases and decreases in freight rates and 
individual adjustments of group-to-group, and point-to-point 
rates have changed both the absolute levels of all freight rates 
and the relationships among various points and groups. In 
the horizontal rate increases provided for in Increased Rates, 
1920, for example, additions of specific amounts were added 
to the rates as they stood at that time constructed upon the 
percentage group plan. This had the effect of distorting the 
percentage relationships.’ 

In 1930 the Interstate Commerce Commission’s decision 
in the eastern class rate case completely destroyed the per- 
centage group system insofar as class rates were concerned 
and since many commodities rates have been adjusted upon 
percentages of the first class rates, the percentage group 
bases has ceased to be the basis of these rates. Many of the 
key point rates, however, may be traced to the old percentage 
groups. These will be discussed below. The percentage group 
plan of rate making is important not only historically but as 
the foundation on which the present eastern interterritorial 
rate structure, and particularly the port differential relation- 
ships among the eastern ports and many import and export 
class and commodity rates, are based. 


Eastern Class Rate Case, 1930—Maximum Class Rate Scales 


Frequent references have been made in the three prior 
articles dealing with rates in Eastern Territory to the class 
rates between the three sub-divisions of Eastern Territory— 
Trunk Line, New England, and C. F. A. territories—so that it 
is necessary only to summarize at this point. 


Interterritorial class rates between points in these three 
territories are made on the same maximum mileage scale via 
standard rail lines as is used within the three territories— 
excepting Zone B, New England, and Zone C in C. F. A. terri- 
tory—and the rates made by the addition of arbitraries in con- 
nection with movements to or from branch line points.* The 
interterritorial distances used in the application of the dis- 
tance scales are determined in the same manner as for intra- 
territorial application—the shortest routes by way of which car- 
load freight traffic can be transported without transfer of lading. 
Originally 23 columns first class or column 100 or lower were pre- 
scribed but carriers have increased the number of columns to 
over 100 columns or variations of columns in order to meet 
the exigencies of traffic requirements. The standard relation- 
ship of classes first class and lower is observed in connection 
with intraterritorial class rates: 


* Ex Parte No. 74 (58 I. C. C. 220), 1920. 
‘Eastern Class Rate Investigation, I. C. C. Docket No, 15879, Ap- 
pendix E Scale (164 I. C. C. 314, 467), 1930. 
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Classes 1 2 R.25-3 R.26 6 5 6 
Official Classification Percent- 
ages of First Class Rates ..100 85 70 55 50 35 27.5 

Arbitraries are provided to be added to the standard 
mileage rates for the distances to or from points located in 
Zone B, New England, or in Zone C, C. F. A. Territory, and 
other points in other territories in Eastern Territory.’ Arbi- 
traries are provided also to be added to the standard mileage 
rates in connection with traffic moving to or from branch lines 
for the distances of the hauls included in the branch lines. In 
some cases the branch-line mileage arbitraries are the same as 
those used in Zone B, New England or Zone C, C. F. A. Ter- 
ritories, while in other cases a higher scale of mileage arbi- 
traries is provided.’ Maximum reasonable class rates from, to, 
or between points on lines other than standard lines are based 
upon the standard mileage rates plus distance arbitraries simi- 
lar to those provided for Zone C, C. F. A., and Zone B, New 
England, and the branch lines making the Scale F arbitraries, 
although these mileage arbitraries are not necessarily the same 
as the Scale F arbitraries. 

Class rates to or from stations in New York, Philadelphia, 
Baltimore, and their environs and other points in Eastern Ter- 
ritory are constructed according to the bases discussed in 
Article XIV, Trunk Line Rates Structure. 

A great deal of the long-distance interterritorial class rate 
traffic between points in Eastern Territory moves from or to 
the major centers of production and consumption in the terri- 
tory. For this traffic special class rates are provided. These 
rates are lower than the corresponding mileage or distance 
class rates. 

Interterritorial Key Rates 


The larger centers of population, commerce, and industry 
and certain geographic centers in New England, Trunk Line 
and Central Freight Association territories are selected as 
key points at which the rates fixed for application to or from 
the key points are blanketed back over intermediate points 
until the next more distant key points. These key rates are 
based largely but not rigidly on distance. Long established 
rate relationships are observed to some extent, but not in- 
variably followed, in fixing the key rates. These rates are 
observed as maxima at intermediate points. They take prece- 
dence over the standard class rates based on the distance or 
mileage scales. Most of these key rates are in effect between 
Central Freight Association Territory, on the one hand, and 
Trunk Line and New England territories, on the other, though 
there are some in effect within Trunk Line and C. F. A. terri- 
tories. These key rates take the place, to some extent at least, 
of the former McGraham percentage rate groups between Cen- 
tral Freight Association Territory and Trunk Line and New 
England territories. 

These key rate points are not geographical groups but 
major points on the carriers lines. In the diagram 1, A, B, 
and C are key rate points; D is a key rate point of destina- 
tion; X, Y, and Z intermediate between A and B take key point 
A rates as maximum on traffic to or from D; in like manner 
M, N, and O, intermediate between B and C take key point B 
rates as maximum; if the maximum mileage rates to or from 
these points are lower than the key point rates, the mileage 
rates are observed: 

A 


Central Freight Association Key Rate Points 


Some of the important key rate points selected from more 
than one hundred key rate points in Central Freight Associa- 
tion Territory include: Akron, Ohio, Burlington, Iowa, Cairo, 
Ill., Chicago, Il., Cincinnati, Ohio, Cleveland, Ohio, Columbus, 
Ohio, Decatur, Ill., Detroit, Mich., Dubuque, Iowa, Evansville, 
Ind., Fort Wayne, Ind., Grand Rapids, Mich., Indianapolis, In¢., 
Kalamazoo, Mich., Lexington, Ky., Lima, Ohio, Louisville, Ky., 
Ludington, Mich., Manistique, Mich., Milwaukee, Wis., Mus- 
kegon, Mich., Peoria, Ill., Port Huron, Mich., Quincy, IIl., Rich- 
mond, Ind., Saginaw, Mich., St. Louis, Mo., Sandusky, Ohio, 
Sheboygan, Wis., South Bend, Ind., Terre Haute, Ind., Toledo, 
Ohio, and Youngstown, Ohio. 

It should be noted that this list includes principal cities, 
lake ports, car ferry ports, river crossings and similar points 
of traffic significance. 


Trunk Line Key Rate Points 


Representative key rate points in Trunk Line Territory 
include: Albany, N. Y., Altoona, Pa., Atlantic City, N. J. 
Baltimore, Md., Bellefonte, Pa., Bluefield, W. Va., Buffalo, 
N. Y., Cape Charles, Va., Clearfield, Pa., Connellsville, Pa., 
Cumberland, Md., Easton, Pa., Franklin City, Va., Frederick, 
Md., Greenwood, Del., Hagerstown, Md., Harrisburg, Pa., Johns- 


5 Appendix F Arbitraries (164 I. C. C. 314, 467), 1920. 
® Appendix I Arbitraries (164 I, C. C. 314, 469), 1920. 
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town, Pa., Lynchburg, Va., New York, N. Y., Norfolk, Va., 
Ogdensburg, N. Y., Olean, N. Y., Philadelphia, Pa., Port Jervis, 
N. Y., Poughkeepsie, N. Y., Pottsville, Pa., Punxsutawney, Pa., 
Reading, Pa., Richmond, Va., Roanoke, Va., Rochester, N. Y., 
Scranton, Pa., Syracuse, N. Y., Trenton, N. J., Utica, N. Y., 
Watertown, N. Y., Wellsville, N. Y., Williamsport, Pa. 


New England Key Rate Points 


New England key rate points include: Bangor, Me., Boston, 
Mass., Calais, Me., Pittsfield, Mass., Portland, Me., Spring- 
field, Mass. 

Maximum first class rates were prescribed for inter- 
territorial application between these key rate points in C. F. A. 
Trunk Line and New England Territories. The carriers have 
added upon occasion additional key points in addition to those 
prescribed by the Commission in its order in the Eastern Class 
Rate Case.’ Horizontal rate changes since 1930 have altered 
the original maximum first class key point rates, but this plan 
of rate making is the prevailing basis for interterritorial class 
rates in Eastern Territory. It is impracticable in the present 
discussion to show more than a few random sample key point 
rates as illustrative examples. A few such rates are shown in 
Figure No. 1. 

Delmarva Peninsula Rates 


Rates between Baltimore and points on the Delaware- 
Maryland-Virginia (the Delmarva) peninsula for application 
via the Baltimore and Eastern water-rail routes via Love Point 
were ordered to be determined by using the standard mileage 
or distance rates. 


Interterritorial Commodity Rates 


Between Trunk Line and New England territories on one 
hand and Central Freight Association Territory on the other 
many commodity rates are made upon various bases. Many 
commodity rates since 1930 have been placed upon column 
bases by assigning them rates based on percentages of the first 
class or column 100 rates. These rates are but extensions of 
the class rate scales. 

Exceptions to the classification applicable between these 
territories are made upon percentages of lower classes. Some 
rates are placed upon commodity mileage scales although inter- 
territorial mileage commodity rates are rare compared to the 
number of rates upon this basis within Trunk Line, New Eng- 
land, and C. F. A. territories. Some of the scales used within 
the territories extend over into the adjoining territories. 

Special reduced rates known as “forwarders competitive 
rates” are made between certain large producers, consumers 


REPRESENTATIVE KEY POINT RATES, FIRST CLASS 
EASTERN TERRITORY 


Rates in cents per 100 pounds 


Between Boston New York Phila- Baltimore Rich- 
and delphia mond 
Pittsburgh 114 103 98 111 
Cleveland 128 118 112 127 
Cincinnati 150 140 128 129 
135 135 132 143 
167 160 154 * 156 
184 176 168 169 
189 182 172 172 
Milwaukee 166 161 166 
Louisville 154 145 144 
Dubuque 179 174 177 





Figure No. 1 


and distribution centers to enable railroads to compete with 
freight forwarding or carloading companies. 

In some cases rates are based upon the same commodity 
rates to which analogous commodities are assigned. A steadily 
decreasing number of commodity rates are based on percentage 
group bases which have been discussed previously. 

_ ‘All-freight” or “all-commodity” rates are in effect on 
mixtures of all kinds of freight excepting excluded articles in 
carload lots between certain points where competition is keen 
among rail and motor carriers for merchandise traffic. 


Port Differential Relationships 


Between the ports of New York, Boston, Philadelphia, 
Baltimore and Norfolk and points in Central Freight Associa- 
tion commodity rates on import and export traffic are ad- 
justed according to the so-called port differential relationship. 

or many years prior to the eastern class rate investigation 
domestic and import and export class and commodity rates 


——— 


"Appendix J (164 I. C. C. 314, 470-480), 1930. 
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between these ports and points adjacent to and west of the 
western termini of the trunk lines were constructed on the 
basis of the rates between these points in the middle west and 
New York as standard. The rates between these points and 
Philadelphia, Baltimore and Norfolk were made differentially 
lower than the rates between these points and New York. The 
rates to or from Boston were made either the same or higher 
by arbitraries than the New York rates, depending on the 
direction of the movement. Some present port differential im- 
port and export class rates are shown in Figure No. 2. The 


PORT DIFFERENTIAL IMPORT AND EXPORT CLASS RATES 
IMPORT CLASS RATES 


To 
Differ- Chi- 
ential cago To 
—To Chicago from—, under from Chicago 
New Phila- New Balti- Differ- from Differ- 
Classes York Boston delphia York more ential Norfolk ential 
162 156 154 8 154 
139 133 131 131 
111 109 108 108 
88 86 85 85 


57 55 54 
45 43 42 


54 


8 
3 
3 
80 78 7 3 17 
3 
3 42 


EXPORT CLASS RATES 
From From 
Chicago Chicago 
-—From Chicago to——, to to 
New Phila- Differ- Balti- Differ- Nor- Differ- 
Classes York Boston delphia ential more ential folk ential 
157 155 154 154 
134 132 131 131 
111 109 108 108 
88 86 85 
80 78 TT 
57 55 54 
45 43 42 


Figure No. 2 


readjustment of the class rates as a result of the Commission’s 
decision and order in the eastern class rate investigation and 
the placing of many commodity rates upon percentages of the 
first class rates destroyed this historic port differential rela- 
tionships with respect to the domestic class rates and many 
commodity rates. The import and export class and commodity 
rates and certain other commodity rates with respect to which 
the port differential relationship still persist are made by ob- 
serving the rates to or from New York as standard. 

The import rates from Boston westbound are higher by 
arbitraries than the New York rates to points in the western 
termini of the trunk lines, but generally the same as the New 
York rates to points west of Cleveland and points taking this 
same group rates—71 per cent group. Eastbound the export 
rates to Boston are the same as the New York port rates. 

Philadelphia takes port differential rates lower than the 
New York rates, the differentials being larger westbound than 
eastbound. 

Baltimore and Norfolk are given the same port differential 
basis. In the case of these ports the rates westbound are 
generally lower than the eastbound rates, and the amount of 
the differentials deducted from the New York rates to de- 
termine the Philadelphia port differential rates. 

Smaller ports adjacent to or near these other major ports 
are usually given the same basis of rates as the major ports to 
which they are adjacent or near. The ports include the whole 
port districts so that the rates are made in reality to or from 
port groups and not just to or from the ports proper. 


Rates Via Differential Routes 


In addition to the all-rail routes and rates applicable in 
Trunk Line Territory there have been in force for many years 
class and commodity rates differentially lower than the stand- 
ard all-rail rates including: 


1. Differential all-rail rates between certain points in New England 
and C. F. A. Territory via the differential routes via Canada; 

2. Standard rail-and-lake rates, via rail and standard lake carriers; 

3. Differential rail-and-lake rates, via rail and differential lake car- 
riers; 

4. Ocean-rail rates via rail and ocean routes via North Atlantic ports 
including Norfolk, Va.; 

5. Canal-and-lake rates via barge lines operating on the New York 
State Barge Canal System and the Great Lakes. 


The Commission fixed the maximum rail-lake rates in the 
Eastern Rate Investigation at 90 per cent of the corresponding 
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standard all-rail rates, but in no case more than 16 cents less 
than the corresponding all-rail first class rate, with other 
classes arrived at by applying the prescribed percentage 
formula. The tariffs of the carriers parties to these joint differ- 
ential rates should be consulted to determine the points to and 
from which the differential rates apply, the routes, and the 
amounts of the differentials below the standard all-rail rates. 


The table of leading rail carriers serving New England 
territory, carried in Traffic Lesson No. 15, p. 527, Traffic 
World, March 1, should have included the Boston and Albany, 
which is leased to the New York Central. 

In the first paragraph of the second column on the second 
page of the lesson, the statement was made that “the rates 
applicable in Zone A are approximately 10 per cent higher 
than in Zone B territory. This was in error. The Zone B rates 
are 10 per cent higher than the Zone A rates. Two paragraphs 
below it is stated that class rates between New England and 
Trunk Line territories were made on the Appendix F scale 
plus arbitraries. This should have read “Appendix E scale, plus 
arbitraries.” 

In Lesson No. 14, second paragraph, p. 405, Traffic World, 
February 15, the date of the Commission’s decision in the 
eastern class rate investigation was given as May 13, 1920. 
This should have been May 13, 1930. 


COMMISSION ORDERS 


MC C-242, Eastern Central Motor Carrier Association vs. Shirks 
Motor Express Corporation et al. Rail carriers operating in Trunk 
Line Association territory permitted to intervene. 

No. 27810, Smith-Rowland Co., Inc., vs. C. & O. et al.; No. 27886, 
L. R. Gates Coal Co. et al. vs. Same; No. 27884, City of Norfolk vs. 
Same, and a subnumber, School Board of City of Norfolk, Va., vs. 
Same; No. 28191, Solvay Process Co. vs. N. & W. et al.; No. 28311, 
Sanford & Charles, Inc., vs. C. & O., and two subnumbers, W. W. 
Sims vs. Same, and Benson-Phillips Co., Inc. vs. Same; No. 28376, 
Barnes Coal Corporation et al. vs. C. & O. et al.; No. 28418, C. O. Allen, 
trading as Standard Coal Co, et al. vs. Same; No. 28434, R. Earl Smith, 
trading as Smith Coal Co. et al. vs. A. C. L. et al.; No. 28447, Boscobel 
Granite Quarries, Inc., vs. C. & O.; No. 28471, Sunnyside Granite Co., 
Ine. vs. C. & O. et al.; and No. 28492, E. I. du Pont de Nemours & 
Co., Inc., vs. N. & W. et al. Proceedings reopened for further hearing 
and reconsideration. 

Fourth section applications Nos. 17472 and 17631, starch to Mobile, 
Ala., and Panama City, Fla.; and fourth section application No. 18855, 
starch and dextrine to port St. Joe, Fla. Applications Nos. 17472 and 
17631, Starch to Mobile, Ala., and Panama City, Fla., 234 I. C. C. 47, 
reopened and assigned for further hearing on April 23, ten o’clock 
a. m., Standard time, at Washington, D. C., before Examiner C. K. 
Glover, on the question of present necessity and justification for relief 
from long-and-short-haul provision of section 4 of interstate commerce 
act in rates on starch and dextrine, carloads, to Panama City, Fla. 
Application No. 18855 filed by R. A. Sperry, agent, which asks for 
authority to establish and maintain rates on starch and dextrine, car- 
loads, from points in Illinois territory to Port St. Joe, Fla., without 
observing the long-and-short-haul provision of interstate commerce act 
assigned for hearing April 23, ten o’clock a. m., Standard time, at 
Washington, D. C., before Examiner Glover. 

MC 2304, Kaplan Trucking Co., common carrier application and 
extension of operations; and MC 2304, Sub. No. 1, Same, common car- 
rier application. Matter reopened for reconsideration on present 
record. 


MC 7230, J. T. O’Malley, common carrier application; and MC 68763, 
Same, broker application. Denial order of May 18, 1940, further modi- 
fied to become effective May 10 instead of April 10. 


MC 13268, Sub. No. 1, Kilgo Transfer Co., extension of operations, 
alternate U. S. Highway 29. Recommended order of October 1, 1940, 
which became effective as order of Commission on October 31, 1940, 
vacated and set aside. Matter reopened for further proceedings. 
Matter referred to joint board No. 103 for appropriate proceedings and 
for recommendation of appropriate order accompanied by reasons 
therefor. 

MC 29957, Sub. No. 17, Tri-State ‘Transit Co. of Louisiana, Inc., 
Texarkana-Birmingham extension. Request of applicant for oral argu- 
ment denied. 

MC 36440, Sub. No. 1, Morin & Pouliot, Inc., extension, lumber. 
Order of November 24, 1939, which stayed effectiveness of recom- 
mended order entered October 24, 1939, vacated and set aside. Recom- 
mended order entered October 24, 1939, made order of Commission 
effective as of February 6. 

MC 39090, Wolfe Motor Lines, Inc., common carrier application; 
and MC 100144, Buckeye Southern, Inc., common carrier application. 
Petition filed by Horton Motor Lines, Inc., for leave to intervene 
denied. 

MC 41404, R. K. Argo, C. R. Seates and R. G. Collier, common 
carrier application; and MC 41404, Sub. No. 1, Same, Memphis-Mont- 
gomery extension. Denial order of January 10 modified to become 
effective June 12 instead of March 13. 

MC 44128, Sub. No. 4, Transport Corporation of Virginia, extension 
of operations Maryland. Request of applicant for oral argument de- 
nied. 

MC 45485, Union Van Corporation, common carrier application; 
and MC 68624, Union Van Line, Inc., broker application. Denial order 
of January 11 modified to become effective June 12 instead of March 13. 

MC 69224, Sub. No. 1, H. & W. Motor Express Co., extension of 
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operation, Iowa. Matter reopened for reconsideration solely with 
respect to operation as a common carrier over the 14 alternate routes 
describea in appendix B of division 5’s report herein decided November 
1, 1940, on present record. 

MC 70165, Joseph A. Kimler, common carrier application. Matter 
reopened for further hearing at time and place to be fixed. 

MC 73701, Sub. No. 3, Bert Glupker, extension of operations. Mat- 
ter reopened for further hearing at time and place to be fixed. Order 
of December 7, 1940, which by its terms denied application, vacated 
and set aside. 

MC 89037, West Coast Bus Lines, Ltd., common carrier application, 
Requests of applicant and a number of protestants for oral argument 
denied. 

MC 94691, H. M. Bly, common carrier application. Carl Jorgensen 
permitted to intervene. 

MC 96224, Leslie Shelley, contract carrier application. Recom- 
mended order entered July 20, 1940. which became effective as order 
of Commission on August 19, 1940, vacated and set aside. Matter 
reopened for further proceedings. Matter referred to joint board No. 
29 for appropriate proceedings and for recommendation of an appro- 
priate order accompanied by reasons therefor. 

MC 101729, Jacob Vandergraff, contract carrier application. Pe- 
troleum Transit Corporation permitted to intervene. Exceptions 
tendered for filing herein received and made a part of record. 

MC C-176, Federal Paper & Twine Co. vs. Henry G. Bender and 
Clair C. Loudon, dba Bender & Loudon Motor Freight. Complaint 
dismissed on consideration of motion by complainant and defendants 
for dismissal of complaint. 

MC 39521, E. S. Davis, contract carrier application. Denial order 
of October 17, 1940, further modified to become effective April 11 in- 
stead of March 14. 

MC 42246, Ray C. Kline, common carrier application. Denial order 
of December 7, 1940, further modified to become effective June 12 
instead of April 11. 

MC 45451, Brewer Petroleum Service, Inc., common carrier appli- 
cation. Matter reopened for further hearing at time and place to be 
fixed. 

MC 67658, Charles H. Cooper, broker application. Matter reopened 
for further hearing at time and place to be fixed. 

1. & S. M-1318, gasoline, Pennsylvania to Ohio and West Virginia. 
Proceeding reopened for further hearing at time and place to be fixed. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 13086, St. Louis-San Francisco Rail- 
way Co. trustees abandonment, F. D. No. 13087, St. Louis-San Fran- 
cisco Railway Co. trustees acquisition, permitting abandonment by 
J. M. Kurn and John G. Lonsdale, trustees of the St. Louis-San Fran- 
cisco Railway Company, of certain lines of railroad, and authorizing the 
acquisition and operation by them of certain other lines of railroad to 
be constructed by the United States, in lieu of the abandoned lines, 
in Marshall, Bryan and Johnston counties, Okla. Approved. 

Report and order in F. D. No. 13155, Oregon-Washington Railroad 
& Navigation Co. et al. abandonment, permitting abandonment by the 
Oregon-Washington Railroad & Navigation Co. of a branch line of 
railroad in Grays Harbor County, Wash., and abandonment of operation 
thereof by the Union Pacific Railroad Co., lessee. Approved. 

Report and certificate in F. D. No. 13164, Jefferson & Northwestern 
Railroad Co. abandonment, permitting abandonment as to interstate 
and foreign commerce, by the Jefferson & Northwestern Railroad Co. 
of its entire line of railroad in Marion and Cass counties, Tex. Ap- 
proved. 

Report and order in F. D. No. 13200, Cincinnati Union Terminal 
Co. bonds, etc., authorizing (1) the Cincinnati Union Terminal Co. to 
issue not exceeding $3,000,000 of first-mortgage 2.6 per cent bonds, 
series F, to be sold at a premium of $149.70 for the entire issue and 
the proceeds used in connection with the redemption of 30,000 shares 
of preferred stock. (2) the Baltimore & Ohio Railroad Co., the Cin- 
cinnati, New Orleans & Texas Pacific Railway Co., the Cleveland, 
Cincinnati, Chicago & St. Louis Railway Co., the Norfolk & Western 
Railway Co., the Pennsylvania Railroad Co., the Chesapeake & Ohio 
Railway Co., and the Louisville & Nashville Railroad Co. to assume, 
jointly and severally, obligation and liability as guarantors in respect 
of these bonds. (3) the New York Central Railroad Co., as lessee of 
the properties of the Cleveland, Cincinnati, Chicago & St. Louis Rail- 
way Co., to assume obligation and liability in respect of lessor’s 
guaranty of the series F bonds. Approved. 

Report and order in F. D. No. 13206, Rensselaer & Saratoga Rail 
Road Co. bonds, and F. D. No. 13206, Sub. No. 1, Delaware & Hudson 
Railroad Corporation assumption of obligation and liability, granting 
authority (1) to the Rensselaer & Saratoga Rail Road Co. to issue not 
exceeding $2,000,000 of first-mortgage 4 per cent bonds, to be sold at 
par and the proceeds used to retire a like principal amount of out- 
standing first-mortgage 6 per cent 20-year gold bonds, due May 1, 
1941; (2) to the Delaware & Hudson Railroad Corporation to assume 
obligation and liability as guarantor, in respect of the payment of the 
interest on and all installments of the interest and sinking fund in con- 
nection with the bonds herein authorized to be issued. Approved. 


INSULATORS TO NEW YORK 


The Commission, by division 2, in MC C-262, insulators, 
Victor, N. Y., to New York, N. Y., has, on its own motion, 
instituted an investigation into and concerning the reasonable- 
ness and lawfulness otherwise of rates and charges, etc., on In- 
sulators, minimum 20,000 pounds, from Victor, N. Y., to New 
York, N. Y., maintained by Sanford Z. Sturm, doing business 
as Highway Freight, Jersey City, N. J. The matter has been 
assigned for hearing with I. and S. No. 4910, April 8, at offices 
of the Commission before Examiner Esch. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Granite Minimum Rates Fixed 


Finding that the less-carload rates and motor carrier rat¢s 
on granite from points of origin in Vermont to destinations in 
trunk line territory and in New England are unreasonably low, 
the Commission, in a report by Commissioner Miller, in No. 
98286, granite-Vermont to trunk line and New England points, 
has prescribed minimum rates, effective not later than June 2. 

The rates prescribed, according to the report, were sub- 
stantially agreed on by the carriers. Commissioner Mahaffie, 
dissenting, said he was unable to agree that the substantial 
agreement of the parties to a proceeding was a sufficient basis 
for the prescription by the Commission, of minimum rates. 

The finding was that the less-carload rates on granite 
for all quantities and the rates by common carrier motor ve- 
hicle in quantities of 10,000 pounds and over were and for the 
future would be unreasonably low to the extent they were or 
might be less than column 45, that is 45 per cent of first class, 
plus 5 cents, provided that the motor carriers, if they so elected. 
might establish such minimum rates in the form of distance 
scales which should not average less than column 45, or column 
45 plus 5 cents, as the case might be. The finding further was 
that the rates on other traffic involved in the investigation, 
were not Shown to be unreasonable or otherwise unlawful. 

According to the report the findings with respect to granite 
were made in the light of the present level of the carload rates, 
column 30, and the present situation as to destination delivery in 
connection with the less-carload rates. Should any change be 
made therein, said the report, the matter might again be 
brought to the Commission’s attention. 

This, said Commissioner Miller, was a general investigation 
initiated by the Commission on its own motion into the law- 
fulness of the rates, charges, rules etc. on granite and marble, 
by rail, by truck and by water, from origins in Vermont to 
destinations in trunk line and New England territories. There 
was no testimony about rates by water so that subject was not 
treated in the report. On traffic in granite the trucks, the 
report said rendered a more valuable service than the rail- 
roads and of greater value to the shippers and consignees. 

As a result of maneuvers, recited by Commissioner Miller, 
after the hearing in 1940, a 5-cent differential agreed on in 
1937 as between less-carload and truck rates in favor of the 
trucks was restored but on a considerably lower level of rates. 
He said the column 30 basis, carloads, was fully warranted. 


Commissioner Miller said the record was replete with evi- 
dence as to transportation characteristics, volume of traffic 
etc., as well as that the relations between less carload and 
truck rates, established in 1937, were fair to all concerned, 
although the level of the rates on granite had been unnec- 
essarily reduced “by destructive competitive forces.” 


Central States Motor Rates 


On further hearing, the Commission, by division 5, in a 
twenty-fifth supplemental report in Ex Parte MC 21, central 
territory motor carrier rates, has further modified its findings 
and order in 8 M. C. C. 233, as subsequently modified, prescrib- 
ing minimum rates, charges, classification ratings, rules, and 
regulations for common carriers by motor between points in 
the territory considered so as to permit the Central States 
Motor Freight Bureau, Inc., to establish certain rates and 
charges on the following commodities: 

Agricultural implements and parts, other than hand, 
Vehicles, and machinery; automobile parts; containers, ale, beer, 
etc.; drugs and medicines, toilet preparations, etc.; prepared 
food, etc.; foodstuffs, canned or preserved; glass, automobile, 
cut to shape, and plate or laminated; liquors, malt; machinery 
and machines, household laundry; fresh and salted meats, pack- 
ing house products, cheese, eggs and dressed poultry; edible 
nuts and nut meats; and paper mill stock. 

All the proposals concerned in this report, except one of 
the American Carload Corporation, were those of the bureau. 
The American Carloading Corporation proposed a second class 
rating on dry shelled nut meats, including salted or sweetened 
nut meats, less-truckloads, from St. Louis, Mo., to points in 
the territory considered, except points in the upper peninsula 
of Michigan and the northern and western portions of Wis- 


consin. This rating was sought to meet the competition of a 
carloading company. The Commission denied the corpora- 
tion’s proposal since, as it said, no compelling competitive 
necessity for rates other than brazil, cashew, and pecan nuts 
had been shown. 

The Commission has required the establishment of the 
rates on the commodities as set forth in an appendix attached 
to the report (not herein reproduced) on or before April 23 
on one day’s notice to the extent they are higher than those 
previously prescribed, and not earlier than March 26, on one 
day’s notice, to the extent they are lower than those pre- 
scribed. 

The Commission, by division 5, by an order issued the same 
time as the report, has reopened the proceeding for further 
hearing April 25 at the York Hotel, St. Louis, Mo., and April 
28, at Hotel Sherman, Chicago, Ill., before Examiner W. T. 
Cantrell on certain petitions for modification of its orders. The 
April 25 hearing will concern a petition of the Kamper Par- 
cel Delivery, of St. Louis, filed December 7, 1939, while the 
April 28 hearing will concern petitions of the Central States 
Motor Bureau, Inc., the Reinhardt Transfer Co., Inc., the 
Cadillac Cartage Co., of Detroit, Mich., the Osweiler Van 
Service, of La Crosse, Wis., and the Wheeling Steubenville 
Truck Service, of Wheeling, W. Va. The Chicago hearing is 
with respect to rates on paper and paper articles from Biron, 
Brokaw, Merrill, Mosinee, Nekoosa, Plover, Port Edwards 
Rhinelander, Rothschild, Stevens Point, Tomahawk and Wis- 
consin Rapids, Wis., to points within the corporate limits of 
Chicago. 


No Trainload Gasoline Rates 


Refusing the establishment of trainload rates on gasoline 
as prayed for by the complainants in No. 28106, Petroleum 
Rail Shippers’ Association vs. Alton and Southern et al., the 
Commission however has required a downward revision in car- 
load and gasoline pipe line rates, effective June 11, which prob- 
ably will be considered amazing by the carriers. The rates 
required, however, are not as low as suggested by Commis- 
sioner Splawn who had charge of the matter for purposes of 
administration. 

Cuts in rail rates to 31 key points, mainly in western trunk 
line territory, range from 3 to 13 cents, except to upper Mich- 
igan where the cuts are 16 cents, group 3 in Oklahoma being 
the basing point. 

Pipe line rates were ordered reduced at pipe line terminal 
points (where they were the same as rail rates), by amounts 
ranging from 16 to 25 cents. For illustration the rate to Kansas 
City is cut from 28 to 10 cents a hundred pounds. The rate 
= Chicago, both rail and pipe line, is to go down from 40 to 

cents. 


The pipe lines referred to in the Commission’s 128 type- 
written page report, are gasoline pipe lines owned by the Great 
Lakes and Phillips companies. 

The pipe line companies are admonished to cancel their 
varying proportional rates by means of which the rates on 


_ gasoline, which, of course include other refined petroleum 


products taking the gasoline rates, are equalized with the all- 
rail rates. That is to say if the pipe line rate to a terminal 
is 20 cents, the pipe line rate to an interior point is ascertained 
by substrating the all rail rate from the pipe line rate to the 
terminal and the remainder is called the pipe line proportional. 
The object of such proportionals is to make the combined pipe 
line rate to the terminal and the all-rail local beyond the same 
as the all-rail rate from the point of origin to the ultimate 
destination. 

This revision extends as far east as Indiana points. The 
relation between the all-rail rate to Chicago and Illinois groups 
and the rates to Indiana points is changed on account of a 
finding of undue prejudice against Indiana points and undue 
preference of Illinois groups. 

While the Commission refused to make rates on multiple- 
car lots, more commonly referred to as 25-car train lots, the 
Commission advised the railroads to continue a study of. the 
matter with a view to making further readjustments. In other 
words the door was not closed and locked against the possibil- 
ity of multiple-car rates such as have been authorized on black- 
strap molasses from New Orleans, La. to Pekin, Ill. and on 
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semi-anthracite coal from Arkansas to St. Louis, the latter 
in aid of smoke nuisance abatement. 

The report is regarded as a complete and far reaching 
reversal of the Commission’s policy as to rates on refined pe- 
troleum products, based as it says, of changed conditions in 
production transportation and marketing. Hitherto increases 
in such rates have been permitted without much opposition, 
particularly in the general rate increases. 

The report included a concurring expression by Chairman 
Eastman, a concurring in part expression by Commissioner 
Porter who renewed warnings against the establishment of 
train-lot rates on the theory that such rates were unduly 
prejudicial to shippers, although in this case, supposedly small 
“independents” asked for them, a concurring view of Commis- 
sioner Splawn, a concurrence in results by Commissioner Pat- 
terson, dissents in part by Commissioners Lee and Mahaffie 
and notation of a dissent by Commissioner Rogers. The Com- 
mission made four findings. 


In No. 1 it found the tank car rates from group 3 to the 
31 key points hereinbefore referred to unreasonable, by the 
varying amounts mentioned. For example it ordered a cut 
in the rate to Kansas City from 28 to 22 cents; St. Louis from 
33 to 29 cents; Omaha, from 36 to 29 cents; Effingham, IIlI., 
from 36 to 32 cents; Chicago from 40 to 36 cents; and Duluth 
52 to 41 cents. It said that reasonable rates from the south- 
western groups would be made by adding to or subtracting 
the normal difference over or under group 3. 


In finding No. 2 it found the rates in tank cars to Indiana 
points unduly preferential of Illinois points to the extent that 
the contemporaneous rates, exceeded by more than the rates 
to Effingham by the following amounts: To Tere Haute, 3 
cents; Indianapolis, 6 cents; Muncie, 9 cents and Fort Wayne 
12 cents, except that the Muncie rates needed not to be extended 
east of Mt. Vernon, Greensburg, Rushville, Dunreith and Hager- 
town. Rates from the southwestern groups are to be revised 
accordingly. 

In finding No. 3 the Commission found the rates of the 
Great Lakes Pipe Line Co. and the Phillips Petroleum Co., 
successor to the Phillips Pipe Line Co., unreasonable to the 
extent those of the Great Lakes might exceed, among others, 
10 cents to Kansas City; 15 to Omaha; 21 to Minneapolis and 
24 cents to Chicago. Those of the Phillips line were found 
unreasonable to the extent they might exceed 12 cents to Kansas 
City, Kan.; 14 to Jeff Station, Mo.; and 19 to East St. Louis, 
Ill. The two pipe line companies were told they were expected 
to revise their joint rates and any other local rates to har- 
monize with the adjustment herein prescribed. 


Finding No. 4 was that the minimum tender requirements 
of the two pipe line companies, namely 25,000 barrels, were 
reasonable when normal transportation service was demanded; 
that a reasonable minimum tender when gasoline or kerosene 
was offered for transportation subject to delay until the de- 
fendants had accumulated at the receiving point 25,000 barrels 
of the same specifications from the same or other shippers, 
was and for the future would be 5,000 barrels, and that any 
greater minimum tender requirement when so offered subject 
to delay was and would be unreasonable for the future, but 
that the time during which such shipments were thus necessarily 
stored at origin should be deducted from the storage time now 
allowed at destination without additional charge and that the 
storage time at destination without additional charge should be 
correspondingly reduced. 


The report, containing many cost data, will probably come 
to be regarded as a source material contribution on the eco- 
nomic phases of the petroleum industry as well as a treatise on 
the power of the Commission, one of the references being to 
Gibbons vs. Ogden, 9 Wheaton 1. The complainants con- 
tended, for instance, that in order to determine whether the 
present transportation rates, charges were unlawful, it was 
first necessary to determine whether the “interstate commerce” 
—using the term in its breadth of meaning established in Gib- 
bons vs. Ogden—of petroleum products was in all respects law- 
ful; whether commerce in petroleum products between the 
points here involved, was free, equitable, just and in full com- 
pliance with all laws. They further contended that if the first 
inquiry should lead to the conclusion that there was not that 
free, open competition contemplated, then the next inquiry 
would be what effect, if any, did the rates etc. have on any 
inequality, discrimination, or circumstances that interfered with 
free, open, unimpaired just and lawful “interstate commerce.” 
In other words, if there was any advantage or any violation 
of law and if transportation by any common carrier contributed 
to such condition, it was the duty of the Commission to prescribe 
rates, rules etc. as would remove any or all matters or things 
concerning transportation that could or did contribute to such 
interference with “commerce” in petroleum products. 

The Commission said the complainants stated the issues 
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too broadly and held them down to the question whether the 
rates etc. violated the interstate commerce act. 

In discussing the proposal of the examiner that trainload 
rates be established, a recommendation which was acceptable 
to the complainants, the Commission said that petroleum prod- 
ucts were given preferred service. It also concluded that moy- 
ing gasoline in 25 carloads required less service in some in- 
stances. 

It divided service on gasoline into preferred service which 
involved much switching at the refineries and restricted service. 
Restricted service was referred to as one in which the shipper, 
as a prerequisite to trainload rates, arranged his tracks and 
facilities so that the service of the railroad at the refinery 
would be restricted to, substantially, no service beyond pulling 
a train from the loading racks. That intrigued him, said Chair- 
man Eastman in his separate expression. It was new to him. 
He hoped the possibilities would be given thorough study. He 
said the Commission had no power to compel carriers to meet 
competition but that the Commission had power, where there 
was convincing evidence that lower rates would produce more 
revenue, to prescribe such rates. But he said that that was 
something the Commission should do very cautiously. 

In his expression for lower rates Commissioner Splawn set 
forth a table of rates which he said would be reasonable. His 
rate to Chicago, for example, would be 31 instead of 36 cents. 

Commissioner Mahaffie said he had no serious objection to 
the pipe line rates. But he said, that as they were based on 
costs they might be graded as to distance. He called attention 
to the fact that in this case the Commission was prescribing 
as maximum reasonable, rates which were lower than the min- 
imum rates prescribed, as recently as September 25, 1939, 
234 I. C. C. 609, from Seattle and Portland to Spokane, his 
thought being that there was no such difference in transporta- 
tion conditions in the southwest and the Pacific northwest as 
to justify such a fact. 

A thought in connection with the report is that it was made 
elaborate on the supposition that the carriers would attack it 
in the courts. 


Coastwise Proportional Rice Rate 


The Commission, by division 3, has issued a corrected re- 
port in No. 28509, Port of Beaumont, Tex. et al. vs. Agwilines, 
a. — Lines) et al. (see Traffic World, March 

, D. ; 

_ In that report it found a coastwise proportional rate on 
rice and rice products, in carloads, from Houston and Galves- 
ton, Tex., to north Atlantic ports to be inapplicable to ship- 
ments originating at Houston and Galveston. It discontinued 
the proceeding. In that report the Commission discussed a 
jurisdictional question, the question being as to the jurisdiction 
of itself and of the Maritime Commission. The Commission 
said that it did not appear that at the time the report was 
written it had jurisdiction over that rate as maintained by 
the water lines other than the Morgan line. It said the effec- 
tive date of the provisions of part III relating to rates of 
water carriers had been postponed by it until March 1. 

In the corrected report that declaration is supplemented 
by a further declaration that it followed that “our findings in 
this proceeding should be limited to traffic subject to part I, 
and those of the United States Maritime Commission to traffic 
subject to shipping act, 1916, and Intercoastal shipping act, 
1933, as amended.” It added that through transportation 
partly by railroad and partly by water when both were used 
under a common control, management, or arrangement for 
continuous carriage, was by the provisions of section 1(1) (a) 
made subject to part I. After further quoting from the stat- 
ute, the Commission said “we find that the assailed rate as 
maintained by all of the defendants is not and was not ap- 
plicable to shipments of rice or rice products originating on 
the tracks of rail carriers in Houston and Galveston when 
handled under a common control or arrangement for con- 
tinuous carriage in connection with said defendants; and also 
that said rate as maintained by defendant, Southern Pacific 
Co. (Southern Pacific Steamship Lines ‘Morgan Line’), prior to 
September 18, 1940, was not applicable to shipments originat- 
ing on the tracks of rail carriers in Houston and Galveston 
delivered to said defendant without any common control or 
arrangement for continuous carriage.” 


Commission Reports 
Caustic Soda 


Fourth section application No. 18534, caustic soda, Charles- 
ton, W. Va., to Memphis, Tenn. By division 2. C. & O., C. N. 0. 
& T. P., and Southern authorized by fourth section order No. 
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14128 to establish and maintain a rate not lower than 31 cents 
on sodium (soda), caustic (sodium hydroxide), liquid, in tank- 
carloads, subject to rule 35 of the Southern Classification, from 
Charleston, W. Va., to Memphis, Tenn., over the C. & O., to 
Lexington, Ky., thence the C. N. O. & T. P. to Chattanooga, 
Tenn., thence Southern to destination, and to maintain higher 
rates from, to, and between intermediate points, without ob- 
serving the long-and-short-haul part of the fourth section. Tem- 
porary relief was given by fourth section order No. 13986. 


Poles and Ties 


Fourth section application No. 18585, poles and ties to 
Wilmington and Navassa, N. C. By division 2. S. A. L. and 
Raleigh & Charleston authorized by fourth section order No. 
14132 to establish and maintain on poles, piling, and cross and 
switch ties, wooden, untreated, minimum 50,000 pounds, from 
specified origins in South Carolina to Wilmington and Navassa, 
N. C., and intermediate destinations to which the rates to 
Wilmington and Navasasa will be observed as maxima, over 
routes described in the report, rates the same as those con- 
currently maintained on like property from and to the same 
points over the A. C. L., but not lower than existing rates over 
lines of that carrier, and to maintain higher rates from inter- 
mediate points, without observing the long-and-short-haul part 
of the fourth section. ‘Temporary relief was authorized in 
fourth section order No. 13945. 


Paper 


I. and S. M-1085, paper, Mechanic Falls, Me., to Boston, 
Mass. By division 2. Proposal of the Boston-Bangor Trans- 
portation Corporation, of Somerville, Mass., to establish a re- 
duced truckload commodity rate of 18 cents, minimum 40,000 
pounds, on printing, wrapping, and newsprint paper from 
Mechanic Falls, Me., to Boston, Mass., unlawful. The rate be- 
came effective Dec. 5 when schedules filed to become effective 
June 8 were suspended on protest of New England Freight Asso- 
ciation rail carriers. The schedules have been ordered can- 
celed on or before April 21 on one day’s notice and the proceed- 
ing discontinued. The purpose of the proposal was to meet 
a like rate and minimum maintained by rail carriers. There 
was no showing, the report said, that the 40,000 pound minimum 
would result in any appreciably lower cost for respondent than 
a minimum not in excess of truck capacity. Approval of the 
rate might result, as feared by rail carriers, it added, not only 
in the reduction of the less-carload rate to the present carload 
basis, with similar reduction in present rates of other motor 
carriers, from and to the points, but also in a general breakdown 
in the present uniform rate structure throughout the territory. 


Newsprint Paper 


Fourth section application No. 18324, newsprint paper from 
Herty, Tex., to Oklahoma. By division 2. Applicants herein 
having circuitous routes authorized by fourth section order 
No. 14139 to establish and maintain on newsprint paper, con- 
taining not less than 60 per cent ground wood (will not include 
paper which has been processed after its original manufacture), 
in bundles, bales, crates, or rolls, minimum 40,000 pounds, from 
Herty, Tex., and from intermediate points from which rates 
from that point are observed as maxim, to Oklahoma City, and 
Tulsa, Okla., rates the same as those concurrently in effect 
over the direct routes but not lower than 33 and 36 cents to 
Oklahoma City and Tulsa, respectively, and to maintain higher 
rates to intermediate points, without observing the long-and- 
short-haul part of the fourth section. It is provided that the 
rates to higher-rated intermediate consuming points shall not 
exceed rates constructed on the same basis as the rates to 
Oklahoma City and Tulsa. Temporary relief was given by 
fourth section order No. 13811. 


Coke 


Fourth section application No. 18281, coke to Louisville, 
Bear Grass, and Water Works, Ky. By division 2. N. & W., 
and B. & O., for themselves and on behalf of the L. & N., 
authorized by fourth section order No. 14138 to establish and 
maintain on coke, coke breeze, coke dust, and coke screenings 
(the direct products of coal), in straight or mixed carloads, 
minimum as described in their tariffs, from Ironton, New Bos- 
ton, and Portsmouth, O., and intermediate points, from which 
tates from the named points will be observed as maxima, over 
their routes by way of Cincinnati, O., rates no lower than $1.89 
a net ton to Louisville, Ky., and $2.02 to Bear Grass and Water 
Works, Ky., and to maintain higher rates to intermediate points, 
without observing the long-and-short-haul part of the fourth 
Section. The rates to the higher-rated intermediate points are 
not to exceed rates constructed on the basis prescribed or ap- 
Proved in Coke Between Points in Central and Illinois Terri- 
tories, 194 I. C. C. 640, plus increases authorized in General 
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Commodity Rate Increases, 1937, 223 I. C. C. 657. Temporary 
relief was authorized in fourth section order No. 13810. The 
purpose of the relief, the report said, was to meet water-com- 
petitive rates. 

Coloring Syrup 


Fourth section application No. 18328, coloring syrup from 
Cedar Rapids, Ia. By division 2. Parties to Sperry’s I. C. C. 
No. 357 authorized by fourth section order No. 14134 to estab- 
lish and maintain on syrup, coloring, burnt sugar (caramel), 
less-carloads, from Cedar Rapids, Ia., and intermediate points 
from which the rates from Cedar Rapids will be observed as 
maxima, to known consuming points in Alabama, Florida, 
Georgia, Louisiana, Mississippi, North Carolina, South Carolina 
and Tennessee, over existing routes, rates constructed on the 
basis of 47 per cent of first class rates from Cedar Rapids to 
the same points, and to maintain higher rates to intermediate 
points, without observing the long-and-short-haul part of the 
fourth section. Temporary relief was given in fourth section 
order No. 13813. 


Tin Cans 


Fourth section application No. 17978, tin cans, Chicago, 
Ill., to Charleston, W. Va., embracing fourth section applica- 
tion No. 18397. By division 2. Applicants having circuitous 
routes authorized by fourth section order No. 14133 to establish 
and maintain on empty cans, sheet iron and steel, or tin, min- 
imum 24,000 pounds, from Chicago, Ill., to Charleston and Belle, 
W. Va., rates the same as those concurrently in effect on like 
traffic over the direct line or route from and to the same 
points, but not lower than 42 cents, and to maintain higher 
rates on like traffic from and to intermediate points, without 
observing the long-and-short-haul part of section 4. It is pro- 
vided that the higher rate from or to an intermediate point 
shall not exceed the rates concurrently in effect from or to 
any more distant point by more than the difference between 
the rates applicable on the class at which the considered com- 
modity is classified in the governing classification from and to 
the intermediate point, and the more distant point, and shall 
not exceed the lowest combination of rates subject to the in- 
terstate commerce act. Further, it is provided that if the prop- 
erty is subject to more than one classification rating the d f- 
ference between rates at the intermediate and the more- 
distant points shall not exceed those in the rates under the 
lowest classification rating. The relief is subject to 50 percent 
circuity. Temporary relief was given by fourth section order 
No. 13546, as supplemented. 


Cotton Yarn 


Fourth section application No. 18472, cotton yarn to 
western trunk line territory. By division 2. Parties to Miller’s 
I. C. C. No. 430 authorized by fourth section order No. 14135 
to establish and maintain over existing routes on cotton yarn, 
minimum 30,000 pounds, from mill points in southern territory 
to destinations in Wisconsin, Colorado, Iowa, Missouri, Minne- 
sota, and Nebraska, the lowest rates that may be constructed 
over any line or route on the basis described in the report, 
(not herein reproduced) and to maintain higher rates from, to, 
and between intermediate points, without observing the long- 
and-short-haul part of the fourth section. It is provided that 
the relief granted shall not apply to rates over indirect routes 
which exceed the circuity of the longest route over which relief 
is concurrently authorized with respect to class rates from and 
to the same points. Temporary relief was given by fourth 
section order No. 13886. 


Lumber and Bark Fiber 


No. 28426, Pacific Lumber Co. vs. Northwestern Pacific 
et al. By the Commission. Report written by Commissioner 
Mahaffie. Dismissed. Rates charged on redwood lumber and 
bark fiber, carloads, shipped between April 17 and May 24, 
1938, inclusive, from Scotia, Calif., and between March 31 and 
April 14, 1938, inclusive, from Headsburg, Calif., to various 
points throughout the United States, was not shown unreason- 
able or otherwise unlawful. Between February 2 and March 
28, 1938, the report said, complainant was prepared to ship 
about 200 carloads and ordered cars therefor from the North- 
western Pacific. Twenty-one cars were furnished prior to 
March 28, 1938, and two on April 12, 1938. Between approxi- 
mately those dates, the report said, complainant trucked about 
11 carloads to Healdsburg because cars ordered for their trans- 
portation were not furnished at Scotia. The balance of the cars 
ordered were not furnished until on and after April 17, 1938. 
All the carloads shipped from Scotia in the cars referred to 
and those shipped from Healdsburg moved after March 28, 
1938. In addition thereto approximately 90 carloads moved 
from Scotia during a period of 30 days after April 17, 1938, in 
cars that were not ordered prior to March 28, 1938. Charges 
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were collected on the 21 carloads referred to at rates that were 
in effect on lumber and bark fiber prior to March 28, 1938, as 
they were tendered loaded to the Northwestern Pacific prior to 
that date. Charges on all other shipments were collected at 
those rates plus increases of 5 per cent on the lumber rates and 
10 per cent on the bark fiber rates made on the mentioned 
date. Complainant sought reparation, on all shipments except 
the 21 referred to, based on the rates that were in effect prior 
to the increases. The cars were not furnished because of an 
earth slide near Kekawaka, about February 2, 1938, caused by 
heavy rainfall. 
Vegetables 


Fourth section application No. 18466, vegetables from the 
south to New England. By division 2. Parties to Curlett’s 
I. C. C. A-655 authorized by fourth section order No. 14127 to 
establish and maintain, over their circuitous routes, on potatoes, 
other than sweet, cabbage, and other vegetables, from points 
in South Carolina, Georgia, and Florida, and from intermediate 
points from which the proposed rates will be observed as 
maxima, to Albany, N. Y., and Boston, Springfield, and Wor- 
cester, Mass., rates the same as those concurrently maintained 
on like traffic over the direct routes from and to the same 
points described in the report, and to maintain higher rates 
to intermediate points on such circuitous routes, without ob- 
serving the long-and-short-haul part of the fourth section. The 
proposed rates, according to the report, are generally 15 per 
cent lower than the maximum reasonable bases prescribed or 
approved in Southeastern Vegetable Case, 200 I. C. C. 273. The 
relief is not to apply to rates over indirect routes which exceed 
the circuity of the longest route over which relief is concur- 
rently authorized with respect to class rates from and to the 
same points. Temporary relief was granted by fourth section 
order No. 13855. 


Cotton Gin Machinery 


No. 28511, Burdette Ginning Association vs. Yazoo & Mis- 
sissippi Valley et al. By the Commission. Report written by 
Commissioner Johnson. Rate of 62 cents charged, cotton gin 
machinery,.carloads, shipped from Columbus, Ga., and delivered 
June 28, 1937, at Burdette, Miss., unreasonable to the extent it 
exceeds 43 cents, but not otherwise unlawful. Reparation of 
$142.50, with interest, awarded. 


Paper Bags 


No. 28454, Arkell & Smiths vs. Atchison, Topeka & Santa 
Fe et al. By division 2. Rates ranging from 55 to 117 cents 
charged and assailed on paper bags, printed or unprinted, car- 
loads, from Wellsburg, W. Va., to Mason City, Ia., Iola and 
Medicine Lodge, Kan., and Custer and Belle Fourche, S. D., 
since June 1, 1938, unreasonable. Reasonable rates prescribed 
for the future and reparation awarded. In order to provide a 
maximum reasonable basis of rates on paper bags from Wells- 
burg to all destinations concerned, the Commission said its find- 
ings and order would include a requirement that the rate to 
Mason City should not exceed the basis currently in effect. It 
found that the rates assailed were unreasonable in the past 
to the extent that they exceeded rates made 27.5 per cent of 
the corresponding first class rates contemporaneously in effect 
from and to the points concerned, and that the present rates 
assailed were and for the future would be unreasonable to the 
extent that they exceeded or might exceed rates made 27.5 
per cent of the first class rates from and to the same points. 


Milwaukee Signal System 


No. 28000, Sub. No. 44, application for approval of proposed 
modification of systems or devices under section 25(b) of the 
interstate commerce act. By division 3. Petition of the Mil- 
waukee for approval of modification of automatic block signal 
system and discontinuance of interlocking at Ranney, Wis., 
granted. 


Wallboard 


Fourth section application No. 18289, wallboard from In- 
ternational Falls, Minn. By division 2. Parties to Northern 
Pacific’s I. C. C. No. 9453 authorized by fourth section order 
No. 14141 to establish and maintain on wallboard (fibre or 
pulp, plain and undecorated) and woodpulp board, carloads, 
from International Falls, Minn., and intermediate points from 
the more distant point are observed as maxima, to St. Joseph, 
Mo., and Kansas City, Mo.-Kan., over routes in connection 
with the Union Pacific at Omaha, Neb., and Council Bluffs, 
Ia., rates the same as those contemporaneously in effect on 
like traffic over direct lines or routes from and to the points 
named, but not lower than the present rates over the latter 
routes, and to maintain higher rates to intermediate points, 
without observing the long-and-short-haul part of the fourth 
section. The relief is not to apply over any line or route which 
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is more than 26 per cent circuitous. Temporary relief was 
granted by fourth section order No. 13757. 


Bituminous to Erie 


Fourth section application No. 18251, bituminous Coa! to 
Erie, Pa. By division 2. New York Central and Lake Erie, 
Franklin & Clarion authorized by fourth section order No, 
14143 to establish and maintain, over their interstate routes, 
on bituminous coal, carloads, from mines and stations in Penn- 
sylvania on their lines to Erie, Fairview, and Swanville, Pa., 
a rate the same as that concurrently maintained on like prop- 
erty from and to the same points over competing lines or 
routes, but not lower than $1.68 a net ton, and to maintain 
higher rates to intermediate points, without observing the 
long-and-short-haul part of the fourth section. It is provided 
that rates to higher-rated intermediate points shall not exceed 
the contemporaneous rates to the same destinations from mines 
and stations in the Freeport, Pa., district served by the Bes- 
semer & Lake Erie or the lowest combination of rates subject 
to the interstate commerce act. Relief was authorized tem- 
porarily by fourth section order No. 13783, as supplemented. 


Pooling of Passenger Revenues 


No. 25979, pooling passenger train revenues and services, 
By division 3. By supplemental report, petition of Charles M. 
Thomson, trustee of the Chicago & North Western, Chicago, 
Saint Paul, Minneapolis & Omaha, E. A. Witman, receiver of 
Wisconsin Central, and G. W. Webster and Joseph Chapman, 
trustees of the Minneapolis, St. Paul & Sault Ste. Marie, 
operating the Wisconsin Central as agent, for approval of 
the terms of a new contract, dated August 15, 1940, and to 
become effective on and after January 1, 1940, revising per- 
centages between applicants for pooling passenger train rev- 
enues and services between Duluth, Superior, and Lake Region 
points and Chicago and Milwaukee, granted. In the original 
report, 194 I. C. C. 430, division 6 approved a contract dated 
May 6, 1933, between the applicants which provided for the 
pooling of passenger train service, division of revenues there- 
from and the interchangeability of tickets between the Duluth, 
Minn., Superior, Wis., and lake region points, and Chicago, 
Ill., and Milwaukee, Wis., in accordance with the terms of the 
contract. By supplemental reports applications to make re- 
vised percentages for the division of earnings, were approved. 
The petition treated here further revises the percentages 
agreed on in the original contract. Due to the fact that on 
or about January 1, 1940, the Soo Line discontinued through 
passenger service between Duluth and Superior, on the one 
hand, and Milwaukee, on the other, says the report, the con- 
tract provides that on and from that date the Soo Line will 
receive but 22 per cent instead of 24 and the Northwestern 
and St. Paul will receive 78 per cent instead of 76. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


MC F-969, Kain’s Motor Service, Inc., Logansport, Ind., 
purchase, Leon J. Carr. By division 4. Authorizes purchase 
by the former of operating rights of Leon J. Carr, dba L. C. L. 
Freight Line, also of Logansport. Among other things, the 
report said, applicant would gain direct access to the important 
terminal point of LaFayette, Ind., which it was now serving 
only through interchange with other carriers. 

*MC 92468, Lloyd Sorenson, Harlan, la., common carrier 
application. By division 5. Authority granted to operate as a 
common carrier of live stock between points within a radius of 
20 miles of Harlan, Ia., on the one hand, and Omaha, Neb., 
on the other, and feed, seeds, and farm machinery from Omaha 
to Harlan, over irregular routes. 

MC F-407, New England Greyhound Lines, Inc., purchase, 
New England Transportation Co., Victoria Coach Line, Inc., 
and Berkshire Coach Lines, Inc. By division 5. On further 
hearing, findings in the prior reports, 15 M. C. C. 536, 25 
M. C. C. 91, authorizing purchase by the Greyhound company 
of common carrier passenger operating rights from the com- 
panies mentioned, modified to exclude certain operating rights 
from scope of authcrization. 

*MC 101857, R. P. Mast, Husum, Wash., common carrier 
application. By division 5. Authority granted to operate as 
a common carrier of logs, poles, piles, posts and lumber from 
points in Klickitat and Skamania counties, Wash., and Hood 
River, Ore., to points in Oregon and Washington, over irreg- 
ular routes. 

MC 86605, Sub. No. 1, Louis G. Roberts, Bondville, Vt, 
extension of operations. By division 5. Authority granted to 
operate as a contract carrier of pulpwood, over irregular routes, 
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fom Bondville, Vt., and points within 15 miles thereof other 
han those west of U. S. highway 7, to Ticonderoga, Corinth, 
and Mechanicville, N. Y. Applicant is engaged in producing 
and buying pulpwood, and in addition contracts for the cut- 
ting, peeling, and delivery of pulpwood for others, says Com- 
missioner Lee in a dissenting expression. Viewing his opera- 
tion aS a Whole, he said he was convinced that his business 
was not that of a carrier, and that the transportation he sought 
guthority to perform was of property of which he was bailee 
and was in furtherance of a commercial enterprise within the 
meaning of section 203 (a) (17) of the act. Accordingly, he 
said, no authority was required from the Commission to per- 
form that incidental transportation. 

MC 63513, Sub. No. 4, Northern Truck Lines, Inc., Wil- 
liston, N. D., extension—Wyoming, embracing Sub. No. 6, 
Same, extension—Montana. By division 5. Authority granted 
9 operate as a common carrier of liquid petroleum products, 
in bulk, in tank trucks, from Cody, Greybull, and Newcastle, 
Wyo., to points in North Dakota on or west of a line consisting 
of North Dakota highway 49 from the South Dakota-North 
Dakota state line to the Missouri River, thence easterly along 
the river to the crossing thereof by North Dakota highway 28, 
thence along the latter to the international boundary, over ir- 
regular routes. 

MC F-1436, Southeastern Greyhound Lines, Lexington, Ky., 
issuance of notes. By division 4. Authority granted to issue not 
exceeding $350,000 secured equipment notes, interest not to 
exceed 3 per cent per annum, to finance the purchase of 33 new 
motor busses. The busses are proposed to be purchased from 
the A. C. F. Motors Co., of Philadelphia, Pa., for $435,278. 

MC F-1308, Flamingo Truck Lines, Inc., Jacksonville, Fla., 
purchase, University City Transfer Co., Inc. By division 4. 
Authority granted the former to purchase the operating rights 
and property of the latter, of Gainesville, Fla. It was apparent, 
the report said, that applicant’s competitive position would be 
substantially improved as result of joinder of its operations with 
those of vendor, as the present necessity for interchanges of 
traffic between them over a shorter route would be eliminated. 
The through operation over the shorter route between Jackson- 
ville and Tampa, Fla., it said, was a result similar to that which 
normally followed in many unification cases on elimination of 
former interchange necessity. 

MC F-1397, Jones Motor Co., Inc. (Pennsylvania), Spring 
City, Pa., consolidation, Jones Motor Co. (Delaware) and Erb 
Motor Truck Hauling Corporation. By division 4. Authorizes 
consolidation of Jones Motor Co. (Delaware), and Erb Motor 
Truck Hauling Corporation, of Philadelphia, Pa., into Jones 
Motor Co., Inc. (Pennsylvania), subject to the condition that 
before exercising any of the authority granted, Jones Motor Co. 
(Delaware) shall file an appropriate petition requesting that 
iis application in MC 15272 be dismissed. The new company, 
incorporated December 4, 1940, is authorized to issue 1,250 
shares of stock, par value $100 a share, comprised of 250 shares 
of common voting stock and 1,000 shares of 5 per cent preferred 
stock. The unification, the report said, would permit the use of 
the combined equipment to better advantage in peak business 
periods, eliminate the operation of many empty or lightly loaded 
trucks, and afford an improved service generally to the shipping 
public. Separate terminals at Philadelphia and Reading, Pa., 
itadded, would be consolidated, and, with additional employes, 
would remain open 24 hours a day to permit the movement of 
a greater volume of traffic at night when the roads were less 
congested. Commissioner Porter concurred in the approval but 


said he thought the application should be approved in its en- 
urety. 


Bus Line Vendor’s Predicament 


Disclosed in a report by the Commission, division 4, on a bus 
line purchase application was the predicament of a motor 
bus company which found it had acted in haste when, on enter- 
ing into a contract, in April, 1940, for the sale of all its operat- 
Ing rights and certain other property for $35,000, it had pre- 
sumed that the Commission would deny its application for 
authority to transport interstate passengers on its routes. 
The report, by division 4, in MC F-1239, Belleville-St. 
Louis Coach Co., of Belleville, Ill., purchase, St. Clair Bus Line 
0, also of Belleville, authorized the purchase by the applicant 
of the operating rights and of three motor coaches, valued at 
864, of the vendor. The latter, according to the report, was 
authorized in May, 1940, to transport passengers, baggage, 
tlc, between St. Louis, Mo., and Sparta, Ill., and between 


Sparta, and Chester, Ill., and to conduct certain charter opera- 

lions. ‘The applicant had authority to transport passengers 
crtween St. Louis and specified points in Illinois, said the 
mmission. 


When the contract was executed, vendor’s authority to 
operate to and from points south of Sparta was confined to 
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the handling of intrastate passengers, and such operations were 
being conducted at a loss, division 4 observed. In view of the 
subsequent granting of its section 207 application covering 
operations in interstate and foreign commerce over routes south 
of Sparta, vendor no longer desired to consummate the instant 
transaction, alleging that the purchase price of $35,000 did not 
contemplate inclusion of the subsequently confirmed interstate 
rights, said the report. It noted, however, that the contract 
covered all of vendor’s rights. Questions involving interpreta- 
tion of contract rights, it said, must be left for settlement be- 
tween the parties or by the courts. 

Applicant planned to abandon vendor’s operations south 
of Sparta, unless otherwise directed by the Commission, the 
report continued. The Commission said that if such abandon- 
ment should result, it would not be consistent with the public 
interest to authorize the purchase, adding that, if necessary, 
applicant could take proper steps later to abandon the route. 


Rates on Coal 
The Traffic World Washington Bureau 


The Commission, by division 3, in No. 28345, Pocahontas 
Operators Association, et al. vs. Norfolk and Western, et al., 
has found not unreasonable, but unduly prejudicial, the joint 
rates on coal from the Norfolk and Western group No. 3, in 
West Virginia and Virginia, to destinations on the Carolina, 
Clinchfield and Ohio from Quarry, Va., to its terminus at Spar- 
tanburg, S. C., to the extent that they exceed rates from the 
Big Sandy-Elkhorn-Harlan districts by more than 23 cents and 
by more than 40 cents from the southwestern Virginia district. 
New rates are to be established not later than May 28. 





Joint Control of Truck Lines 


Two motor carriers, theoretically competing with each 
other, but commonly controlled and managed, would have 
duplicate operating authority and would conduct duplicate 
operations if the transaction in question were approved, said the 
Commission, division 4, as it denied, in MC F-972, Andrew 
Franko, et al., control, White Star Trucking, Inc., the applica- 
tion of Andrew, George and Joseph Franko and John Franko, 
Jr., of Dearborn, Mich., for authority to acquire joint control of 
White Star Trucking, Inc., of Detroit, Mich., through purchase 
of a majority of its outstanding capital stock. 

The report observed that the three applicants first named, 
together with the wife of John Franko, Jr., owned in equal 
proportions all the stock of Franko Brothers, Inc., a motor 
common carrier transporting specified commodities between 
points in Ohic and Michigan. White Star Trucking, Inc., said 
the Commission, had outstanding 450 shares of stock, of which 
John Franko, father of the applicants, owned 205 shares and 
John Franko, Jr., 100 shares. 

“In view of these circumstances,” said the report, “it ap- 
pears that Franko Brothers and White Star may already be 
controlled and managed in a common interest, and that what is 
here proposed is merely a redistribution of stock among in- 
dividuals representing the same interests.” 

Applicants considered the operations of Franko Brothers 
of a type differing from those of White Star, the report con- 
tinued, but, it added, under their respective confirmed operating 
rights White Star was authorized to perform, in part, the same 
service as Franko Brothers in much the same territory. Sav- 
ings were contemplated through a practical merger of many 
of the functions common to both operations, such as office per- 
sonnel, solicitation, etc., and the principal distinction would be 
the dissimilarity of corporate names, said the Commission, add- 
ing that this would be “a distinction in form rather than sub- 
stance.” A merger in substance should not be achieved through 
redistribution of stock, but through actual merger of the prop- 
erties, said the report. It cited several cases in which the 
Commission had condemned as uneconomical and as incon- 
sistent with the public interest the maintenance of multiple cor- 


porations operating over duplicate routes, under common man- 
agement. 


FT). D. D. M. & S. REORGANIZATION 

Wiping out the interests of common and preferred stock- 
holders, the Commission, by division 4, in Finance No. 12545, 
Fort Dodge, Des Moines & Southern reorganization, has ap- 
proved a plan for the reorganization of that road, pursuant to 
section 77 of the bankruptcy act, as amended, under which the 
present capitalization would be reduced from $10,162,791 to 
$3,672,500, and fixed interest charges would be eliminated. The 
equities of the stockholders were found to have no value, and 
no provision was made for their participation in the plan. The 
effective date of the plan is January 1, 1941. 

The new capitalization is to consist of $2,260,000 of 4 per 
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cent income mortgage sinking fund bonds, and $1,412,500 of 
common stock, having a par value of $10 a share, with annual 
charges of $90,400 and $11,300, respectively. 

Present holders of first mortgage bonds, including the 
United States as collateral holder of such bonds, will receive 
for each $1,000, principal amount thereof, $400, principal 
amount, of new income bonds and 25 shares of new $10 par 
value common stock, and their pro-rate share of free assets, 
taking the new stock at par. General creditors, including 
present holders of debentures, will receive their pro rata 
share of the debtor’s free assets found by the court to consist 
of $299,050 of cash. 


PETITIONS FOR REHEARING, ETC. 


No, 28392, A. D. Cook, Inc., vs. B. & O. et al. 
reopening and reconsideration by entire Commission. 

MC C-252, Akin Truck Line, minimum charges, Texas to Louisiana. 
Austin Franklin Akin, dba Akin Truck Line, asks that hearing now 
scheduled for Shreveport, La., March 31, be canceled and that subse- 
quently entire proceedings be vacated and order herein be vacated and 
set aside. 

Finance No. 9918, Missouri Pacific reorganization. Walter Frank, 
as one of the executors of the last will of Jacob F. Dewald, deceased, 
and as a member of the firm of Kurzman & Frank, his attorneys, asks 
reconsideration of denial of an allowance of compensation to him and 
to said attorneys. 

No. 26570, reduced pipe line rates and gathering charges. Gulf 
Pipe Line Co. of Oklahoma, Gulf Pipe Line Company of Pennsylvania, 
Gulf Pipe Line Company and Gulf Refining Co. of Louisiana, respond- 
ents, ask that proceeding as to these respondents be dismissed. In 
a separate petition, Gulf Refining Co., respondents, as successor to 
Gulf Pipe Line Co., Gulf Pipe Line Co. of Oklahoma, Gulf Pipe Line Co. 
of Pennsylvania and Gulf Refining Co. of Louisiana, asks reopening and 
further hearing in order that this respondent may be permitted to 
show facts which have occurred subsequent to submission of this 
cause. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask modification of findings and orders specifically 
to eliminate manganese sulphate from requirements of said findings 
and orders. In a separate petition, southwestern lines, defendants, 
ask relief under findings 27 to permit establishment of rate of 60 
cents a 100 pounds on fused magnesium calcium salt for further pro- 


Complainant asks 


cessing, minimum weight 80,000 pounds, from Midland, Mich., to Dow, . 


Tex. 

Ex Parte MC 21, motor carrier rates in central territory. Gilbert 
W. McAvoy asks modification of presently outstanding order in so far 
as order prescribes minimum rates on explosives. 

Ex Parte MC 21, motor carrier rates in central territory. Central 
States Motor Freight Bureau, Inc., asks further modification of orders 
in connection with automobile parts. 

Ex Parte MC 22, motor carrier rates in New England. 
Motor Freight Conference, Inc., 
dated August 3, 1938, as amended. 

Ex Parte MC 20, trunk line territory motor carrier rates. Julius 
Goldberg, dba Godfrey Motor Freight, asks modification of order for 
purpose of allowing petitioner to publish truckload rates on sugar, 
minimum weight 23,000 pounds, from Baltimore, Md., to points in 
Pennsylvania. 

Ex Parte MC 20, trunk line territory motor carrier rates. Canny 
Trucking Co., Inc., asks permission to publish and put into effect a 
71 cent less truckload rate to apply on wine containing not in excess 
of 21 per cent alcohol when moving from New York, N. Y., and points 
taking the same rates to Binghamton, N. Y., and points taking the 
same rates, and Elmira, N. Y. 

Ex Parte MC 22, motor carrier rates in New England. Palmer 
ines, Inc., asks reconsideration of findings in order of May 21, 1940, 
in so far as said order prescribes minimum rates on paper bags in 
bundles from the New York metropolitan area to Canaan, Conn., and 
certain points in Berkshire County, Mass., as set forth in Item No. 5 
on page 3 of appendix thereof. 

No. 28362, Lufkin Rule Co. vs. A. T. & S. F. et al. Complainant 
asks reconsideration by entire Commission and complete reversal of 
finding by Commissioner Mahaffie in report dated January 9 (mimeo- 
graphed). 

No. 28470, F. W. Smalstig vs. B. & O. et al. Defendants ask Com- 
mission to reconsider decision to end that it be set aside and an order 
issued dismissing complaint. Petitioners further ask that order in 
this case be stayed until Commission has had an opportunity to pass 
on this petition for reconsideration. 

MC F-1184, Mason & Dixon Lines, Inc., purchase, Clarence and 
J. M. Coggin and Gurney Lee Cox. Horton Motor Lines, Inc., and 
Barnwell Brothers, Inc., ask entire Commission to reconsider and re- 
verse order of division 4, entered February 26. 


MC F-1460, Central Wisconsin Motor Transport Co., purchase, 
Northwest Truckways, Inc. Central Wisconsin Motor Transport Co. 
and Northwest Truckways, Inc., ask temporary authority for Central 
Wisconsin Motor Transport Co. to operate certain property and operat- 
ing rights of Northwest Truckways, Inc. 

1. & S. M-1098, packing house products, Des Moines, Ia., to St. 
Louis, Mo. Protestants ask rehearing. 

No. 26515, eastern brick rates. American Refractories Institute 
has filed a petition in support of petition of official territory lines for 
modification of orders and for fourth section relief to permit changes 
in the rates on brick and related articles, between points in official 
territory, including certain points in Missouri. 

Ex Parte MC 23, midwestern motor carrier rates. 


Eastern 
asks further modification of order 


Western Trunk 
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Line Motor Common Carriers Bureau, in a second petition, asks modj- 
fication of order. 

Ex Parte MC 20, trunk line territory motor carrier rates. Richards 
Motor Freight Lines asks Commission to vacate or otherwise modify 
its order with respect to rates on bankers’ supplies. 

Ex Parte MC 20, trunk line territory motor carrier rates. In q 
twenty-eighth petition, Middle Atlantic States Motor Carrier Confer. 
ence, Inc., asks reopening, reconsideration and modification of order 
in connection with automobile accessories and parts. 

Ex Parte 104, Part 2, practices of carriers affecting operating 
revenues or expenses, terminal services, Interlake Iron Corporation 
terminal allowance. Northern Pacific, respondent, and Interlake Iron 
Corporation ask modification of report, 210 I. C. C. 205 and cop. 
temporaneously modification of application of accompanying order 
dated July 29, 1935. 

Ex Parte MC 22, motor carrier rates in New England. 
Lines, Inc., asks modification of orders, 

Ex Parte MC 20, trunk line territory motor carrier rates. In a 
twenty-ninth petition, Middle Atlantic States Motor Carrier Confer. 
ence, Inc., asks reopening, reconsideration and modification of order 
in connection with iron and steel articles. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask relief under finding 27 to permit establishment of 
rate of 1320 cents a ton of 2,000 pounds on cells, electrolytic chlorina- 
tion, concrete reinforced, minimum weight 80,000 pounds, from Mid. 
land, Mich., to Dow, Tex. 


Palmer 


*“Coerced” Rates on Meats, Ete. 


“The time has arrived for the Commission to stop the 
practice of intimidation, whereby large shippers call in a 
motor carrier or rail carrier and state to him, ‘Reduce your 
rates or we will establish our own highway transportation,” 
says a brief on behalf of the Public Utilities Commission of 
Idaho, the Idaho Cattle & Horse Growers Association, the 
Idaho Wool Growers Association and the Idaho State Grange, 
setting out exceptions to the proposed report of Examiner 
M. J. Walsh in MC C-204 and I. and S. No. 4820, meats, pack- 
ing house products, etc., Denver, Colo., to Idaho (see Traffic 
World, March 8, p. 565). 

“The Commission has heard much of rate wars recently,” 
continues the brief, “and here is an example of an outright 
rate war. First, we have the American Motor Freight, who 
is a common carrier by truck, reducing the rate from 84 cents 
to 75 cents by an arrangement of mixtures in their classifica- 
tion in the item governing whereby fresh meat may be in- 
cluded with packing house products by leaving the minimum 
the same as the rail carriers’ minimum. Then, we have the 
example which is before the Commission in this proceeding of 
the rail carriers publishing a tariff reducing the minimum 
4,000 pounds, and the rate 14 cents a 100 pounds; and the 
examiner overlooks this fact... .” 

Respondents did not state, said the brief, what official of 
Swift & Co. told them the company would establish its own 
highway service unless the suspended rates became the lawful 
rates. The brief added that the protestants and the Commis- 
sion were entitled to know whether this was “a threat in 
fact.” The brief argued that the examiner’s views were in 
conflict, in several respects, with those of the Commission in 
Westbound Rates on Meats, 210 I. C. C. 13, and contended 
that it was proper for the Idaho protestants to ask the Com- 
mission to make it possible for Idaho to retain its small 
packing house industry by bringing the rates of “one vehicle” 
up to the rail and truck rates and by establishing uniform 
mixtures and minimums. The protestants ask that argu- 
ments before the Commission be permitted in the proceedings 
in question. 


R. & C. ABANDONMENT 

Prospects of substantial increases in traffic in the future 
were not such as to warrant a trial period of operation as Ie 
quested by counsel for the Public Service Commission of South 
Carolina, said Examiner R. Romero in a proposed report in 
Finance No. 13046, Raleigh & Charleston Railroad Co. Re 
ceivers abandonment, in which he recommended a finding by 
division 4, subject to a condition, that the present and future 
public convenience and necessity permitted abandonment by the 
Raleigh & Charleston, and Legh R. Powell, Jr., and Henry W: 
Anderson, its receivers, of the entire line from Lake View 1 
South Marion, 19.9 miles, in Marion and Dillon counties, S. C. 

Examiner Romero proposed the condition that the a> 
plicants sell the line or any part of it to “any person or corpor 
tion offering within 60 days from the date of the certificate t0 
purchase the same for continued operation at a price not les 
than the fair net salvage value thereof.” He observed that gross 
revenues for the last four years had gradually decreased, that 
the annual net income deficit had more than doubled in that 
period, that abandonment would not seriously inconvenience thé 
principal shippers, as other rail service was available, and that 
other shippers would not be without common carrier service, ® 
their freight was adaptable to truck transportation. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Augmented Rights of Truck Line 


Operating rights granted to a truck line under a “late” 
grandfather application should be broad enough to include, in 
addition to specified commodities transported prior to the stat- 
utory date, other articles closely related to those commodities 
and transported for the same shipper by the applicant since 
the statutory date, in the opinion of Examiner W. L. Schubert. 

The examiner expressed that view in a proposed report, 
served March 22, on further hearing in MC 93649, John Whisen- 
ant, dba Whisenant Transfer Co., of Maiden, N. C., common 
carrier application. He recommended that the applicant be 
authorized to operate as a common carrier of cotton yarn, 
from Maiden, Newton and Patterson, N. C., cotton knit goods 
from Newton, and new furniture from Lincolnton, N. C., to 
destinations in South Carolina, Virginia, Maryland, the District 
of Columbia, New Jersey, New York and Pennsylvania; gen- 
eral commodities, with exceptions, on return movements only, 
from points in those states to Maiden and Patterson and North 
Carolina points within 25 miles of Maiden, and roofing from 
York, Pa., to North and South Carolina points not more than 
7% miles from Maiden, over irregular routes. This was a “late” 
grandfather application and authority was granted in the prior 
report, 17 M. C. C. 259, on the conclusion that continuous opera- 
tion prior to and since June 1, 1935, was strong evidence of 
public convenience and necessity. The prior report did not 
specifically include authority for transportation of cotton knit 
goods and new furniture. The proceeding was reopened on 
petition of the applicant. 

After having transported cotton yarn for a period of years, 
the applicant began transporting cotton knit goods from New- 
ton in 1938, said the examiner. Such goods were sufficiently 
similar to cotton yarn, in their processing and sale by the same 
concern, to warrant the authorization proposed, he said, adding 
that a shipper who manufactured different commodities of 
similar characteristics should be permitted to utilize the serv- 
ices of the same carrier with respect to both commodities. It 
was shown at the further hearing that the applicant had trans- 
ported new furniture until 1935, when the shipper’s factory 
burned down, and that it had later resumed such transporta- 
tion, for another shipper. As applicant had continued the 
“holding out” to perform such service, there had been no 
cessation of operation, said the examiner. 


Rail-Water Class Rate Relief 


Against the opposition of southern railroads and various 
southern commercial interests, Examiner W. M. Cheseldine has 
recommended relief to the end that northern railroads and 
water lines may establish joint rail-water class rates between 
official territory and part of western trunk line territory to the 
south Atlantite ports of Charleston, S. C., Savannah, Ga., and 
Jacksonville, Fla., without observing the long and short haul 
part of section 4, at intermediate points on the rail lines. The 
relief, proposed in fourth section application, No. 18268 rail- 
water class rates to and from south Atlantic ports would ex- 
tend to rates made in relation to the class rates. 


At present, according to the report, the water lines main- 
tain a system of so-called non-concurrence rates between north 
and south Atlantic ports to which the railroads are not parties. 
Use of the permission proposed by Examiner Cheseldine, it is 
thought, will not leave any excuse of reason for the maintenance 
of such rates. As described by the examiner, under the exist- 
Ing plan the water lines absorb the charges of the rail lines to 
the northern ports from the trunk line, New England Buffalo- 
Pittsburgh areas. They also maintain a line of proportional 
tates, class and commodity, between the two groups of ports on 

ic originating at or destined to points in central and Illinois 
territories, used in determing the through rates. 

.That method of publication of rates, resulting from the in- 
ability of the rail and water carriers to agree, according to the 
examiner, has been the subject of criticism by the Commission 
fora number of years. He said that as the water lines were 
hot subject to the Commission’s jurisdiction, the Commission 
ad ne direct control over that method of publication. Al- 
though the Commission had frequently suggested that joint 


a be established little had been done in that direction, he 
said. 

The application considered by the examiner was made by 
parties to Curlett and Doe rail tariffs, Agwilines, Bull Steam- 
ship, Merchant & Miners, Ocean Steamship Co. of Savannah 
and Eastern Steamship lines, indicating agreement between the 
hitherto disagreeing interests. 

The rail-water rates will be made differentially under the 
all-rail rates in accordance with an appendix, not herein re- 
produced, subject to the southern classification. Varying dif- 
ferentials will have to be used, due, as indicated, to the blend- 
ing of the differing official and southern rate levels, so as not to 
produce a rate structure that might exceed the aggregate of inter- 
mediates. The greatest difficulty, the report said, was caused 
by the different relation of lower classes to the first class in 
official territory from that in the south, as for instance, in the 
sixth class rates, which in the south are 40 per cent of first 
class while in official they are 27% per cent. 

In behalf of the solution of an admittedly complex problem 
the applicants asserted that the proposal would result in both 
increases and reductions but would end the present unsatisfac- 
tory situation and at the same time substantially maintain ex- 
isting revenues and be satisfactory to shippers. However, there 
was some objection from shippers. The examiner set forth 
many results of the proposal. 

Applicants’ first class rail-water rate between Chicago and 
Charleston, he said, was $2.33, a combination of proportionals to 
and from the north Atlantic ports. If the proportionals were 
canceled as proposed, he said, the combination of locals would 
be $2.82. The first class all-rail rate, he said, was $2.49, or 33 
cents less. The applicants proposed, said the examiner, to 
establish a joint first class rate between Chicago and Charleston 
over the rail-water routes of $2.33, which would be 16 cents 
under the all-rail rate. The sixth class rate would be 93 cents. 
A similar situation, the report says, will obtain in connection 
with the rates between Chicago and Savannah and Jacksonville. 

The conditions are the customary ones as to the basis of 
rates at the intermediate points being on the differential bases, 
not to exceed the lowest combination and subject to the 33% and 
50 per cent circuity limitations; also the further condition that 
the relief shall apply only to the rates of rail lines operating 
between the north Atlantic ports and interior points over which 
they have relief as to class rates. 


Barge-Rail tron Competition 


Basing his recommendation largely on the national trans- 
portation policy declared in the transportation act of 1940, Ex- 
aminer Andrew C. Wilkins has proposed that the Commission 
deny fourth section relief to make reductions running as high 
as 15 cents in rail rates, to meet private barge competition 
from the Birmingham, Ala., district to New Orleans and Mobile 
(see Traffic World, Feb. 10, 1940, p. 348). 

Application for relief from the long and short haul part of 
section 4 was made in fourth section application No. 18250, iron 
ana steel articles to Gulf ports on behalf of railroads hauling iron 
and steel from origin points in official territory including Illinois 
territory and southern territory to New Orleans, La., Gulfport 
and Pascagoula, Miss., Mobile and Chickasaw, Ala., and Pen- 
sacola, Fla., all being spoken of as Mobile and New Orleans. 
Joined with this was fourth section application No. 18311, in the 
nature of a “me too” proceeding, in which similar relief was 
sought from Kansas City, Mo.-Kan.. St. Joseph. Mo., Atchison and 
Leavenworth, Kan., Minnequa and Pueblo, Colo., to New Or- 
leans. The western applicants desired merely the same relief, 
if any, that might be granted the application in the title applica- 
tion. 


The private barge competition of the Tennessee Coal, Iron 
and Railroad Co. was treated as the starting point for the rail- 
roads, which, according to the examiner’s report, would, if 
granted, be jn disregard of the national policy. That company 
was shown among the interveners in behalf of the title applica- 
tion. Other steel and iron companies, the Alabama Iron and 
Steel Shippers Conference and several commercial bodies also 
intervened in behalf of the applicants. 

The water lines, led by the government’s Inland Waterways 
Corporation, the Memphis Freight Bureau, New Orleans Joint 





THE ERIE RAILROAD 


heartily endorses 


PERFECT SHIPPING and 
CAREFUL HANDLING 
MONTH 


as sponsored by 


THE REGIONAL SHIPPERS 
ADVISORY BOARDS 


TRAFFIC WORLD 


494% 


tt 


The Erie Station Service Department coordinates 

the efforts of station supervisors, station agents, 

special committees...carries on a comprehensive 
program of education in loss and damage prevention 
among all employees who have anything to do with 
freight transportation. 


Working out of division points, nine supervi- 
sors of stations and car service direct station 
forces in the fight against loss and damage. 


THE HEAVY DUTY RAILROA 









ORLD March 29, 1941 






























ars ago, the Erie Railroad declared war on loss and damage to freight shipments. 
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Traffic Bureau, State Port Authority of Virginia and the Norfolk 
Port Traffic Commission intervened in opposition to the ap- 
plications. 

The widespread applicability of the reductions was made 
so as to preserve relations. The critical reductions from the 
Birmingham district were from 37 to 22 cents to New Orleans 
and 31 to 19 cents to Mobile. 

At the hearing the water carriers made a motion to dismiss 
for lack of proof. The carriers filed a motion for temporary 
relief but the Commission, by division 2, while the proceeding was 
pending, denied both motions. 

The present rates are based on the so-called southern com- 
promise outlined in Iron and Steel Between North and South, 
222 I. C. C. 174, increased 10 per cent under Ex Parte 123, the 
Fifteen Per Cent Case, 226 I. C. C. 41. 

According to the report the Tennessee company, in the event 
the relief were granted, would abandon use of its barges between 
the Birmingham district and New Orleans and use the railroad 
transportation instead. 

Over the direct route to New Orleans earnings on the 37-cent 
rate, said the report, on a 70,000-pound minimum would be 43.4 
cents a car-mile and 21.3 mills a ton-mile. Over the longest route, 
said the report, the earnings would be 27.1 cents a car-mile and 
7.7 mills a ton-mile. 

The private barge service to New Orleans did not begin until 
late in 1937 but on traffic for beyond it was begun in 1923. The 
report said the record did not show the cost of private barge 
service. The common carrier barges showed, according to the 
report, they did not try to compete with the private barge lines. 
The Mississippi Valley line said its opposition arose out of a 
desire to prevent needless waste of revenues and to protect the 
rate structure against the inroads which would result from grant 
of relief. It said it constantly met such competition but that when 
the competition threatened the entire rate structure it abandoned 
the field where the destructive work was going on. 

Examiner Wilkins figured that the reductions would result 
in a gain of $45,855 in revenue from the Birmingham area but a 
loss from other points of origin of $86,091. He said the proposals 
here were not in accord with the principles for guidance in re- 
questing long-and-short haul relief and the result would be no 
_ gain to the railroads but a loss to both railroads and water 

ines. 

Although the declaration of national policy was given no 
section number, said Examiner Wilkins, it was placed at the 
beginning of the act as a sort of preface to the entire act. The 
final sentence, he pointed out, had the effect of making it a part 
of every section of the act. One of the inherent advantages of 
transportation by water, he said, was its lower cost in com- 
parison with rail transportation. Private barge transportation. 
he observed, was not subject to regulation but it was required 
in the administration of section 4 that the inherent advantage of 
common and contract carriers by water be preserved. 

Here, said the examiner, it was proposed to reduce the rates 
below the approved level over all routes, the tendency being to 
break down the present basis of rates arrived at by a com- 
promise agreement of the many conflicting interests of competing 
carriers and shippers, approved by the Commission. 

“It is clearly shown,” said the examiner, “that the grant 
of the relief here requested would not tend to foster sound eco- 
nomic conditions among the several carriers and would not be 
in accord with the declared national transportation policy.” 


Eastern Petroleum Coke Rates 


Emerging from a mass of data Examiner H. W. Archer, 
in No. 28493, Harry R. Defiler Corporation vs. Erie, et al., and 
complaints joined with it, has recommended that rates on 
petroleum coke, in trunk line and from central territory to 
trunk line be found unreasonable to the extent they exceeded 


or may exceed 17.5 per cent of first class. 
reparation in some instances. 

While the cases do not embrace many points of origin 
and destination and may not therefore be called general pro- 
ceedings they cover enough points so the effect of the adoption 
of the report by the Commission, it is believed, will be to estab- 
lish 17.5 per cent as the foundation for rates in official classifi- 
cation territory in the future and for the awarding of reparation 
in specific instances. 


The cases joined with the title proceeding are No. 28508, 
Harry R. Defler Corporation vs. Erie, et al., and No. 28523, 
Same vs. New York Central, et al. The cases were heard 
jointly with the Pennsylvania commission, the proceeding be- 
fore that body covering rates on petroleum coke from Neville 

* Island, Pa., to Kaulmont, Pa. All the complaints cover coke 
breeze as well as the coke itself, both being a by-product of 
petroleum refining, breeze being merely the fine material 
passing through screens when the coke is graded by size. Both 


He recommended 
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according to the report, are highly competitive with coke made 
from coal, generally by the by-product process. Both, said the 
examiner, were used primarily for heating purposes and to 
some extent in metallurgy for making carbon electrodes. Petro- 
leum coke loads more heavily than coke made from coal. 

In the title complaint the rate from Bradford, Pa., to Edge- 
water, N. J., was assailed as unreasonable. In No. 28508 a like 
allegation was made as to the rate from Bradford to Massena, 
N. Y., and in the other complaint the rate from Findlay, O., to 
Massena, was assailed as unreasonable. New rates and repara- 
tion were requested. 

The rates charged on shipments from Bradford prior to 
March 20, 1940, the examiner said, generally reflected 22.5 per 
cent of the first class rates but on and after that date 17.5 per 
cent; from Findlay, owing to a fourth section hold-down, about 
19 per cent, but on March 20, 1940, it went down to 17.5 per 
cent. Prior to those dates the rates had been increased 10 cents 
a ton under the permissive order in General Commodity Rate 
Increases, 1937, 223 I. C. C. 657. 

The complainant asked, said the examiner, rates made on 
the basis of 17.5 per cent of the first class rates in effect prior 
to the general increases under the 1937 proceeding, plus 10 
cents a ton on and after Nov. 15, 1937. 

Both sides called attention to many coke cases as well as 
other sorts of cases, the complainants in support of the demand 
for the lower rates and the railroads in support of the assailed 
adjustment. Car-mile and ton-mile data were submitted, 
figured before and after the changes that had been made in the 
rates in the past four or five years. The rate sought from 
Findlay to Massena, the report said, would yield car-mile 
revenue of 24 cents and ton-mile revenue of 7.3 mills, the 
average loading being about 65,529 pounds. 

The precedents cited by the defendants, the examiner said, 
in his opinion, did not offset those offered by the complainant. 
He added that the complainant’s precedents afforded ample 
ground for the findings proposed by him. 

Archer’s recommendation was that the assailed rates are 
and for the future will be unreasonable over the short tariff 
routes to the extent they exceed or may exceed 17.5 per cent 
of first class rates in effect prior to March 28, 1938, plus 10 
cents a ton; and that the rates charged from Bradford to 
Massena over the route of the Erie to Corning, N. Y., thence 
over the New York Central, 408 miles, and the rates charged 
from Bradfoard to Edgewater, were unreasonable in the statu- 
tory period, and would be unreasonable during the pendency 
of the proceeding, to the extent they exceeded or might ex- 
ceed rates made on the 17.5 per cent basis. 

Examiner Archer said the Commission should further find 
that the rates charged from Bradford to Massena over the 
route embracing the Grand Trunk and the rates from Findlay 
to Massena were not unreasonable in the past. Reparation was 
recomended on shipments made on rates that were found to 
have been unreasonable in the past. 


RECORDS OF PASSENGER BROKERS 


Examiner W. W. McCaslin, in Ex Parte MC 36, records of 
passenger brokers, said the record made in the proceeding 
failed to establish that rules proposed by the Commission 
under section 204 (a) (4) governing the maintenance, pres- 
ervation and reporting of records of passenger brokers subject 
to section 201 would be reasonable. He said they should be 
found unreasonable. 

The examiner said that if the proposed rules were adopted 
they would result in undue hardship to the persons required 
to comply therewith without benefits commensurate with the 
cost and inconvenience incident to complying. Furthermore, 
said the examiner, the record failed to afford a basis for 
the establishment of reasonable rules requiring the mainte- 
nance, preservation and reporting of records by brokers of trans- 
portation of passengers by motor vehicle. He said the pro- 
ceeding should be discontinued. 


CASUAL PASSENGER TRANSPORT 


In the opinion of Examiner W. W. McCaslin, expressed in 
a recommended report in Ex Parte MC-35, exemption of casual, 
occasional or reciprocal transportation of passengers by motor 
vehicles, the Commission should find that, to carry out the na- 
tional transportation policy declared in the transportation act, 
the exemption of the casual, occasional or reciprocal transporta- 
tion of passengers by motor vehicle for compensation as pro- 
vided in section 203 (b)(9) should be removed. He said it 
should be removed to the extent necessary to make applicable 
all provisions of the motor carrier act to such transportation 
when sold, offered for sale, provided, procured, furnished or 
arranged for, by any person who held himself or itself out as 
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one who sold, offered for sale, provided, furnished, contracted 
or arranged for such transportation. 

This recommendation is made in view of the facts gathered 
by the Commission in hearings throughout the country last 
summer, showing frauds and abuses by operators or drivers 
of passenger cars carrying or pretending to carry on the share- 
expenses basis. One of the abuses developed by the testimony 
was the abandonment of passengers who had paid their fares 
long before they had reached their destination. Arrangements 
for this sort of transportation had been made through travel 
bureaus. The report said that when such abandonment 
occurred, passengers frequently lost their baggage and personal 
effects and were usually put to expense for food and lodging at 
the point of abandonment. In the cases of impecunious pas- 
sengers, the report said, they had to depend on charity for food, 
lodging and further transportation. 


ERIE PASSENGER SERVICE 


While the proposed operation is technically within the ter- 
minal area of applicant at Jersey City, N. J., by reason of 
tariff filing it has the essential characteristics of a line-haul 
operation and is therefore subject to the provisions of part II 
of the interstate commerce act, says Examiner James C. Chesel- 
dine, in a proposed report in MC 100604, Sub. No. 1, Erie 
Railroad Co., Robert E. Woodruff and John A. Hadden, trus- 
tees, common carrier application, served March 25, recom- 
mending denial of authority to operate as a common carrier 
of passengers and their baggage, between Rutherford, N. J., 
and New York City. 

The examiner cited Pick-up of Live Stock in Illinois, Iowa, 
and Wisconsin, 238 I. C. C. 671, as his reason for finding the 
proposed operation subject to part II. 

According to the report, applicant maintains a ferry serv- 
ice across the Hudson River between Jersey City and Cham- 
bers and West 23rd St., Manhattan. The proposed bus serv- 
ice, it said, was intended to provide an alternative route be- 
tween applicant’s Rutherford station and central Manhattan 
for all passengers who originated at or were destined to 
Goshen, N. Y., and points west thereof. 

Relying on Scott Bros., Inc., Collection and Delivery Serv- 
ice, 4 M. C. C. 551, and Atchison, Topeka & Santa Fe, Ex- 
tension of Operations, 19 M. C. C. 42, applicant was of the 
opinion that no prior authorization was required of the Com- 
mission. It contended that the operations involved were per- 
formed as part of the railroad’s terminal service and as such 
were subject to regulation under part I and part II, and that, 


therefore, the application should be dismissed for lack of 
jurisdiction. 


Proposed Reports 


Contractor’s Equipment 


No. 28537, Scherrer & Bennett Road Construction Co. vs. 
Atchison, Topeka & Santa Fe et al. By Examiner Leland F. 
James. Dismissal proposed. Charges collected at a rate of 46 
cents on contractor’s used equipment, carloads, shipped between 
October 25 and November 4, 1937, inclusive, from Kansas City, 
Mo., to Belvidere, Nebr., on which free transportation was 
accorded from Hurdland, Mo., to Kansas City, applicable. The 
through class A rate from origin to destination, the report said, 
was 57 cents. Complainants claimed that they should have only 
paid 56 per cent of the 57-cent rate as allegedly due the carriers 
beyond Kansas City. The fact that no charge was made for the 
movement to Kansas City, the report added, was due to a con- 
tract entered into on July 10, 1937, between complainants and 
the Santa Fe for grading, change of line, and curve reductions, 
between Baring and Hurdland, Mo. 


Wheat 


No. 28531, Watertown Milling Co. vs. Chicago, Burlington 
& Quincy et al. By Examiner Carl A. Schlager. Dismissal pro- 
posed. Rates charged on wheat, carloads, shipped from origins 
in Nebraska and Minnesota, transited at Watertown, S. D., and 
Superior, Wis., and forwarded to Minneapolis, Minn., between 
June 17 and November 16, 1937, inapplicable, resulting in under- 
charges, and applicable rates not unreasonable or otherwise 
unlawful. Complainant sought waiver of undercharges and 
reparation. Flat rates of 26, 25 and 25 cents on certain ship- 
ments from Hallock, Donaldson and Argyle, respectively, to 
Watertown, were collected. Defendants sought to collect charges 
based on those rates plus 4 cents transit charge. Complainant 
sought waiyer of undercharges and reparation based on the flat 
rates of 20.5, 20 and 20 cents from those origins to Minneapolis, 
plus 4 cents transit charge. The flat rates from Hallock to 
Minneapolis and Watertown were 20.5 and 26 cents, respectively. 
The flat rates from Argyle to Minneapolis and Watertown were 
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20 and 25 cents, respectively. The flat rates from Donaldson 
to Minneapolis and Watertown were 20.5 and 25 cents, respec- 
tively. The flat rate from Watertown to Minneapolis was 16 
cents. The applicable rates on the shipments from Hallock, 
Argyle and Donaldson, the report said, were 26, 25 and 25 cents, 
respectively, plus 4 cents transit charge. The shipments in 
question, according to the report, were undercharged in an 
aggregate of $133.85. Charges on another shipment were col- 
lected at a rate of 19 cents from Omaha, Neb., to Watertown, 
2.5 cents, Watertown to Superior, Wis., and 4.5 cents, Superior 
to Minneapolis. The shipment was undercharged $155.16. 


Iron or Steel Building Battens 


No. 28258, Cincinnati Sheet Metal & Roofing Co. vs. Penn- 
sylvania et al. By Examiner J. P. McGrath. Dismissal pro- 
posed. Applicable rates on sheet iron or steel building battens, 
in mixed carloads with galvanized sheet iron, sheet iron roofing, 
and certain roofing materials shipped in July and August, 1937, 
from Cincinnati, Ohio, to Terrell, Lake Dallas, Sherman and 
Bonham, Tex., and Berwyn, Pauls Valley and Ponca City, Okla., 
not shown to have been unreasonable. Some of the shipments 
proposed to be found to have been overcharged and others 
undercharged. Defendants, the examiner said, should be di- 
rected to adjust the outstanding overcharges and undercharges. 
Charges were collected at fifth class rates of 89, 92 and 88 
cents, minimum 40,000 pounds, on shipments to Terrell, Lake 
Dallas and Sherman, respectively, said the report, adding that 
the shipments were overcharged $28.45, $16.59 and $25.94, re- 
spectively. Charges were collected at column 32.5 rates of 77 
cents to Berwyn and Bonham and 70 cents to Ponca City on 
the articles in the shipments other than building battens, at the 
third class rate of $1.67 on building battens in the shipment 
to Berwyn, and at the fourth class rates of $1.29 and $1.17 on 
building battens in shipments to Bonham and Ponca City, 
respectively. The rates charged on the shipment to Berwyn, 
the examiner said, were applicable. The applicable rates on the 
building battens in the shipments to Bonham and Ponca City, 
he said, were the third class rates of $1.65 and $1.48. The ship- 
ments to those two destinations were undercharged $42.91 and 
$36.53, respectively. The record indicated, said the report, that 
charges of $376.32 were collected on the shipment to Pauls 
Valley. The applicable rate, it said, was the fifth class rate of 
90 cents, and the applicable charges $364.82. Apparently, it 
added, the shipment was overcharged $11.50. 


Electric Fans 


No. 28532, F. A. Smith Manufacturing Co. vs. New York 
Central et al. By Examiner L. J. P. Fichthorn. Dismissal 
proposed. Carload minimum and charges collected on a ship- 
ment of electric fans made July 2, 1937, from Rochester, N. Y., 
to Dallas, Tex., applicable. The shipment weighed 42,800 
pounds and complainant ordered a 50-foot car, said the report. 
Defendants, it said, furnished a 40-foot 6-inch car and a 36- 
foot 6-inch car, in which were loaded 23,400 pounds and 19,400 
pounds, respectively. Charges were collected at the applicable 
class A rate of $1.33, minimum 30,000 pounds, based on the 
weight of 49,400 pounds, which was the aggregate of the ap- 
plicable minimum of 30,000 pounds on the first car and the 
actual weight of the lading in the second car. Complainant 
sought charges based on the aggregate weight of the lading 
in the two cars. The question for determination was the cor- 
rectness of the weight used in computing charges. 


Pickles 


No. 28510, L. C. Forman & Sons, Inc. vs. New York Ctnral 
et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Rates charged on pickles in brine, in tank-car loads, shipped 
between January 19, 1937, and March 23, 1939, from origins 
in Michigan to Pittsford, N. Y., not unreasonable. Fifth class 
rates of 33 and 36 cents, prior to and on and after March 28, 
1938, respectively, the report said, were charged on representa- 
tive shipments from Smiths Creek, Mich. Complainant sought 
rates of 30 and 33 cents, respectively. The rates sought, the 
report said, were not applicable on shipments in tank cars. 


Livestock 


No. 28548, Producers Co-Operative Commission Association 
vs. Chicago & Erie et al. By Examiner Leland F. James. 
Dismissal proposed. Combination rate of 43 cents charged 
on a double-deck carload of livestock shipped January 15, 1938, 
from Uniondale, Ind., to Pittsburgh, Pa., applicable and not 
shown to have been unreasonable. A joint commodity rate of 
30 cents was claimed. The controversy revolved around the 
question of routing. 

Empty Containers 
I. and S. No. 4762, empty containers in western trunk line 


and southwestern territories, embracing I. and S. No. 4763, of 
the same title. By Examiner J. Edgar Snider. On further 
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hearing, recommends affirmation of the findings in the prior 
report, 241 I. C. C. 385, that the schedules proposing a reduced 
rating on empty containers, returned, carloads, previously used 
in the transportation of beer and certain other beverages from, 
to, between, and within western trunk line and southwestern 
territories were unlawful. The rating was proposed to be 
reduced from an exception to the classification basis of 14 per 
cent of first class in western trunk line and 12.5 per cent of 
first class in southwestern territories to 9 per cent of first class, 
minimum 18,000 pounds, in box cars, and 14,000 pounds in 
refrigerator cars. Respondents sought the reduction to prevent 
“further depletion” of the traffic. The report said nothing was 
offered by respondents at the further hearing, other than a 
reiteration of their position in the original proceeding. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


IMinois (Toledo)—-MC 101996, Cumberland Coaches, Inc., 
extension—express. Joint board 149. Served March 21. Cer- 
tificate proposed on finding applicant’s proposed operation to 
be that of a common carrier. General commodities which are 
at the time moving on bills of lading of a railway express com- 
pany under its responsibility, between Mattoon, Ill., and Bone 
Gap, Ill., over Illinois highway 121 from Mattoon to Greenup, 
Ill., thence over Illinois highway 130 to Bone Gap Junction, IIl., 
thence over an unnumbered county road to Bone Gap, serving 
all intermediate points and the off-route points of Hidalgo, Rose 
Hill, Dundas, and West Salem, Ill. 

Alabama (Montgomery)—MC 102141, Alabama Stages, Inc., 
common carrier application. Joint board 100. Served March 
22. Certificate proposed. Passengers, baggage, express, news- 
papers and mail between Brantley, Ala., and Elba, Ala., over 
Alabama Highway 52, with service to all intermediate points. 
The joint board said service of the type proposed was not now 
available between Brantley and Elba, by motor carrier or by 
rail. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

Kansas (Leavenworth)—MC 102051, John Zink, contract 
carrier application. Joint board 195. Served March 22. Denial 
of permit proposed. Cereal, beverage and beer from Kansas 
City, Mo., and Chicago and Belleville, Ill, to Leavenworth, 
Kan., and empty beverage containers from Leavenworth to 
Kansas City, Chicago and Belleville, over irregular routes. 

Kansas (Wichita)—-MC 102007, G. H. McGinnes, contract 
carrier application. Examiner Pete H. Dawson. Served March 
22. Permit recommended. New or used portable buildings, 
complete with equipment, over irregular routes, from Wichita 
to points in Arkansas, Colorado, Illinois, Iowa, Minnesota, Mis- 
souri, Nebraska, New Mexico, Oklahoma, Texas and Wyoming. 


Texas (Ranger)—-MC 101853, W. F. Deaton, common car- 
rier application. Joint board 77. Served March 22. Certificate 
proposed. Machinery, materials, supplies and equipment in- 
cidental to or used in construction, etc., of facilities for dis- 
covery, development and production of natural gas and petro- 
leum between points in specified Texas area, over irregular 
routes. 


Missouri (Excelsior Springs)—-MC 101811, Albert Vassmer, 
contract carrier application. Joint board 36. Served March 
22. Permit proposed. Coal from mines at Mosby, Mo., and 
those within one mile thereof, and from mines at Elmira, Mo., 
and those within two miles thereof, to specified section of 
Kansas, over irregular routes, and return with no transporta- 
tion for compensation. 


Virginia (Harrisonburg)—-MC 101789, Mervin Benjamin 
Wine, contract carrier application. Joint board 245. Served 
March 22. Permit proposed. Animal and poultry feeds and 
equipment and supplies necessary for the raising and marketing 
of poultry, from Harrisonburg, Va., to points in Pendleton 
county, W. Va., with no interstate service to or from Franklin, 
W. Va., and points on U. S. Highway 33 between Franklin and 
Harrisonburg. 

New York (Binghamton)—-MC 101655, Robert H. Ross, 
contract carrier application. Examiner Walter W. Bryan. 
Served March 22. Dismissal of application for permit, on ap- 
plicant’s request, proposed. Produce between points in 
Onondaga county, N. Y., and points in Lackawanna and Luzerne 
counties, Pa., and anthracite coal between points in the latter 
two counties, on the one hand, and, on the other, points in New 
Jersey and New York, over irregular routes. 
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Pennsylvania (Lancaster)—-MC 101623, C. E. Findley, com- 
mon carrier application. Joint board 199. Served March 22. 
Permit recommended, on proposed finding that applicant's 
operations are those of contract carrier. Lumber from Balti- 
more, Md., over specified route to Rohrerstown, Pa., via Lan- 
caster, thence over irregular routes to construction sites in 
Lancaster county, Pa. and from Wilmington, Del., over 
specified route to the aforesaid destination points, and over 
irregular routes from Rohrerstown to Lancaster county points; 
fertilizer from Baltimore over specified routes to Lancaster, 
thence to a point half a mile east of eastern limits of Lan- 
caster, Pa. 

New Jersey (Trenton)—-MC 101558, Keystone Structural 
Steel Co., common carrier application. Examiner W. E. Messer. 
Served March 22. Certificate proposed. Hosiery knitting ma- 
chines, uncrated, of not less than 25 feet in length, between 
points in Massachusetts, Connecticut, Rhode Island, New York, 
New Jersey, Pennsylvania, Maryland, Delaware, Virginia, West 
Virginia, North Carolina, South Carolina, Georgia, Flor‘da, 
Indiana and Ohio including operations through District of Co- 
lumbia when necessary over irregular routes. 

Colorado (Pagosa Springs)—-MC 101545, Sub. No. 1, Hugh 
Kyle, common carrier application. Joint board 125. Served 
March 22. Certificate proposed. Live stock, farm products, 
articles used in the operation of a farm but not including 
articles for personal use of or consumption by human beings, 
used household goods, contractor’s supplies and equipment used 
in oil and gas fields, in road building and in general building 
construction, building materials and coal between points in San 
Juan and Rio Arriba counties, N. M., on the one hand, and 
Pagosa Springs, Colo., and points within 35 miles thereof, ex- 
cluding places east of the Continental Divide, on the other, 
over irregular routes. 

Indiana (Hammond)—MC 101474, Red Top Trucking, Inc., 
common carrier application. Joint board 73. Served March 22. 
Certificate proposed. Asphalt, road building, excavating, grad- 
ing and underground construction machinery and supplies, ma- 
terials and equipment used in road building, excavating, and 
grading and underground construction between points in In- 
diana and Illinois, over irregular routes. 

Pennsylvania (Belleville)—-MC 100512, Sub. No. 3, Irvin 
R. Yoder, extension application. Examiner Walter W. Bryan. 
Served March 22. Permit proposed. Meat scrap, tankage, bone 
meal, linseed oil meal, beans, fertilizer, seeds, cotton seed meal, 
linseed meal, feeds, oyster shells, bone charcoal, and seed pota- 
toes between Belleville, Pa., and points in New Jersey, Dela- 
ware, Maryland and in a specified section of New York. 

lowa (Schleswig)—-MC 96374, George J. Reincke, common 
carrier application. Joint board 138. Served March 22. Cer- 
tificate recommended. Live stock between Schleswig and points 
within 10 miles thereof, on the one hand, and Omaha, Neb., 
on the other; feed, agricultural implements and parts, build- 
ing materials, hay, straw, seeds, lime, salt, grain, coal and 
petroleum products in containers, from Omaha to Schleswig 
and points within 10 miles thereof, over irregular routes. The 
joint board said shippers in the territory had evidenced a need 
for applicant’s services. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within 30 days from 
date of service. 


Texas (Iowa Park)—MC 96280, J. J. Wright, common car- 
rier application. Joint board 77. Served March 22. Certificate 
proposed. Machinery, materials, supplies and equipment used 
in the construction, etc., of facilities for discovery, development 
and production of natural gas and petroleum between Iowa 
Park, Tex., on the one hand, and, on the other, all points in 
Wichita county, Tex., over irregular routes. 

Texas (Holliday)—-MC 96277, B. W. Finnell and Gilbert 
Finnell, dba B. W. & Gilbert Finnell, common carrier applica- 
tion. Joint board 77. Served March 22. Certificate proposed. 
Machinery, materials, supplies and equipment used in the con- 
struction, etc., of facilities for discovery, development and pro- 
duction of natural gas and petroleum between Holiday, Electra, 
Olney, Iowa Park and Seymour, Tex., on the one hand, and on 
the other, all points in Wichita, Archer, Baylor and Young 
counties, Tex., over irregular routes. 

Missouri (St. Louis)—-MC 96272, William J. Rostron, dba 
Rostron Drayage Co., contract carrier application. Joint board 
135. Served March 22. Permit recommended. Corrugated and 
solid fibre cartons, and fibre sheets, between points in Missouri 
in St. Louis commercial zone, on the one hand, and Alton, IIl., 
on the other, over irregular routes to U. S. Highway 67 and 
thence over that highway to Alton. 

Michigan (Marshall)—MC 92374, Georgia Shellenberger, 
common carrier application. Examiner William J. Cave. Served 
March 22. On further proceedings, certificate proposed. House- 
hold goods, new and used office and store furniture and equip- 
ment, including refrigerators and refrigerator equipment when 
used as a part of store or office equipment, between Marshall 
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Mich., on the one hand, and, on the other, points in Illinois, 
Indiana and Ohio, over irregular routes. The examiner said 
the authority previously granted the applicant, in 13 M. C. C. 
939, did not include transportation of refrigerators and refrig- 
erator equipment as here specified. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

Tennessee (Memphis)—-MC 96176, Sub. No. 1, Paul Clancy, 
extension, Alabama-Kentucky-Louisiana. Examiner J. L. Brad- 
ford. Served March 22. Certificate recommended. Heavy ma- 
chinery, contractors’ equipment, and parts and accessories 
thereof, in special equipment, in quantities of not less than 
10,000 pounds, between points in Tennessee, Louisiana, Arkan- 
sas, Mississippi, Kentucky and Alabama, over irregular routes. 

Kentucky (Morehead)—MC 93528, J. L. Barker, common 
carrier application. Joint board 37. Served March 22. On 
further hearing, findings in prior report and order, 22 M. C. C. 
741, authorizing issuance of certificate for operation as com- 
mon carrier of general commodities, with certain exceptions, 
between Cincinnati, O., and Sandy Hook, Ky., over a specified 
route, serving all intermediate points in Kentucky and specified 
off-route points, proposed to be affirmed. The joint board said 
that the proceeding had been reopened on protest of rail car- 
riers in official and southern territories, but that the pro- 
testants failed to present evidence at the last hearing that 
would warrant a conclusion different from that stated in the 
aforesaid report and order. 

Massachusetts (Braintree)—-MC 89373, Sub. No. 2, Arthur 
H. Sibley, extension of operation, Maine and Vermont. Ex- 
aminer Joseph B. Hobbs. Served March 22. Permit proposed. 
Explosives and blasting supplies, chemicals and cellulose and 
empty containers used in transportation thereof, between 
Quincy and West Quincy, Mass., and South Windsor, Conn., on 
the one hand, and Maine, Vermont, Massachusetts, Rhode 
Island, Connecticut, and New Hampshire, on the other, over 
irregular routes. As to explosives and blasting supplies, the 
authority proposed would include destination points in Maine 
and Vermont only. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

New Hampshire (Plaistow)—MC 85008, Sub. No. 1, Lean- 
der G. Tait, dba City Oil Transportation, extension of opera- 
tions, Maine and New Hampshire. Joint board 114. Served 
March 22. Denial of certificate recommended. Petroleum prod- 
ucts, in bulk, between Portland and South. Portland, Me., and 
specified points in New Hampshire, over irregular routes. 

North Carolina (Charlotte)—-MC 77178, Sub. No. 1, Albert 
G. Thompson, extension of operations. Examiner Paul A. Col- 
vin. Served March 22. Denial of certificate proposed. General 
commodities, with exceptions, between points in North Caro- 
lina, South Carolina, Virginia, the District of Columbia, Mary- 
land, Pennsylvania, Delaware, New Jersey, and New York, over 
irregular routes. The examiner said the evidence disclosed that 
numerous motor carriers now available offered facilities suffi- 
cient for the needs of shippers and receivers served by the 
applicant. 

New Jersey (Irvington)—-MC 71593, Morris Brownstein, 
common carrier application. Examiner R. J. Burns. Served 
March 22. Certificate proposed. General commodities, with 
exceptions, from Newark, N. J., to New York, N. Y., and from 
New York, N. Y., to points in Union, Hudson, Essex, Bergan 
and Passaic counties, N. J., over irregular routes. 

illinois (Chicago)—-MC 69116, Sub. No. 2, Spector Motor 
Service, Inc., turnpike operation. Examiner Walter W. Bryan. 
Served March 22. Certificate proposed. General commodities, 
with exceptions, between Norwalk, O., and Harrisburg, Pa., 
for operating convenience only, over specified routes. 

Michigan (Three Rivers)—-MC 66408, Sub. No. 1, Three 
Rivers Cartage Co., Inc., contract extension, Michigan-Indiana, 
embracing Sub. No. 2, Same, contract extension, Steuben county. 

Examiner F. R. Benny. Served March 22. Permit recom- 
mended, in MC 66408, Sub. No. 1; building materials and sup- 
plies from East Chicago, Ind., to points in St. Joseph, Kalama- 
z00, and Cass counties, Mich.; flour and feed from Gary, Ind., 
to points in Berrien, Branch, Calhoun, Cass, Kalamazoo, St. 
Joseph and Van Buren counties, Mich., and feed from Chicago 
to these seven Michigan counties and to DeKalb, Elkhart, La- 
grange, Laporte and St. Joseph counties, Indiana, over irregular 
Toutes in each instance. Permit recommended also in MC 66408, 
Sub. No. 2; flour and feed from Chicago to points in Steuben 
County, Ind. 

_ Maine (Lewiston)—-MC 61685, Sub. No. 2, Frank E. and 
William H. Maliar, co-partners dba Maliar Brothers, extension 
of operation, Maine. Joint board 70. Served March 22. Cer- 
tificate proposed. General commodities from Lewiston, Farm- 
Ington and Rumford, Me., to all points in Androscoggin, Frank- 
In and Oxford counties, Me., over irregular routes. 

New Jersey (Trenton)—-MC 58998, Sub. No. 2, Anchor 
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Warehouse Co. extension of operation, general commodities. 
Examiner John P. McCarthy. Served March 22. Denial of 
certificate proposed. General commodities between Trenton, 
N. J., on the one hand, and, on the other, Philadelphia and 
Chester, Pa., New York, N. Y., and Wilmington, Del., over 
irregular routes, applying on shipments originating in, or pass- 
ing through, Anchor Warehouse Co., Inc. 

North Carolina (Lexington)—-MC 56357, O. T. Davis, dba 
Lexington Forwarding Co., common carrier application. Ex- 
aminer James C. Cheseldine. Served March 22. Denial of 
certificate, under the grandfather clause, to applicant as suc- 
cessor in interest to R. L. Meacham and I. L. Blaylock, partners, 
and H. D. Hunt, proposed. Household goods and general com- 
modities between points in North Carolina, South Carolina, Vir- 
ginia, Maryland, Delaware, Pennsylvania, New Jersey, New 
York and the District of Columbia, over irregular routes. 

Nebraska (Lincoln)—-MC 53030, Sub. No. 1, Eric E. Boman, 
dba Boman Transfer, extension, additional Nebraska points. 
Joint board 138. Served March 22. Permit proposed. Dairy 
products and supplies between Sioux City, Ia., on the one hand, 
and, on the other, Beatrice, Fremont, Grand Island, Nebraska 
City and Rushville, Neb., over irregular routes. 

Vermont (Websterville)—-MC 49089, Sub. No. 1, Vermont 
Explosives Co., Inc., common carrier application. Joint board 
132. Served March 22. Certificate proposed. Explosives and 
blasting supplies from Websterville, Vt., and points within five 
miles thereof, to points in New Hampshire on and north of U. S. 
Highway 4, and from points in that section of New Hampshire 
to points in Vermont, over irregular routes. 

Kansas (Wichita)—-MC 30451, Sub. No. 6, The Luper Trans- 
portation Co., extension of operations. Examiner Pete H. Daw- 
son. Served March 22. Permit recommended. Fresh meats 
and packing house products, dressed poultry, eggs, seafoods, 
and articles merchandised by packing houses, from Wichita, 
Kan., to Memphis, Tenn., and to points in specified section of 
Arkansas; lard substitutes and cooking oils from Memphis to 
Wichita, over irregular routes. 

lowa (George)—-MC 14513, Sub. No. 1, Herman Koersel- 
man, extension of operations. Joint board 146. Served March 
22. Certificate proposed. Grain between all points in Iowa and 
Minnesota within a radius of. 20 miles of, and including, George, 
Ia.; live stock between points in the aforesaid area, on the one 
hand, and Austin, Minn., on the other, and emingrant movables 
between points in the aforesaid area, on the one hand, and all 
points in a specified section of southwestern Minnesota, on the 
other, over irregular routes. 

Massachusetts (Chatham)—MC 11714, Sub. No. 1, J. Lewis 
Tuttle, Jr., dba Tuttle’s Cape Cod Express, extension of opera- 
tion, household goods. Examiner R. J. Flood. Certificate pro- 
posed. Household goods between Chatham, Mass., and points 
within 25 miles of Chatham, on the one hand, and points in 
Rhode Island, Connecticut and New York, on the other, over 
irregular routes. 


Connecticut (Bridgeport)—-MC 9876, Sub. No. 2, National 
Transportation Co., Inc., extension, Massachusetts and Rhode 
Island. Joint board 134. Served March 22. Certificate pro- 
posed. Castor oil, in bulk in tank trucks, from Bridgeport, 
Conn., to points in Massachusetts and Rhode Island, except to 
those previously authorized in other proceedings, with no trans- 
oe for compensation on return, except as otherwise au- 
thorized. 


Illinois (Chicago)—-MC 7665, Sub. No. 1, Wilbur Bohl, dba 
Bohl Motor Service, common carrier application. Joint board 
149. Served March 22. Denial of certificate proposed, on the 
ground that applicant’s operations in conducting collection and 
delivery service for line-haul motor carriers between points 
within the corporate limits of Chicago, Ill., and between Chi- 
cago and Clearing, Ill., are not subject to certificate require- 
ments of the act. General commodities between points in 
Illinois within the Chicago commercial zone. 

Texas (Fort Worth)—MC 2228, Sub. No. 6, Merchants Fast 
Motor Lines, Inc., extension, Camp Bowie. Joint board 77. 
Served March 22. Certificate proposed. General commodities, 
with exceptions, over a regular route between Brownwood, Tex., 
and the site of Camp Bowie, Tex., with no service to inter- 
mediate points. 

Tennessee (Memphis)—MC 1362, Sub. No. 3, Highway Ex- 
press, Inc., extension, Alton. Joint board 135. Served March 
22. Certificate recommended. Glass bottles from Alton, IIl., to 
Memphis, Tenn., over a regular route serving no intermediate 
or off-route points. 

Nevada (Gardnerville)—-MC 26, Sub. No. 1, Mono Basin 
Transport, Inc., extension of operations. Joint board 78. Served 
March 22. Certificate proposed. Machinery and equipment 
(new and used mining, milling, ore reduction, farm, industrial 
and construction) from San Francisco, Oakland, Emeryville, 
Berkeley, Haywards, Stockton, and Pittsburg, Calif., to points 
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in specified sections of Nevada, and from points in the aforesaid 
destination territory to points in a specified area in California; 
machinery and equipment (used, dismantled mining and mill- 
ing), in truckloads, minimum 20,000 pounds, from San Francisco, 
Oakland, Emeryville, Berkeley, Haywards, Stockton and Pitts- 
burg, Calif., to points in specified areas of Nye, Esmeralda and 
Mineral counties, Nev., and from those Nevada points to the 
aforesaid origin points in California. Exceptions, if any, must 
be filed within 25 days from date of service. 

Pennsylvania (Philadelphia) —-MC 102328, Robert J. Thomp- 
son and James J. Thompson, co-partners, dba Robert J. Thomp- 
son, contract carrier application. Examiner John P. McCarthy. 
Served March 25. Denial of permit proposed. Paint pigments, 
steel drums and containers between points within 40 miles of 
Philadelphia, Pa., located in Delaware, Maryland, and New 
Jersey, and return with rejected shipments, over irregular 
routes. 

Pennsylvania (Philadelphia)—-MC 102279, William Her- 
bert and John J. Nussbaumer, co-partners, dba Herbert and 
Nussbaumer, contract carrier application. Examiner John P. 
McCarthy. Served March 25. Denial of permit proposed. Non- 
alcoholic beverages, in containers, from Philadelphia, Pa., to 
Baltimore, Md., Wilmington, Del., New York, N. Y., and points 
in New Jersey, and return with rejected shipments and empty 
containers used in the transportation of non-alcoholic bever- 
ages, over irregular routes. 

Pennsylvania (Philadelphia)—-MC 102113, William Jackson, 
common carrier application. Examiner John P. McCarthy. 
Served March 25. Denial of certificate proposed. Passengers, 
in special or charter operations, between Philadelphia, Pa., 
and points in New Jersey, Maryland, Delaware, and New York, 
over irregular routes. 

Missouri (Kansas City)—MC 102042, Jack E. Isreal, dba 
Grand Delivery Co., contract carrier application. Joint board 
36. Served March 25. Permit recommended. Such com- 
modities as are dealt in by mail order stores from Kansas City, 
Mo.-Kan., to points in Douglas, Johnson, Leavenworth, Miami, 
and Wyandotte counties, Kan., and Clay, Cass, Jackson and 
Platte counties, Mo., over irregular routes, with no transporta- 
tion for compensation on return, except for articles refused, 
repossessed, damaged, or returned for repair. 


lowa (Vail)—MC 101973, Leslie Green, common carrier 
application. Joint board 138. Served March 25. Certificate 
recommended. Live stock, grain, hay, straw, and fodder, from 
points in Iowa within 10 miles of Vail, except municipalities, 
to Omaha and Fremont, Neb.; feeder cattle from Fremont to 
the Iowa area, except municipalities, described; and feeder 
cattle, mill feed, and such commodities as are used in the op- 
eration and maintenance of farms and dairies, and those used 
in live stock feeding from Omaha to the Iowa area, except mu- 
nicipalities, described, over irregular routes. 

Minnesota (Russell)—-MC 101501, E. H. Karbo, Arnold 
Karbo and Maurice Karbo, dba Karbo’s Trucking Service, com- 
mon carrier application. Joint board 147. Served March 25. 
Certificate proposed. Live stock between Russell, Minn., and 
points within 15 miles thereof, on the one hand, and points in 
South Dakota on and north of U. S. highway 14 and on and 
east of U. S. highway 281, and Sioux Falls, S. D., on the other, 
between Russell and points within 15 miles thereof, on the 
one hand, and Sioux City, Ia., on the other, and from South 
St. Paul, Minn., to points in Iowa on and north of U. S. high- 
way 20 and on and west of U. S. highway 169. 


New York (Patchogue)—-MC 100929, Robert Isherwood, 
contract carrier application. Examiner Herbert P. Haley. 
Served March 25. Permit proposed. Agricultural commodi- 
ties, from Suffolk county, N. Y., to Newark, Jersey City, West 
New York, Passaic, Paterson, and Hawthorne, N. J.; potatoes 
from Port Newark, N. J., to Suffolk county, N. Y.; and fer- 
tilizer, fertilizer materials, and acids, from Bayonne, Edge- 
water, Carteret, and Jersey City, N. J., to Riverhead, Mattituck, 
and Southold, N. Y., over irregular routes. 

Missouri (Kansas City)—-MC 200, Sub. No. 6, Riss and 
Company, Inc., extension of operations. Joint board 39. Served 
March 25. Denial of certificate proposed. General commodities, 
with exceptions, between specified points in Kansas and 
Oklahoma. 

Pennsylvania (Philadelphia)—-MC 100174, Sub. No. 1, 
Joseph Calhoun, extension of operation—District of Columbia. 
Examiner John P. McCarthy. Served March 25. Denial of cer- 
tificate proposed. Specified commodities between points in 
Pennsylvania, Maryland, New York, District of Columbia, 
New Jersey and Delaware. 

Pennsylvania (Tyrone)—-MC 93151, Sub. No. 1, Rowe Cam- 
bridge, extension of operations. Examiner Reece Harrison. 
Served March 25. Permit recommended. Activated carbon 
between Tyrone, Pa., and Luke, Md., and from Tyrone to Car- 
ney’s Point, N. J.; printing paper, other than newsprint, be- 
tween Tyrone and Williamsburg, Pa., on the one hand, and 
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Luke, Md., on the other; paper winding cores, iron, from New 
York City, Brooklyn, and points within a 25-mile radius of 
Newark, N. J., to Tyrone and Williamsburg, over regular and 
irregular routes. 

Nebraska (Ansley)—-MC 88839, Carl Herbert Case, dba 
Case Dray, contract carrier application. Joint board 93. Served 
March 24. Denial for want of prosecution proposed. General 
commodities in pick-up and delivery service, over irregular 
routes, within the city limits of Ansley, Neb., under contracts 
with the Chicago, Burlington & Quincy and with Headley 
Transfer of Broken Bow, Neb. ’ 

Connecticut (New Haven)—MC 87364, Sub. No. 1, Domenic 
Badolato, extension of operations. Examiner Herbert P. Haley. 
Served March 25. Certificate recommended. New furniture 
and parts thereof, including hardware when used or to be used 
as parts of furniture or in the manufacture of furniture, from 
Gardner, Mass., and points in Massachusetts within 10 miles 
thereof, to all points in New York, New Jersey, Rhode Island, 
New Hampshire, and Connecticut, except Bridgeport and New 
Haven, Conn., and Newark, N. J.; from Winsted, Conn., to all 
points in Massachusetts; and the return of damaged, refused, 
or repossessed furniture and parts thereof, including hard- 
ware when used or to be used as parts of furniture or in the 
manufacture of furniture, from all points in New York, New 
Jersey, Rhode Island, New Hampshire, and Connecticut, except 
Bridgeport and New Haven, Conn., and Newark, N. J., to Gard- 
ner, and points in Massachusetts within 10 miles thereof; and 
from all points in Massachusetts to Winsted. 

Nebraska (Hastings)—-MC 86326, Ann Blomenkamp, dba 
Truckers’ Exchange, common carrier application. Joint board 
93. Served March 25. Denial of certificate proposed. General 
commodities, over irregular routes, in pick-up and delivery 
service within the city limits of Hastings, Neb., for motor car- 
riers of property in interstate or foreign commerce. 

lowa (Audubon)—MC 82282, Willie Miller, common car- 
rier application. Joint board 138. Served March 25. Certifi- 
cate recommended. Live stock between Omaha, Neb., on the 
one hand, and Audubon, Ia., and points within 15 miles thereof, 
on the other; and of horses and mules from Mapleton, Carroll, 
and Atlantic, Ia., to Omaha, over irregular routes. 

Michigan (Grand Rapids)—-MC 52380, Oliver C. Keller 
and Gertrude Keller, co-partners, dba Keller Transfer Line, 
contract carrier application. Joint board 73. Served March 
25. Certificate proposed on finding applicants’ operations to 
be those of a common carrier. Continuance of operations, fresh 
meats and packing house products, in pool-car distribution 
service, from Grand Rapids, Mich., to points in the lower penin- 
sula of Michigan, except points within 8 miles of Grand Rapids, 
over irregular routes. 


New Hampshire (Dover)—-MC 35670, Sub. No. 3, Inter- 
state Passenger Service, Inc., dba Interstate Lines, extension— 
Exeter to Fitchburg. Joint board 20. Served March 25. Cer- 
tificate recommended. Passengers, and in the same vehicle 
with passengers, baggage and newspapers between Exeter, 
N. H., and Fitchburg, Mass., serving certain intermediate and 
off-route points. The report said there was no substantial 
siege na _ support the application for express and that should 
be denied. 


New Jersey (Perth Amboy)—-MC 31044, Apex Express, 
Inc., common carrier application. Examiner James C. Chesel- 
dine. Served March 25. Denial of certificate proposed. On 
further hearing only as to claimed grandfather rights from and 
to Baltimore, Md., Washington, D. C., Peekskill, N. Y., and 
Lansdowne, Pa., applicant proposed to be found to have failed 
to establish its right under the grandfather clause to a certifi- 
cate as a common carrier of general commodities to and from 
the points over regular routes authorized in the prior report, 
18 M. C. C. 47. 


Ohio (Cleveland)—MC 1503, Sub. No. 30, Central Grey- 
hound Lines, Inc., extension of operations—Albany-Duanesburg. 


Examiner Joseph B. Hobbs. Served March 25. Certificate rec- 
ommended. Passengers and their baggage, and express, mail 
and newspapers in the same vehicle with passengers, between 
Albany and Duanesburg, N. Y., over U. S. highway 20, with 
service to all intermediate points. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

Massachusetts (Cambridge)—-MC 101992, Abraham Chap- 
per and Samuel Rosen, co-partners, dba Chapper & Rosen, 
common carrier application. Examiner R. J. Flood. Served 
March 27. Denial for want of prosecution proposed. Wooden 
barrels and metal drums in Massachusetts, Rhode Island, Con- 
necticut, New York and New Jersey. 

Wisconsin (Clinton)—MC 101384, George Schmidt, com- 
mon carrier application. Joint board 13. Served March 27. 
Denial of certificate proposed. Farm produce, live stock and 
farm implements, between points in Rock county, Wis., and 
Chicago, Ill., over regular and irregular routes. 
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New Jersey (Bloomfield)—-MC 100742, Joseph George 
Houston, dba J. G. Houston Transportation, contract carrier 
application. Examiner Herbert P. Haley. Served March 27. 
Denial of application proposed on further hearing. General 
commodities, with exceptions, between Newark, N. J., and New 
York, N. Y., and from Bloomfield, N. J., to New York, and tin 
from New York to Bloomfield. 

California (Santa Maria)—-MC 85205, Sub. No. 1, Brad- 
ley Truck Co., extension of operations. Examiner F. Roy 
Linn. Served March 27. Denial of certificate proposed. As- 
phalt and asphalt products, in containers, from Santa Maria, 
Casmalia, and Betteravia, Calif., and points within 5 miles 
thereof, to Port Hueneme, Calif., over irregular routes. Ex- 
ceptions, if any, must be filed within 25 days from date of 
service. 

New York (New York)—MC 66562, Sub. No. 210, Railway 
Express Agency, Inc., extension, Mullens to Pemberton, W. Va. 
Joint board 118. Served March 27. Certificate proposed. Gen- 
eral commodities moving in railway express service between 
Mullens and Pemberton, W. Va., over regular routes. The rec- 
ommended authority is subject to the conditions (1) that the 
service to be performed by applicant shall be limited to serv- 
ice which is auxiliary to, or supplemental of, railway express 
service, and (2) shipments transported by applicant shall be 
limited to those moving on a through bill of lading, or express 
receipt, covering in addition to a motor carrier movement by 
applicant, an immediately prior to immediately subsequent 
movement by rail. 

Utah (Salt Lake City)—-MC 52364, Sub. No. 4, Jones Co., 
extension of operations—special commodities. Joint board 297. 
Served March 27. Certificate proposed. Materials, equipment, 
and supplies required in the operation and utilized in the 
maintenance of CCC camps between Winnemucca, Nev., and 
Camp McDermitt, Ore., over irregular routes. Exceptions, if 
any, must be filed within 25 days from date of service. 

New Jersey (Rosenhayn)—MC 60612, Sub. No. 1, Samuel 
Tischler, extension—canned goods. Examiner W. E. Messer. 
Served March 27. Certificate proposed. Canned goods from 
Quinton to New York, N. Y., points in Nassau and Suffolk 
counties, N. Y., points in Pennsylvania on and east of U. S. 
highway 15, and those in Delaware and Maryland and the 
District of Columbia, and empty cans from Baltimore and Phil- 
adelphia to Quinton, over irregular routes. 

Oklahoma (Oklahoma City)—-MC 29427, Sub. No. 4, South- 
western Motor Carriers Corporation, extension—Bridgeport, 
Okla. Joint board 88. Served March 27. Certificate proposed. 
Passengers and their baggage, and express, mail and news- 
papers in the same vehicle with passengers, between Anadarko 
and Bridgeport, Okla., over U. S. highway 281, with service to 
all intermediate points. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within 30 days from 
date of service. 

Arkansas (Magnolia)—-MC 24583, Sub. No. 1, Fred Stew- 
art, extension—Mississippi-Tennessee. Examiner J. L. Brad- 
ford. Served March 27. Certificate recommended. Machinery, 
materials, supplies and equipment incidental to or used in, the 
construction, development, operation, and maintenance of fa- 
cilities for the discovery, development, and production of nat- 
ural gas and petroleum between points in Arkansas, Louisiana, 
Texas, Mississippi and Tennessee. over irregular routes. 

illinois (Chicago)—-MC 2180, Sub. No. 21, Burlington 
Transportation Co., extension—Bridgeport. Neb.-Junction of 
Nebraska highway 19 and U. S. highway 26N. Joint board 93. 
Served March 27. Certificate proposed. Passengers and their 

baagage and express, mail and newspapers in the same vehicle 
with passengers, between Bridgeport, Neb., and junction of 
Nebraska highway 19 and U. S. highway 26N, over Nebraska 
highway 19, serving Northport, Neb., as an intermediate point. 
The transportation company is a wholly-owned subsidiary of 
the Chicago, Burlington & Quincy Railroad Co. The purpose 
of the application was to abandon operations over that part 
of the route between Bridgeport and Bayard, Neb., over U. S. 
highway 26 and substitute the route mentioned. thereby en- 
abling applicant to operate over a surfaced highway instead 
of a gravel highway. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 


MILWAUKEE REORGANIZATION 


A petition filed in federal district court at Chicago by Frank | 


C. Nicodemus and Helen W. Munsert, attorneys for the Chicago, 
Milwaukee, St. Paul and Pacific, to have the court place M. M. 
Millikin and Associates of Boston in charge of a new revision 
of the company’s lists of bondholders, has been denied by Judge 
Michael L. Igoe, after the applicants appeared in the court 
in an attempt to show that the Boston testing group had made 
a survey of holders of one bond issue of the railroad which 
indicated the company’s lists were only 50 per cent accurate. 
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Officers of the road testified that present lists of holders of 
bonds had been brought up to date as late as February 20. 
The petititoners have made the question of the bondholder Jists 
part of their grounds for preventing the Commission from 
holding a vote among creditors on approval of the reorganiza- 
tion plan (see Traffic World, Feb. 15, p. 389; Feb. 22, p. 457, 
and March 15, p. 653). 

Judge Igoe has granted permission to trustees of the road 
to seek Commission permission to establish coordinated truck 
and rail service on less carload shipments from Chicago and 
Milwaukee to points in northern Michigan and Wisconsin. The 
trustees wish to spend approximately $50,000 for a subsidiary 
truck line to distribute merchandise from railroad terminals 
at Plymouth and Green Bay, Wis., in an effort to establish first 
morning deliveries to points in Michigan and Wisconsin. 

Saying that the Commission’s decision in Finance No. 10881, 
Chicago & North Western reorganization (see Traffic World, 
March 22, p. 692), was controlling in the instant case, division 
4 of the Commission has denied a petition by the Milwaukee 
for an order authorizing the trustees of that debtor railroad 
to expend funds of the trust estate, within such maximum 
limits as might be fixed by the Commission, for expenses in- 
volved in connection with the debtor’s objections to the plan 
of reorganization as certified by the Commission to the federal 
court for the northern Illinois district, eastern division, and in 
connection with the perfection and prosecution of an appeal 
by the debtor from that court’s order of November 13, 1940, 
approving the plan. 

The report and order by division 4 were issued, on ref- 
erence by the federal court mentioned, in Finance No. 10882, 
Chicago, Milwaukee, St. Paul & Pacific Railroad Co. reorganiza- 
tion. The petition was denied without prejudice to its. re- 
newal “at such time as petitioner is prepared to show actual 
expenses incurred and the resulting benefit to the estate.” 

Total expenses for which authority was sought by the Mil- 
waukee were not specified in the petition, but supporting evi- 
dence presented by it embraced items of expected expenses 
pertaining to the appeal amounting to $7,890, said the report. 
In addition to these expenses, the petitioner asked authoriza- 
tion for payment, out of the trust estate, of liabilities incurred 
by the debtor’s attorneys (F. C. Nicodemus, Jr., of the firm 
of Pierce & Green, and A. Perry Osborn), and an “expert wit- 
ness,” Dr. J. H. Parmelee, in connection with preparation and 
presentation of objections to the approved plan which had been 
certified to the federal court by the Commission. These ex- 
penses, connected with or incident to hearings conducted Sep- 
tember 4 to 13, 1940, totaled $2,646.75, according to the report. 


C. AND N. W. REORGANIZATION 


Luther M. Walter and Helen W. Munsert, attorneys for the 
Chicago and North Western, have notified parties to the com- 
pany’s reorganization that they will appear before Judge John 
P. Barnes in federal court at Chicago, March 31, to ask the court 
to order the Commission to fix the maximum limits of allow- 
ance to be paid out of the debtor’s estate for attorneys’ fees 
and for expenses in connection with the debtor’s appeal from 
two court orders of October 12, 1940, approving the reorganiza- 
tion plan and refusing to have the plan sent back to the Com- 
mission for revision. By a7 to 4 vote, the Commission recently 
denied a similar petition for expenses filed by the attorneys 
for the debtor before the Commission at Washington (see 
Traffic World, March 22, p. 692). 

The debtor’s attorneys have filed a petition in the district 
court saying that unless such an order is entered, “there is 
grave doubt that said appeals can further be prosecuted” and 
owners of several hundred million dollars of securities and 
properties would be prejudiced. They ask that the proposed 
order fix the amount for expenses in the appeals at $15,650, 
which they say represents the costs of printing 100 copies of 
the record of the proceedings in the district court and of the 
debtor briefs on appeal. The 100 copies of the record, their 
petition says, would include sufficient copies for filing in the 
Supreme Court in case of appeal from a circuit court decision. 
The petition adds that the debtor has already incurred part 
of the costs by having made deposits in the court of appeals 
toward the cost of printing the record. 


SOO LINE REORGANIZATION 


Obliteration of the interests of the stockholders and of 
the general creditors and drastic reductions in capitalization 
and fixed charges are proposed in a plan of reorganization of 
the Minneapolis, St. Paul & Saulte Ste. Marie Railway Co., 
presented in Finance No. 11897 by G. W. Webster and Joseph 
C. Chapman, trustees of that property, for Commission ap- 
proval. The effective date of the plan is January 1, 1941. 

Any plan, said the trustees, must take into account the 
problems raised by the historical relationship of the Soo Line 
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to, and its present dependence on the Canadian Pacific. The 
debtor’s close relations with the Canadian Pacific, said an in- 
troductory statement, had continued for over half a century as 
a result of traffic agreements and ownership by the Canadian 
Pacific of the majority of the debtor’s common and preferred 
stocks. Such recognition is given in the plan, says the state- 
ment. 

The new capital structure of the reorganized company 
would be $30,844,536 of fixed debt as compared with $159,227,- 
059, a decrease of $128,382,523. 

The reorganized company would have a common stock 
capitalization of $71,931,900 as compared with a present stock 
capitalization of $12,603,400 of preferred and $25,206,800 of 
common stock. 

Annual charges would be cut from $6,632,759 to $1,432,080. 


PROTECTIVE SERVICE CONTRACTS 


The Commission, by division 3, in Ex Parte No. 137, 
contracts for protective service, has extended to October 1, 
the requirements of section 1 (14) (b) of part I of the inter- 
state commerce act. It did that on reconsideration of its 
order of October 18, 1940. That order required all common 
carriers by railroad and express companies subject to part I, 
to file with the Commission five copies of all currently opera- 
tive contracts, agreements, or arrangements under which was 
furnished to or on behalf of such railroads or express com- 
panies protective service against heat or cold to property trans- 
ported or to be transported. 

This action is taken under a proviso authorizing the Com- 
mission to extend the time within which to make its determina- 
tions with respect to any such contracts, agreements or ar- 
rangements, to a day not later than October 1. 

The Commission expected to make such determination 
with respect to the contracts not later than April 1. In making 
this postponement it said it would not be able to make the 
determinations until after April 1, hence the extension of the 
effective date of the section mentioned until the latest pos- 
sible date, namely, October 1. 

Railroads and express companies are required by the order 
to inform the Commission, in writing, on or before August 1, 
which of the contracts filed pursuant to its order of October 18, 
1940, are intended to remain in effect on and after October 
1. The carriers are also required, by this order to file, not 
later than August 1, copies of all amendments to contracts, etc. 


FINANCE APPLICATIONS 


MC F-1492. Lang Transportation Corporation, of Vernon, Calif., 
asks authority to purchase the franchises and operating rights of 
Devere and Wallace, Inc. The broad operating rights of the proposed 
seller, according to the application, serve a territory which uses an 
enormous quantity of petroleum products. Restricted financing, it 
said, had prevented the realization of the fullest possibilities of those 
rights. The purchase of the rights by applicant, the application said, 
would bring to their development management of uncqualed experi- 
ence and success in that specialized field of transportation as well as 
adequate financing. 

Finance No. 13216. Trustees of the Chicago, Milwaukee, St. Paul 
& Pacific ask authority to issue and sell, and assume obligation and 
liability therefor, $3,120,000 of that road’s equipment trust certificates, 
series V, to defray 75 per cent of the cost of equipment estimated at 
$4,194,871. The equipment is to consist of 16 Diesel electric locomo- 
tives costing $1,807,371, of which 3 will be purchased from the Electro- 
Motive Corporation; 3 from the American Locomotive Co.; 2 from the 
General Electric Co.; 6 from the Whitcomb Locomotive Co.; and 2 
from the Davenport Besler Corporation; 525 freight train cars to be 
built by the applicant consisting of 500 fifty-ton all-steel wood-lined 
box cars and 25 steel caboose cars, costing $1,587,500; and 20 pas- 
senger train cars costing $800,000. The certificates, to be issued under 
the so-called Philadelphia plan, on which bids have been asked, are to 
mature in either 20 semi-annual installments, payable on April 1 and 
October 1 of each year beginning October 1, 1941, and ending April 1, 
195i, or 30 equal semi-annual installments, payable, respectively, on 
April 1 and October 1, in each year, beginning October 1, 1941, and 
ending April 1, 1956, at a dividend rate to be determined. 

Finance No. 13217. Gulf, Mobile & Ohio asks authority to acquire 
and operate over approximately 2.5 miles of track from a connection 
with its tracks at Government Street, Mobile, Ala., to Farnell, Ala., 
which is the abandoned Bay Shore Branch of the Mobile & Ohio. The 
cost of acquiring the properties, according to the application, is not 
considerable. The purpose of the proposal is to serve a large furni- 
ture plant near Farnell which is to be built by the Southern Furniture 
Manufacturing Co. 

Finance No. 1493. Gulf Transport Co., Mobile, Ala., asks au- 
thority to purchase operating rights of Lawrence C. Preston, dba Pres- 
ton Truck Service, St. Louis, Mo., for $4,000. The rights sought to be 
purchased are the operations vendor is authorized to conduct as a 
common carrier of general commodities between St. Louis, Mo., and 
Ava, Ill., serving several intermediate points and one off-route point. 

MC F-1494. United Trucking Service, Inc., Port Huron, Mich., 
asks authority to purchase the assets and operating rights of West 
Branch Motor Express, Inc., Bay City, Mich., and to assume its 


liabilities, and temporarily to operate the properties pending disposi- 
tion of the application. 
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MC F-1495. Wells Truckportation, Inc., Reno, Nev., asks authoriiy 
to purchase the operating rights of Marvin L. Young, of Marsing, Ida. 

Finance No. 13220. Pacific Electric Railway Co., asks authority 
to abandon its line between Pomona Junction and North Pomona, 
approximately 1.35 miles in Los Angeles County, Calif., together with 
less than one-half mile of single track. The line proposed to be 
abandoned is used for freight service only and the freight business 
can be handled over the line between Pomona Junction and La Verne, 
Calif., according to the application. Abandonment of the line, it adds, 
will effect an annual saving of $695. 

MC F-1496. Potashnick Local Truck System, Inc., Sikeston, Mo., 
asks authority to purchase the operating rights and property of George 
E. Smith and J. V. Griffin, doing business as Smith and Griffin Truck 
Line, of Farmington, Mo., and temporarily to operate pending final 
transfer. 

MC F-1497. Consolidated Freightways, Inc., Portland, Ore., asks 
authority to issue a $600,000 promissory note so as to provide it with 
working capital (reimbursement of moneys expended from income or 
from other moneys in applicant’s treasury). 

Finance No. 12697. Amended. Missouri & Arkansas asks au- 
thority to issue its series of notes, aggregating $50,000, bearing in- 
terest at a rate not to exceed 5 per cent per annum, the same to 
mature in equal annual installments over a period of 5 years, and 
secured by a first mortgage on the equipment and rail of applicant, 
conditioned that the mortgage lien shall attach only on default in 
payment of principal, or interest, of any of the notes; the proceeds 
of the notes to be used for the purpose of paying audited vouchers 
unpaid, covering past due invoices and bills. The unpaid vouchers 
as of February 28, 1941, according to the application, amounted to 
$121,711.50. 

MC F-1498. L. J. Takin and Blanche Takin, doing business as 
Takin Bros. Transfer & Storage, Waterloo, Ia., asks authority to pur- 
chase the household goods operating rights between points in Iowa 
and Illinois of Takin Bros. Freight Line, Inc., of Waterloo. 


SIGNAL SYSTEMS 


The Southern; New York, Chicago & St. Louis; Chicago, 
Rock Island & Pacific; St. Louis-San Francisco; New York 
Central; Chesapeake & Ohio; and Southern Pacific Co. have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under section 25(b) 
of the interstate commerce act. Any interested party desiring 
hearing should advise the Commission in writing within 15 days 
from March 22. (Announced March 22). 

The St. Louis-San Francisco has filed an application with 
the Commission for approval of proposed modification of signal 
systems or devices under section 25(b) of the interstate com- 
merce act. Any interested party desiring hearing should advise 
the Commission in writing within 15 days from March 24. 

The Chicago, Burlington & Quincy and Northern Pacific 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under sec- 
tion 25 (b) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission in writ- 
ing within 15 days from March 26. 

The Baltimore & Ohio; and Atchison, Topeka & Santa Fe 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under sec- 
tion 25 (b) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission in writing 
within 15 days from March 27. 


PACKAGE-CAR FREIGHT 


Southern railroads, through their agent J. G. Kerr, said the 
American Warehousemen’s Association, merchandise division, 
through its attempt to have the Commission investigate the 
provisions of tariffs relating to unloading of package car freight, 
the sorting of such freight into different lots, and for split 
delivery and reforwarding in less-carload lots, “is simply trying 
to resist an inexorable change in methods of merchandising to 
which the rail carriers must adjust themselves if they expect 
to remain in the business of transportation.” 

‘ This was said in reply to a petition of the association re- 
specting rules and charges governing the distribution and re- 
forwarding of carload and less-carload traffic by rail carriers 
in the south, southwest and west (see Traffic World, Jan. 18, 
p. 154). The reply petition is confined to the association’s 
request of the Commission to investigate the lawfulness of 
split delivery rules published in Agent Miller’s I. C. C. 577. 
Agent Kipp’s I. C. C. A-2987, and Agent Peel’s I. C. C. 3213. 

The split delivery rules, the southern railroads said, were 
not new but had been in effect since 1933. They were before 
the Commission in I. and S. 4534, Split Delivery Rules in the 
South, 232 I. C. C. 577, and found not to be unlawful, they added. 

“The tariffs here under consideration are open to all ship- 
pers alike,” say the railroads. “It has never been shown that 
they create any undue preference or prejudice or that they are 
in any other respect unlawful. We have already pointed out 
that no shippers are here complaining. There is no merit to the 
petition herein and it should be denied.” 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1524, the Commission has suspended from 
March 25 until October 25, the operation of certain schedules 
as published in supplement No. 41 to MF I. C. C. No. 30 and 
tariff MF I. C. C. No. 34 of Agent Everett H. Russell, Akron, 
O. The suspended schedules proposed to establish the follow- 
ing rule to apply in connection with commodity rates, minimum 
20,000 pounds, on packing house products and related articles, 
from Chicago, Ill., to Boston, Mass., Hartford, Conn., New 
York, N. Y., Providence, R. I., and Trenton, N. J.: 


Any one shipment will be permitted without additional charge not 
to exceed two (2) pick-ups at each of the points of origin from which 
rates are published in order to complete loading; likewise there will be 
permitted without additional charge, not to exceed two (2) deliveries 
at each of the destination points to which rates are published in order 
to complete unloading. Additional pick-ups and or deliveries beyond 
those allowed will be charged for on the basis of two dollars and sev- 
enty-five cents ($2.75) per pick-up and/or delivery. 

The provisions of this note will not apply at points intermediate 
to final destination city of the shipment. Stop-off charges for partial 
loading or unloading at such intermediate points in accordance with 
Item 120 herein will apply. 


The present charge for each partial stop-off for partial 
loading or unloading, in excess of the original pick-up and 
final delivery stops, is $5.50. 

In I. and S. M-1525, the Commission has suspended from 
March 24 until October 24, the operation of supplement No. 6 
to tariff MF I. C. C. No. 2 (Delta Truck Line series) of C. 
Herbert Taylor, dba Taylor Motor Freight, Memphis, Tenn. 
The suspended schedule proposed to establish a reduced rate 
on concrete reinforcing bars of 8 cents a hundred pounds, 
minimum weight 60,000 pounds, from Memphis, Tenn., ex water, 
to Arkabutla Dam Site, Miss., in lieu of a present rate of 
15 cents a hundred pounds, minimum weight 15,000 pounds. 

In I. and S. M-1526, the Commission has suspended from 
March 25 until October 25, the operation of certain schedules 
as published in schedule MF I. C. C. No. 17 of Max Loebel, 
Otsego, Mich. The suspended schedule proposed to establish 
anew minimum rate or charge of 25 cents a 100 pounds, mini- 
mum 10,000 pounds, on acid, in carboys, from Joliet, IIl., to 
Otsego, Mich. No minimum rate or charges are in effect on 
this traffic at the present time. 

In I. and S. M-1527, the Commission has suspended from 
March 25 until October 25 the operation of a provision in con- 
nection with minimum rates or charges as published in Sched- 
ule MF-I. C. C. No. 11 of the A. G. Boone Co., Atlanta, Ga. The 
suspended schedules proposed to establish in connection with 
minimum charges for the transportation from Charleston, S. C., 
to designated points in North Carolina of petroleum and its 
products and such supplies and equipment as are used or han- 
dled by bulk plants a provision reading: 


Rates include free return of empty drums (all sizes and thickness) 
and any petroleum and petroleum products in all style packages (old 
stock) from above points to Charleston, S. C. 


Competitive Cottonseed Rates 


The following applications for relief from the long-and- 
short-haul part of the fourth section of the interstate commerce 
act in establishing truck competitive rates on cottonseed prod- 
ucts from southwestern and southern territories to southwestern 
and western trunk line territories, the Commission has an- 
nounced, will be heard May 20, before Commissioner Splawn, 
at the Baker Hotel, Dallas, Tex. 

Fourth section application No. 18030 filed by J. R. Peel, 
agent, asking for authority to establish and maintain truck com- 
petitive rates on cottonseed cake and meal and cottonseed hulls 
and bran between points in southwestern territory, including 
portions of Missouri, Kansas and New Mexico; between the 
aforementioned points and Mississippi River crossings; between 
points in Texas interstate; and export, import and coastwise 
traffic from and to the aforementioned territory through Galves- 
ton, Houston and Texas City, Tex. 


Fourth section application No. 18164, filed by J. R. Peel, 
agent, asking for authority to establish and maintain truck com- 
petitive rates, from southwestern territory to destinations in 
parts of Missouri and Kansas north of the territory included in 
No. 18030, and to portions of Colorado, Nebraska and Iowa. 

Fourth section application No. 18190, filed by J. R. Peel, 
agent, asking for authority to establish and maintain truck com- 
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petitive rates, from southwestern territory to stations in Ne- 
braska, including Fremont and David City, not included in No. 
18164. 

Fourth section application No. 18598, filed by J. R. Peel, 
agent, asking for authority to establish and maintain truck com- 
petitive rates to the same territories and on basis of the same 
scales as proposed in Nos. 18030, 18164, and 18190, except that 
rates are to be published from producing points only subject 
to Rule 27; destinations in western trunk-line territory are to be 
grouped and distances to be those to base or key points. This 
application, the Commission said, was set for hearing only 
as to the commodities described in Nos. 18030, 18164 and 18190, 
when from and to points described in such applications. 

Fourth section application No. 18188, filed by J. G. Kerr, 
agent, asking for authority to establish and maintain truck 
competitive rates on cottonseed cake, meal, hulls and bran, 
from southern territory to points in southern Missouri and 
Kansas, based on scales similar to those in application No. 18030. 

Fourth section application No. 18218, filed by J. G. Kerr, 
and Roy Pope, agents, asking for authority to establish and 
maintain truck competitive rates, on cottonseed cake, meal, 
hulls and bran, from southern territory to destinations in parts 
of Missouri and Kansas not included in application No. 18188, 
and to parts of Colorado, Nebraska and Iowa. 

Fourth section application No. 18303, filed by J. R. Peel, 
agent, asking for authority to apply over west side routes from 
Mississippi River crossings, Memphis and south to destinations 
in Nos. 18188 and 18218 rates on cottonseed cake, meal, hulls 
and bran, the same as over east side routes from and to the 
same points proposed in those applications. 

A petition of Agent Peel’s, dated November 14, 1940, to 
modify circuity limitations in temporary fourth section orders 
Nos. 13579 and 13669, issued responsive to fourth section ap- 
plications Nos. 18030, et al., and 18188, et al., respectively, to 
provide for a 5-mill a ton-mile revenue limitation with respect 
to cake and meal in lieu of circuity limitations included in the 
orders, the Commission said, also will be heard. 

Applicants, a notice by Secretary Bartel says, will be ex- 
pected to furnish information pertinent to the situations in- 
volved as provided in Rule XVIII of the Commission’s rules of 
practice, and particularly,* evidence in justification of relief 
sought over unduly circuitous routes. 





Lake Cargo Coal to Chicago 


Tariffs naming rates on lake cargo coal from Illinois, In- 
diana, and Kentucky to Chicago on the levels prescribed by the 
Commission in I. and S. 4584 (see Traffic World, Feb. 22, p. 439), 
will go in effect April 5 on a one-year basis. The railroads and 
the interested coal organizations have decided to abandon plans 
for taking the matter into court in an attempt to obtain the 
scale of lake cargo rates originally sought in the proceedings. 
Those rates were 10 cents lower than those found justified in the 
Commission’s decision. 

The finding of the Commission, that the reduced rates named 
in the suspended tariffs were too low, was made in the original 
decision in the case, in June, 1940, and affirmed on reargument. 
The suspended schedules were ordered cancelled without preju- 
dice to the filing of rates 10 cents higher than those contained 
therein, on one day’s notice, not later than April 22. 

A number of factors induced the railroads and the coal men 
to agree to a year’s trial of the Commission-prescribed rates. 
Among them were the imminence of the opening of navigation on 
the Great Lakes and the decision of the Supreme Court in C. M. 
St. P. & P. et al. vs. U. S. and I. C. C., upholding the Com- 
mission’s finding that proposed petroleum rates were too low, in 
I. and S. 4614, petroleum between Washington, Oregon, Idaho 
and Montana (see Traffic World, March 15, pp. 609 and 640). ‘The 
principle involved in the petroleum case, according to those inter- 
ested, indicated that the chances for success in litigation against 
the lake cargo coal decision were small. 


“Grasshopper Ratings” Hearing 


A monumental pile of exhibits was submitted in the 
hearing, begun March 25, before Examiner C. W. Berry in I. 
and S. No. 4882, drugs in southern territory, I. and S. M-1473, 
drugs in southern territory; and MC-C 251, drugs, medicines 
and chemicals, in which the question was what to do with the 
so-called grasshopper ratings proposed by the railroads and 
met by the truckers on the commodities indicated in the titles. 
Basically the proposal was to split less-carload ratings into 
ratings based on 2,500 pounds, 5,000 pounds and 10,000 pounds 
(see Traffic World, Feb. 1, p. 291). 

The proposal was made by the railroads with a view to 
obtaining or retaining traffic which seemed attractive to the 
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carriers by motor. The latter retaliated by reductions of like 
character with a view to their own protection ia the event 
the Commission permitted the splits to be made in the less- 
carload ratings. The proposed split ratings are to apply 
between all points in southern territory and between all points 
in that territory and eastern port cities. The motor carriers 
contended the splits proposed represented reductions below 
the 3,500 rail classification rating reductions made in Sep- 
tember, 1940, when, as the railroads claimed they streamlined 
their classification in the south. 

Defense of the proposal was made for the railroads by 
C. W. Dilli of the Southern Railway; P. H. Goodwyn of the 
Louisville & Nashville; J. A. Kane of the Seaboard Air Line 
and N. E. White of the Illinois Central in the early part of 
the hearing. 

Shipper support in great detail was given by George O. 
Griffiths, speaking for Sterling Products Corporation, Inc. 
and many associated and affiliated companies, numbering 155 
in official classification territory, 16 in southern and 32 in 
western. 

Opposition to the proposals was represented, in part, by 
Rueben Crimm and P. H. Cotton for the Southern Motor 
Carriers Rate Conference, an early protestant which asked 
for suspension; Julian M. King, publication agent for the 
Atlantic-Gulf Steamship Freight Bureau, speaking for Gulf 


lines; and T. C. Crouch, Middle Atlantic States Motor Freight 
Conference. 


Walter-Joyce Bill Dismissed 


Judge Gunnar H. Nordbye, in federal district court at St. 
Paul, Minn., March 22, dismissed a grand jury indictment on 25 
counts under the Elkins act against Luther M. Walter and 
Patrick H. Joyce, as trustees of the Chicago Great Western 
Railroad Company. The dismissal was on a motion by John 
W. Graff, assistant United States attorney for the district of 
Minnesota, who accompanied his request with copies of letters 
from Chairman Eastman, of the Commission, to Attorney Gen- 
eral Jackson, and from Thurman Arnold, assistant attorney 
general, to Victor E. Anderson, United States attorney for the 
district, in both of which it was suggested that prosecution 
of the indictment be abandoned. 

The litigation arose out of alleged substitution of billing on 
carload shipments of potatoes, originating west of the Twin 
Cities and transited at that point for destinations east and 
south (see Traffic World, March 15, p. 640). The allegation 
was that, in over 600 instances, inbound billings from Idaho 
were substituted for the correct inbound billings from Minne- 
sota and Dakota points, resulting in through rates lower than 
those applicable under the tariffs. On the one hand, the grand 
jury voted indictments against a group of shippers,, and, on 
the other, against the trustees of the Great Western, on the 
theory that, since the railroad was bankrupt, there was no 
corporation to indict, the property being in possession of the 
trustees. 

Under the Elkins act, penalties for violations are set as a 
fine not less than $2,000 nor more than $20,000 on each count, 
and imprisonment of not more than two years on each count. 

Chairman Eastman’s letter, filed with the motion to nolle 
pros, said that it was written in behalf of division one, of the 
Commission, which had responsibility for criminal prosecutions 
initiated by the Commission. It said that the investigation 
on which the grand jury based its indictments had been made 
by the Commission’s staff, but that the Commission had “no 
evidence indicating nor any reason to believe that the grant- 
ing of the concessions was in any way within the personal 
knowledge of Joyce and Walter,” nor any evidence “of per- 
sonal knowledge on the part of any officer of the railroad suffi- 
cient to justify asking for the indictment of that officer or 
individual.” 

There was evidence, the letter continued, “to impute 
knowledge of the railroad company of the concessions from 
which it benefited.” Ordinarily, under such circumstances, it 
said, an indictment of the railroad as a common carrier was 
sought, but, with a solvent railroad, it was “not the custom 
of the Commission to seek an indictment of the president of 


the corporation or any other of its officers,” unless it had 
“evidence indicating that the lawful act was within the per- 
sonal knowledge of the president or other officer.” 

In the present case, however, the letter said, with the 
Great Western in bankruptcy, “if the railroad was to be in- 
dicted, the only way in which this could be done was by the 
indictment of Joyce and Walter as trustees,” continuing: 


In such circumstances, the indictment is not to be regarded as an 
indictment of these men as individuals but, rather, as an indictment of 
them in the impersonal capacity of a common carrier by railroad. An 
indictment, under such conditions, of the trustees, in this capacity, 
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we believe to be proper and we have no criticism of the grand jury 
for returning such an indictment in this case. 

The circumstances are, however, unusual in one very important re- 
spect. The Chicago Great Western Railroad Company has been going 
through a process of reorganization under the bankruptcy act, and this 
reorganization was substantially consummated on February 19, 1941, 
by the transfer of the property to a new company known as the Chi- 
cago Great Western Railway Company. The property was thus taken 
out of the hands of the trustees on that date and all that remains for 
them to do before discharge as trustees is to prepare and file with the 
court, on or before May 1, 1941, their final report and account. 

The new corporation took over the property with the obligation to 
pay ‘‘all liabilities incurred pursuant to general authorization of this 
court by said trustees or said debtor in the operation of the trust es- 
tate from and after March 1, 1935, which remain unpaid at midnight, 
central standard time, February 19, 1941’’; but it is certainly doubtful 
whether this could be construed as requiring or authorizing the pay- 
ment by the new corporation of any expenses incurred by Joyce and 
Walter in defending themselves against the indictment which was sub- 
sequently, on March 1, 1941, returned by the grand jury, or the pay- 
ment of any fines which might be imposed on them if they should be 
found guilty under the indictment. 


Considering all these circumstances, the letter said, “it 
would be unjust to subject these personally innocent men to 
the certainty of considerable expense and burden and to the 
jeopardy of possible substantial fines and even imprisonment,” 
hence, it asked the Attorney General to take steps toward a 
dismissal of the indictment. 

Assistant Attorney General Arnold’s letter to the United 


States attorney at St. Paul quoted from Chairman Eastman’s 
letter, and said: 


It would seem that no good purpose will be served in prosecuting 
the indictments against these two individuals in their trustee capacity. 
Unless there are other circumstances which in your judgment would 
warrant a continuance of the prosecution, it is the recommendation of 


this department to you that, with the approval of the court, a nolle 
pros be entered. 


The motion was made in court, in the absence of United 
States Attorney Anderson, by Mr. Graff, his assistant. 

The Arnold letter to Anderson pointed out that the rec- 
ommendation contained in the Eastman letter did not apply 
to other parties against whom indictments were voted. Those 
parties entered a demurrer before Judge Nordbye on March 
17. A hearing was held and permission for filing briefs ac- 
corded. Ruling on the demurrer is expected shortly. 


OLEOMARGARINE INQUIRY BROADENED 


The Commission, by division 2, has broadened the scope 
of MC C-230, oleomargarine, Chicago, Ill., and Indianapolis, 
Ind., to Kansas and Missouri, so as to include an investigation 
into the rates and charges and minimum rates and charges of 
motor common and contract carriers on oleomargarine from 
and to the following points: 


From Indianapolis, Ind., to Argentine, Armourdale, Fairfax, Hutch- 
inson, Kansas City, Pittsburg, Quindaro, Rosedale, Salina, Topeka, and 
Wichita, Kansas., and Cement City, Centropolis, Coburg, Englewood, 
Fairmount, Independence, Kansas City and points grouped therewith, 
Leeds, Mount Washington, North Kansas City, Sheffield, Sugar Creek, 
and Waldo, Mo., and also from Bloomington, Blue Island, Bushnell, Cal- 
umet City, Chicago and points grouped therewith, Dixon, Eureka, For- 
est Park, Freeport, Galesburg, Grays Lake, Jacksonville, Jefferson 
Park, Joliet, Kankakee, Morrison, Morton, Peoria, Quincy, Rock Island, 
Roseland, South Chicago, Springfield, and Washington, Ill., to Boon- 
ville, Brookfield, Carthage, Chillicothe, Clinton, Columbia, Fayette, In- 
dependence, Jefferson City, Joplin, Kansas City and points grouped 
therewith, Laclede, Moberly, Monroe City, Neosho, Nevada, Sedalia, 
Shelbina, South St. Joseph, Springfield, St. Joseph, Trenton, Warrens- 
burg, and West Plains, Mo., and Clay Center, Chanute, Coffeyville, Em- 
poria, Garden City, Goodland, Hutchinson, Independence, Kansas City, 
Lawrence, Manhattan, McPherson, Mound Ridge, Neodesha, Newton, 
Parsons, Pittsburg, Salina, Topeka, and Wichita, Kans. 


The proceeding has been assigned for hearing, April 17, 
at the Hotel Morrison, Chicago, Ill., before Examiner R. N. 
Trezise. 


READY TRUCK LINES CASE 


The Commission has filed a brief in federal court at Chicago 
in No. 2568, Ready Truck Lines vs. United States and Inter- 
state Commerce Commission, asking that the court dismiss the 
petitioner’s motion for an injunction restraining the defendants 
from refusing to allow the applicant to operate as a contract 
carrier (see Traffic World, Feb. 8, p. 324). The Commissions 
answer to the applicant’s petition says the Ready Truck Lines 
was denied contract carrier rights only after full and adequate 
hearing. The Commission’s decision was not arbitrary or un 
just and did not exceed the Commission’s authority, the answeT 
says. Hearing in the matter will be held April 7. 
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® 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





(Supreme Judicial Court of Maine.) Where statute was 
entirely free from technical words or phrases, it was to be 
— according to the common meaning of language used 
therein. 

In provision exempting from requirements of certificate 
of public necessity and convenience motor vehicles used within 
limits of a single city or within 15 miles of point in single city 
where property is “received” or “delivered,” but limiting right 
to “participate” in transportation of property originating or 
terminating beyond such limit, the quoted words indicate that 
Legislature did not intend to include within exemption a local 
motor carrier and vehicles which he operates when, through a 
mere transfer of property from one of his trucks to another, 
they are being used to extend his carriage of freight and mer- 
chandise beyond the specified termini or pick-up or delivery 
points which he is authorized to serve as a certified common 
carrier. Pub. Acts 1933, c. 259, Secs. 2-10 (A), as amended by 
Pub. Laws 1935, c. 146. 

Where common carrier hauled merchandise from Augusta, 
Camden and Hiram to Portland in vehicles which had been 
certified by Public Utilities Commission and transferred mer- 
chandise to one of carrier’s local pick-up and delivery trucks 
and completed transportation to Westbrook, a city adjoining 
Portland and within 15 miles therefrom, but not a specified 
pick-up and delivery point in any scheduled routes over which 
carrier was authorized to operate motor vehicles, the Public 
Utilities Commission was justified in suspending the carrier’s 
certificate for violation of the Motor Carrier Act. Pub. Acts 
7 259, Secs. 2-10 (A), as amended by Pub. Laws 1935, 
c. ‘ 

Under provision of Motor Carrier Act exempting opera- 
tion of motor vehicles for local transportation of property for 
hire from requirements of certificate of public necessity and 
convenience, local pick-up and delivery trucks are not ex- 
cluded from the exemption although the local carrier is also a 
common carrier operating under a certificate. Pub. Acts 1933, 
c. 259, Secs. 2-10 (A), as amended by Pub. Laws 1935, c. 146. 

The fact that common carrier operated local pick-up and 
delivery trucks owned by him in transporting shipments of 
merchandise from city in which he maintained a regular and 
established place of business to a city within 15 miles there- 
from, while carrier was also a common carrier operating 
under a certificate issued by the Public Utilities Commission, 
was not a valid reason for suspending the carrier’s certificate. 
Pub. Acts 1933, c. 259, Secs. 2-10 (A), as amended by Pub. 
Laws 1935, c. 146. 


Exceptions do not lie to reasons given for ruling of Public 
Utilities Commission suspending certificate of common carrier, 
but only to the ruling itself. Pub. Acts 1933, c. 259, Secs. 2-10 
(A), as amended by Pub. Laws 1935, c. 146. 

If decision below is correct, it must -be affirmed although 
the lower court relied upon a wrong ground or gave a wrong 
decision. (Public Utilities Commission vs. Congdon, 18 Atl. 
Rep. 2d 312.) 





(Circuit Court of Appeals, Seventh Circuit.) An entry of 
order by Illinois Commerce Commission recognized shipper’s 
right to reparation for excessive charges by railroad, but 
which failed to fix amount due shipper, was not a “final order” 
disposing of reparation claim, and hence commission, upon 
petition of shipper, was authorized to reopen proceedings and 
cag - enforceable award. Smith-Hurd Stats. Ill. c. 111%, 
ec. 76. 

A qualified discharge of receivers of railroad after fore- 
closure sale of property of railroad, by terms of which pur- 
chaser or its assignee became liable for all unpaid indebted- 
hess and liability of receivers incurred in management of 
railroad, which reserved jurisdiction of federal district court to 
determine all claims against receivers which have arisen or 
may arise out of the receivership, did not preclude [Illinois 
Commerce Commission from entering a reparation order in 
favor of shipper for excessive charges by receivers against 
either receivers or assignee of purchaser. Smith-Hurd Stats. 
Ill. c. 111%, Sec. 76. 

Under Illinois Public Utilities Act, no appeal will lie from 
grant of a reparation award by Illinois Commerce Commission, 
though an appeal will lie from denial of a reparation award, 
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and carrier’s only right to review by the courts of a reparation 
award is in a suit by the shipper to enforce award. Smith-Hurd 
Stats. Ill. c. 111%, Sec. 72. 

The construction of the Illinois Public Utilities Act by 
the Illinois courts is conclusive upon the Circuit Court of Ap- 
peals. Smith-Hurd Stats. Ill. c. 111%, Sec. 1 et seq. ; 

A public utilities commission, in prescribing a maximum 
reasonable rate for the future, is performing a “legislative 
function,” and, in sitting to award reparation for alleged over- 
charges when overcharges are based upon reasonable maximum 
rates fixed by commission, is performing a “judicial function,” 
and though commission in performance of second capacity is 
not bound to recognize validity of the rule of res judicata, it is 
bound to recognize validity of the rule of conduct prescribed 
by it and not to repeal its own enactment with retroactive 
effect. 

Under Illinois Public Utilities Act, Illinois Commerce Com- 
mission had no power to base a reparation award in favor of 
shipper against carrier upon retroactive application of a find- 
ing that certain rates were in fact unreasonable, although such 
rates, when exacted, were within established schedule of 
maximum reasonable rates fixed by the commission. Smith- 
Hurd Stats. Ill. c. 111%4, Sec. 91; c. 114, Secs. 118, 125; Smith- 
Hurd Stats. Ill. Const. art. 11, Sec. 12. (Texas Co. vs. Chicago 
& Alton R. Co., 117 Fed. Rep. 2d 210.) 


LABOR AND ABANDONMENTS 


The Commission has authorized its law staff to take an 
appeal to the Supreme Court of the United States from the 
decision of a three judge federal court for the District of Co- 
lumbia in Railway Labor Executives’ Association et al. vs. 
United States et al. (see Traffic World, March 15, p. 638). In 
that case the three judge court held the Commission had discre- 
tionary power to impose conditions for the protection of em- 
ployes of railroads adversely affected by abandonments. 

The litigation arose out of the decision of the Commission 
in a proceeding authorizing the Pacific Electric Railway Co., 
a subsidiary of the Southern Pacific, to abandon lines that it 
had no authority to impose conditions protecting labor in aban- 
donment cases. In the appeal the Commiss‘on will endeavor 
to have the highest court agree with it that no such authority 
has been conferred on it by .Congress. 


C. F. A. COAL CASES, 1941 


The Commission, by formal order, has grouped a number of 
coal complaints covering rates from eastern fields toward the 
west under the name of C. F. A. Coal Cases, 1941. In that 
order the statement was made that at a prehearing conference 
(see Traffic World, March 22, p. 690) it was agreed that com- 
plaints then under consideration should be consolidated for 
hearing and disposition. The agreement to consolidate did not 
extend to No. 28364, Waltervliet Paper Co. vs. Chesapeake & 
Ohio, et al. 

In this order the Commission said that that complaint pre- 
sented issues similar to the ones embraced in the prehearing 
conference agreement. It said all should be consolidated. All 
parties, including interveners, it said, should be considered as 
parties to all of the proceedings. The complaints so consoli- 
dated are: 

No. 28467, Western Pennsylvania Coal Traffic Bureau, et 
al. vs. Ann Arbor, et al.; No. 28482, Property Owners’ Com- 
mittee, et al. vs. Chesapeake & Ohio, et al.; No. 28521, North- 
ern West Virginia Coal Association vs. Akron, Canton & Youngs- 
town, et al.; No. 28533, Eastern Bituminous Coal Association vs. 
Ann Arbor, et al.; No. 28539, Allied Paper Mills, et al. vs. 
Chesapeake & Ohio, et al.; No. 28556, Ohio Coal Association vs. 
Akron, Canton & Youngstown, et al., and No. 28634, Watervliet 
Paper Co. vs. Chesapeake & Ohio, et al. 


Motor Act Prosecutions 


Southern California district, northern division. Louie 
Nunes, a motor common carrier, on a plea of nolo contendere, 
fined $200 on 2 counts of a 15-count information charging him 
with operating without authority and without having rates on 
file applicable to the transportation involved. Sentence on 
the remaining 13 counts was suspended for six months. 

Northern Texas district, Dallas division. Simmons Co., of 
Kenosha, Wis., fined $1,000, which has been paid, ona plea of 
nolo contendere to an information charging it with accepting 
concessions from Jewel E. Rayburn and Charles L. Muirhead, 
doing business as Houston Inland Forwarding Co., with re- 
spect to the transportation from Houston to Dallas, Tex., of 
shipments of cotton fabrics originally consigned to Simmons 
Co. by shippers at Roanoke Rapids, N. C., and transported 
by water from that point to Houston. Rayburn and Muirhead 
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heretofore were fined $10,600 on a plea of guilty to an infor- 
mation charging them with granting concessions to the Sim- 
mons Co. and other shippers. The greater portion of this fine, 
however, was suspended for a probationary period of two years. 

Federal court at Danville, Ill., Walter Diefenbach, of 
Sparta, Ill., permanently enjoined from transporting property 
in interstate commerce as a motor common carrier for com- 
pensation until the rates and charges applicable to such trans- 
portation have been published and filed with the Commission 
and until proof of approved insurance protection, as required 
by the Commission’s insurance regulations, has been filed 
with the Commission. The carrier is also restrained from trans- 
porting property without making and preserving copies of 
receipts or bills of lading, without issuing, and preserving copies 
of, receipted freight or expense bills, showing the information 
required by the Commission, and without requiring his drivers 
to make and preserve drivers’ logs in the manner required. 
The complaint was based on the transportation of various 
oe from St. Louis, Mo., to Sparta, Ill., for compensa- 
ion. 

Federal court at Danville, Il. Eleven motor carriers and 
two shippers fined an aggregate $1,500 on pleas of guilty in 
13 separate informations charging 13 carriers with transporting 
property as common carriers without a certificate and the 
shippers, William E. Finley and Wayne Hale, both of Paris, 
Ill., with having used the services of such carriers knowing 
that they did not have a certificate. Two of the carriers had 
not yet been served. The eleven which entered guilty pleas 
are Gerald W. Jackson, Homer Newcomb and Jesse Dugan, all 
of Scotland, Ill., Forrest McDaniel and Clyde Holley, of Dud- 
ley, Ill., Morris Fidler, Frank Minnier and Clyde Cornwell, of 
Paris, Ill., Russell Lowry, of Redmon, Ill., and Ralph McCoy 
and Roy L. Sanders, of Vermilion, Ill. The informations also 
charged the carriers with transporting property without having 
complied with the Commission’s insurance requirements and 
with failure to keep drivers’ logs. The shippers engaged the 
services of the carriers for the transportation of gravel from 
pits at Montezuma, Ind., to points in Edgar county, IIl., at 
rates by the cubic yard greatly below the lawful rates of au- 
thorized carriers. 

Eastern Washington district, southern division. Henry 
Vognild fined $508, which was to be paid March 22, on a plea 
of guilty to an information charging him with aiding and abet- 
ting the Vognild-Yakima Chief Freight Lines which, in turn, 
was charged with failing to remit c. o. d. collections to shippers 
within the time prescribed in its tariff, and with offering, grant- 
ing and giving concessions from its lawful tariff charges to 
shippers. The information against the freight lines was dis- 
missed on motion of the U. S. District Attorney. Vognild was 
secretary, treasurer and general manager of the freight lines. 


Monon Budget and Interest 


Judge Michael L. Igoe in federal court at Chicago, March 
21, denied a petition for payment of one semi-annual interest 
coupon, amounting to $411,000, on first lien bonds of the 
Monon Route, and approved a budget for additions and better- 


ments in 1941 involving the expenditure of approximately 
$1,900,000 (see Traffic World, March 15, p. 639). 

The petition for interest payment had been made by the 
Guaranty Trust Company of New York and the Central Han- 
over Bank and Trust Company, trustees under the bond issue 
of the Chicago, Indianapolis and Louisville Railway and its 
two subsidiary lines, the Indianapolis and Louisville Railway 
and the Indiana Stone Railroad, and it has the support of 
bondholder protective groups, of Holman D. Pettibone, trustee, 
and of the Louisville and Nashville and the Southern Railroads, 
which own 88 per cent of the bonds of the C. I. and L. Judge 
Igoe made his decision after questioning witnesses who had 
testified in support of the interest payment, no one having 
appeared in opposition to the petition. 

Mr. Pettibone and R. G. Streit, comptroller for the Monon, 
testified that the company’s treasury contained approximately 
$2,460,000, that the road would probably have a 13 per cent 
increase in revenue in 1941 over 1940, and that the proposed 
interest payment, added to the proposed budget expenditures, 
would not exhaust the cash reserves. Mr. Streit, however, used 
the expression that “it would be a shock to survive” for the 
company to make the interest payment. Judge Igoe questioned 
him on that point, bringing out that the witness thought the 
interest payment, added to other expected cash expenditures 
for the year, might unduly deplete the reserves. Judge Igoe 
further brought out that only approximately $150.000 would 
remain in the treasury after current budget expenditures and 
after the interest, if the court permitted, were paid to the 
creditors, and that the treasury should also contain $1,633,558 
to meet Commission requirements for depreciation reserves, 
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Judge Igoe also questioned the trustee about a statement Mr. 
Pettibone had made to the effect that present cash should be 
paid to the creditors rather than be kept in the treasury to 
tempt expenditures on unneeded equipment. Judge Igoe asked 
the trustee if it was his opinion that if some money was left 
in the treasury the officers of railroad would “go out and buy 
some gadgets.” Mr. Pettibone said they might. 

The judge told the trustee he should have consulted the 
chief executive officer of the Monon, L. F. DeRamus, about 
the interest payment before making the application. The judge 
called Mr. DeRamus to the stand. He testified he had not 
approved the interest payment, preferring that available cash 
be spent on improvements. He also said the railroad had had 
a revenue increase in the first three months of 1941 of only 
1.2 per cent over the first quarter for 1940. Earlier forecasts 
of a 13 per cent revenue increase for 1941 were, too optimis- 
tic, he said. 

Judge Igoe questioned William A. Northcutt, general so- 
licitor for the L. and N., who appeared to say he had consulted 
Mr. Pettibone and was authorized by the two so-called rail- 
roads to say the L. and N. and Southern were not opposed to 
the interest payment. Judge Igoe was unable to get a yes or 
no answer to the question, “Do the owner roads actually ad- 
vocate payment of interest on the coupons?” He asked the 
witness why he had not consulted Mr. DeRamus, to which Mr. 
Northcutt replied that he didn’t know. 

The budget approved by the court called for cash expendi- 
tures of approximately $1,200,000 for additions and betterments 
to roadway equipment and made provisions for further cash 
expenditures of approximately $700,000 as 25 per cent cash 
payment for new rolling stock. Further authorization will be 
necessary, however, before the railroad will be permitted to 
buy the the new equipment, the 1941 budget having contained 
only an approximation of necessary rolling stock to be acquired. 

In connection with Mr. DeRamus’ statements, that man- 
agement and operation costs might be higher in 1941 than 
previous conservative estimates had indicated, the court learned 
that some 70 traffic department employes had not received 
wage increases since their salaries had been cut in the early 
years of the depression. Judge Igoe has asked that the wit- 
ness undertake to furnish the court with data on that subject. 


COAL CASE CONFERENCE 


The Commission has announced that a prehearing con- 
ference in No. 28603, Jeddo-Highland Coal Co., et al. vs. Arcade 
& Attica, et al., with Chairman Eastman presiding, will be held 
April 3 at the Commission’s offices in Washington. All parties 
to the proceeding and others interested, a notice by Secretary 
Bartel says, should attend. 


RAIL MOTOR RESTRICTIONS 


The Railway Labor Executives Association, by means of 
a brief in MC-86687, sup Nos. 23, 24, 25 and 26, application of 
Seaboard Air Line receivers for certificates authorizing sub- 
stitution of motor service for rail service between points in 
Florida and Georgia, has notified the Commission of its inten- 
tion to ask that it include in any order it may issue in this 
case, the same restrictions which were approved by it in the 
Kansas, City Southern Case, recently decided. 

The association said it had shown that the Seaboard re- 
ceivers were seeking to engage in unrestricted motor carrier 
service over the proposed routes. It said that its only interest 
in the case was in having the certificate restricted so that the 
service would be that which was coordinated with rail service. 
Under the restrictions the Seaboard would not be permitted to 
serve or interchange traffic at any point not a station on the 
rail lines of the railroad; and shipments would be limited to 
those the applicant received under a through bill of lading 
covering in addition to movement by motor vehicle a prior 
or subsequent movement by rail. 


PIPE LINE MINIMUM TENDER 


The Illinois Pipe Line Co. has asked the Commission to 
reopen No. 26.570, reduced pipe line rates and gathering 
charges, and grant it a further hearing so far as minimum 
tenders are concerned. It said it was not cited by the Com- 
mission to make any showing as to its bases of rates but was 
cited as to minimum tenders. 

In support of the petition for further hearing the company 
pointed out that in operating a pipe line it was necessary t0 
prevent the contamination of one oil by the infiltration of 
another. Therefore, said the company, it was necessary t0 
have large minimum tenders, many of the carriers in the 
eastern part of the country requiring minimum tenders of 
100,000 barrels. 

Petitioner in no instance, said the company, issued 4 
minimum tender of any particular amount for the purpose of 
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denying to any shipper the right to use its pipe line system. 
It added that it was anxious, willing and ready to serve all 
shippers by pipe line without discrimination but because of 
varying circumstances and conditions, an unqualified tender of 
10,000 barrels could not be made and enable the pipe line 
carrier at all times to avoid intermingling crude oils of dif- 
ferent kinds and bringing about serious contamination. It 
said that if a minimum tender of 10,000 barrels were required 
it should be adequately qualified to provide that the crude oil 
be of such kind as not to damage or change the characteristics 
of the common stock oil in the lines or tanks of the transport- 
ing company or connecting carriers and that such crude should 
be accepted for transportation only on condition that it should 
be subject to such changes of gravity or quality while in 
transit as might result from intermingling with other crudes 
in the pipe line; and that deliveries might be made of common 
stock of such crude in the carriers’ lines or tanks at delivery 
points. 


ACCOUNTING FORM MODIFIED 


The Commission, by division 1, has modified that part of 
its forms pertaining to the statement of income, effective Jan. 
1, 1942. That part of the form of income statement commenc- 
ing with III, “miscellaneous deductions from income” and con- 
cluding with the line “602 income balance transferred to profit 
and loss” in group VI “disposition of net income” has been 
canceled and new language substituted therefor. 


N. Y. TO N. J. BEER, ETC., MINIMUM CHARGES 


An investigation into and concerning the reasonableness and 
lawfulness of minimum rates and charges, etc., on beer, ale and 
advertising material, from Albany, N. Y., to Fair Haven, Gar- 
field, Hackensack, Jersey City, and Paterson, N. J., and the 
return of empty containers, maintained by the Beverage Trans- 
port Corporation, has been instituted by the Commission, di- 
vision 2, on its own motion, in MC C-263, Beverage Transport 
Corporation, minimum charges—Albany, N. Y., to New Jersey. 
The matter is to be assigned for hearing with I. and S. M-1523 
at a time and place hereafter to be fixed. 


GROCERIES RATE PROTESTED 


Alleging that a groceries rate published by it on the ac- 
count of one of its members violates various parts of the 
motor carrier act and the national transportation policy, the 
Southern Motor Carrier Rate Conference has asked the Com- 
mission to suspend that rate, 56 cents on groceries, from Rich- 
mond, Va., to Elizabethton, Johnson City and Kingsport, Tenn., 
dated to be effective April 8. The request for suspension said 
the rate was published for the account of Rutherford Freight 
Lines, Inc., of Bristol, Va.-Tenn., after that member of the 
association had given notice that it would take independent 
action if the rate was not published by the protesting con- 
ference. 

According to the protest the description, “groceries,” is so 
broad as to make it, in effect, apply as an any-quantity all- 
commodity rate, approximately 52 per cent of first class, or 
lower than fourth class. There are, according to the protest, 
no similar rates in effect on such a description between the 
points involved, or between points in the immediate territory, 
the rates in effect being class rates. It said that as a matter 
of fact there was included within the description articles which 
carried higher rates than those here proposed which were un- 
der suspension, as for instance, manufactured tobacco and 
cigarettes. 

The protesting organization said it was advised that the 
proposal was made for one large shipper at Richmond, a chain 
store organization. The protestant says there is no reasonable 
justification for the establishment of depressed any-quantity 
commodity rates on such highly rated traffic. It asserts that 
if the rate proposal is permitted to become effective it will 
bring about a destruction of the present class rate basis on 
less-truckload shipments in this area with’ serious loss to all 
carriers. 


AIR MAIL PICK-UP ROUTES 


The Civil Aeronautics Board has received an application 
from the Mercury Development Corporation, of Indianapolis, 
Ind., for authority to establish seven routes, all having Kansas 
City, Mo., as one of its termini, for pick-up of mail and property. 

The routes would be between Kansas City, on the one hand, 
and, on the other, (1) Des Moines, Ia., via Crooksville, Mo.; 
(2) Moline, Ill., via Hannibal, Mo.; (3) St. Louis, Mo., via Jef- 
ferson City, Mo.; (4) St. Louis via Springfield, Mo.; (5) Tulsa, 
Okla., via Joplin, Mo.; (6) Tulsa via Salina, Kan., and (7) 
Omaha, Neb., via Shenandoah, Ia, 
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Trans-Atlantiec Air Services 


Provision for a second air mail carrier across the Atlantic 
was made by the Senate appropriations committee in report- 
ing to the Senate this week the Treasury and Post Office 
appropriation bill previously passed by the House. 

A subcommittee had recommended an appropriation of 
$800,000, as against $1,229,736 eliminated from Budget esti- 
mates by the House appropriations committee, but the whole 
committee voted in favor of an appropriation of $1,216,000. 

This item in the appropriation bill involved the question 
whether the Pan American Airways was to continue as the 
sole American trans-Atlantic Air mail carrier or whether the 
American Export Airlines, Inc., was to be awarded air mail 
contracts also. The House committee held that it would be 
to the best interest of the government to have only the one 
carrier at this time. The position of the Senate committee, 
as stated in its report on the bill, was that, after considering 
all the factors involved in the question of a second air line, 
need for increased mail and passenger facilities, development 
of commercial aviation by competition, and benefit from a 
national defense standpoint of two lines from New York to 
Lisbon, the committee had recommended the inauguration of 
the second service. 

The amount recommended, said the committee, would 
enable the Post Office Department to inaugurate one out-bound 
trip a week on the trans-Atlantic route between New York 
and Lisbon by the American Export Airlines, Inc., beginning 
Nov. 1, 1941, and would also provide for one additional out- 
bound trip a week by Pan American Airways, now operating 
three trips a week. 


AIR SECRETARY PROPOSED 


Representative Osmers, of New Jersey, has proposed cre- 
ation of a cabinet department of air with a Secretary for Air 
in charge in H. R. 4192. In the department would be placed 
the affairs of all military or naval or civil air units now at- 
tached to the departments of war, navy and commerce. The 
functions and personnel of the Civil Aeronautics Administra- 
tion and the Civil Aeronautics Board of the Department of 
Commerce would be transferred to the new department. 


MORGANTOWN, W. VA., AIR SERVICE 
The Pennsylvania-Central Airlines Corporation has filed an 
application, No. 572, with the Civil Aeronautics Board for 
amendment of its certificate to add Morgantown, W. Va., as an 
intermediate point on its route No. 55, between Pittsburgh, Pa., 
and Birmingham, Ala. 


AIR SERVICE TO AKRON 


American Airlines has filed a petition with the Civil Aero- 
nautics Board for an amendment of its certificate for its route 
No. 22, to include Akron, Ohio, as an intermediate point. 


AIR EXPRESS REVENUE 


Gross air express revenue of the Railway Express Agency 
in January of this year was 27.5 per cent over January, 1940. 
There were 93,751 air express shipments in January, 1941, an 
increase of 22 per cent over January, 1940. 


AIR BOARD HEARING APRIL 2 


The Civil Aeronautics Board has set for hearing April 2 
in Washington, before Examiner J. Francis Reilly, an applica- 
tion of the Wilmington-Catalina Airline, Ltd., for authority to 
transport persons and property between Avalon, Santa Catalina 
Island, Calif., and Los Angeles, Calif., via Wilmington-Long 
Beach, Calif., and for approval of amendment of its certificate 
to reflect the change of the applicant’s name to Catalina Air 
Transport. 


GROWTH OF AIR SERVICE 

Operations figures reported by the domestic air lines for 
the month of January reflected substantial gains over January 
a year ago, according to statistics made public by Donald H. 
Connolly, administrator of civil aeronautics. 

General Connolly said that the 16 reporting air lines in- 
creased their revenue passengers 29.92 per cent, while revenue 
miles kept pace with a 22.26 per cent increase and revenue pas- 
senger miles 25.01 per cent, in the 31-day period. At the same 
time figures for air express climbed 36.01 per cent, and express 
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pound miles 35.21 per cent over the totals recorded in January, 
1940. Comparison of the totals for January, 1941, and January, 
1940, follows: 

Revenue miles flown, 8,889,649 in 1941 and 7,271,154 in 
1940, an increase of 22.26 per cent; revenue passengers carried, 
177,055 in 1941 and 136,282 in 1940, an increase of 29.92 per 
cent; passenger miles flown, 69,047,939 in 1941 and 55,231,952 
in 1940, an increase of 25.01 per cent; express carried, 1,113,002 
' pounds in 1941 and 817,633 pounds in 1940, a 36.01 per cent 
increase, and express pound-miles flown, 627,210,951 in 1941 
and 463,898,988 in 1940, a 35.21 per cent increase. 


FEBRUARY AIR TRAFFIC 


Domestic airlines in the United States flew 75,170,116 
revenue passenger miles in February, 1941, an invrease of 41.76 
percent over the 53,025,818 flown in February, 1940, according 
to the Air Transport Association of America. The increase was 
8.87 percent over January of this year. The February, 1941, 
total, however, was considerably short of the high monthly 
record, November, 1940, with 81,841,236 revenue passenger 
miles. 


AIR MAIL RATE FOR NORTHWEST 


That the Civil Aeronautics Board fix, as a fair and reason- 
able rate of compensation, a base rate of 26 cents an airplane 
mile for the first 300 pounds of mail, or fraction thereof, to be 
paid Northwest Airlines, Inc., for transportation over its route, 
No. 45, between St. Paul-Minneapolis, Minn., and Duluth- 
Superior, Wis., from and after the date of inauguration of 
service, is recommended by Examiners Thomas L. Wrenn and 
Berdon M. Bell, in a proposed report in No. 407, Northwest 
Airlines, Inc., mail rate for route No. 45. Operations over the 
route were inaugurated June 1, 1940. The airline asked a rate 
of 37 cents an airplane mile for the first 300 pounds of mail or 
fraction thereof, plus 2.5 per cent of such rate for each addi- 
tional 25 pounds or fraction thereof. The Postmaster General, 
the report said, contemplated utilizing route No. 45 for trans- 
portation of mail on a frequency of two round trips daily. 


Revenue Freight Loading 


Loading of revenue freight the week ended March 22 totaled 
768,508 cars, according to the Association of American Rail- 
roads. This was an increase of 148,133 cars or 23.9 per cent 
above the corresponding week in 1940, an increase of 166,560 
cars or 27.7 per cent above the same week in 1939, and an in- 
crease of 9,815 cars or 1.3 per cent above the preceding week. 

All districts reported increases compared with the cor- 
responding weeks in 1940 and 1939. 


1941 1940 1939 

G WORKS OC DOIUIBTY ... . ccc ccccccce 2,740,095 2,557,735 2,288,730 
4 weeks of February .............. 2,824,188 2,488,879 2,282,866 
ee 756,670 634,636 594,424 
eg ee 741,922 620,596 588,426 
PE I OED 5 vio nsccvccnccsces 758,693 619,388 591,166 
WVOGK OF BERT BE . wn. onc cccanscess 768,508 620,375 601,948 

ache Satu sh wen Ck aban sea 8,590,076 7,541,609 6,947,560 


Revenue freight loading by districts the week ended March 


22, and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 7,726 and 6,405; live 
stock, 1,083 and 1,062; coal, 35,031 and 26,200; coke, 4,206 and 2,682; 
forest products, 1,881 and 1,344; ore, 2,306 and 1,058; merchandise, 
L. C. L., 41,223 and 36,584; miscellaneous, 81,012 and 61,691; total, 
1941, 174,468; 1940, 137,026; 1939, 135,612. 

Allegheny district: Grain and grain products, 4,588 and 3,906; live 
stock, 919 and 823; coal, 44,119 and 30,761; coke, 6,383 and 3,344; 
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forest products, 1,040 and 745; ore, 4,524 and 3,223; merchandise, 
L. C. L., 29,606 and 25,201; miscellaneous, 83,087 and 57,577; total 
1941, 174,266; 1940, 125,58C; 1939, 120,568. 

Pocahontas district: Crain and grain products, 272 and 239; live 
stock, 118 and 76; coal, 3,359 and 31,238; coke, 636 and 449; forest 
products, 712 and 702; ore, 266 and 158; merchandise, L. C. L., 5,820 
and 5,512; miscellaneous 7,516 and 6,425; total, 1941, 54,699; 1940, 
44,799; 1939, 39,885. 

Southern district: Gr. .. and grain products, 3,063 and 2,406; live 
stock, 777 and 847; coal, 24,276 and 15,092; coke, 450 and 463; forest 
products, 12,840 and 11,231; ore, 1,461 and 1,096; merchandise, L. C. L., 
28,207 and 26,910; miscellaneous, 49,031 and 41,920; total, 1941, 120,105; 
1940, 99,965; 1939, 97,811. 

Northwestern district: Grain and grain products 8,569 and 7,351; 
live stock, 2,411 and 2,610; coal, 7,598 and 5,249; coke, 1,969 and 1,257; 
forest products, 10,626 and 9,132; ore 474 and 383; merchandise, L. C. L., 
18,830 and 18,537; miscellaneous, 33,546 and 27,468; total, 1941, 84,023; 
1940, 71,987; 1939, 70,206. 

Central Western district: Grain and grain products, 9,049 and 
7,786; live stock, 4,667 and 4,401; coal, 11,866 and 7,471; coke, 298 and 
237; forest products, 7,137 and 5,789; ore, 4,865 and 4,317; merchandise, 
L. C. L., 24,733 and 24,222; miscellaneous, 47,129 and 41,928; total, 1941, 
109,744; 1940, 96,151; 1939, 93,050. 

Southwestern district: Grain and grain products, 3,646 and 3,348; 
live stock, 842 and 978; coal, 5,263 and 2,753; coke, 119 and 108; forest 
products, 4,650 and 4,403; ore, 330 and 266; merchandise, L. C. L., 
10,242 and 10,719; miscellaneous, 26,111 and 22,292; total, 1941, 51,203; 
1940, 44,867; 1939, 44,816. 


Track Loadings 


One hundred and ninety-eight for-hire motor carriers, 
operating in 33 states, reported to the American Trucking Asso- 
ciations, Inc., that they carried 1,189,775 tons of freight in 
February. This was a decrease of nine per cent under the 
January tonnage but an increase of 29.2 per cent over the Feb- 
ruary tonnage last year. 


New England Shippers’ Board 


Carloadings in New England the second quarter of 1941 
will be 9.7 percent over those in the second quarter of 1940, 
according to estimates in reports from 42 commodity com- 
mittees presented at the spring meeting of the New England 
Shippers’ Advisory Board at New Haven, Conn., March 26. 
Increases were predicted in the loadings of 36 of the commodi- 
ties and decreases in only two, with four expected to load the 
same this year as last. Leading the expected increases in 
percentages was iron and steel, 60 percent, followed by brass, 
bronze and copper, 55 percent; cordage, 50 percent; valves, 
valve fittings and plumbers’ supplies, 50 percent; raw wool, 
50 percent; electrical machinery and appliances, 40 percent; 
scrap metals, 30 percent, and machinery, 25 percent. The 
decreases were on building and monumental stone, 25 percent, 
and slate, 10 percent. 

After listening to a luncheon address by Tom J. McGrath, 
executive director, National St. Lawrence Project Conference, 
the board adopted a resolution restating the opposition to the 
St. Lawrence seaway and power project first voiced in a re- 
solution adopted at its spring meeting in 1940. Mr. McGrath 
said the original arguments for the seaway—those put forward 
by midwestern agrarian interests and the western Great Lakes 
ports—had been worn threadbare. When the first movement 
of Argentine corn westward through the seaway’s existing 13- 
foot channel, resulted in an immediate drop in the market 
price of domestic corn, he said, it “cooled the ardor of the 
American farmer.” At present, he said, the President was the 
project’s “principal and almost its only sponsor.” The national 
defense argument was merely a cloak for an unneeded power 
project as part of a general plan for the nationalization of 
natural resources. Steam generating power plants could be 





Revenue Freight Car Loading—Week Ended Saturday, March 22 


Grain and Live 
Grain Prod. Stock Coal 
1941 36,913 10,817 167,512 
Se NE ic wine bon ew ea wok 1940 31,441 10,797 118,764 
1939 31,679 11,315 110,278 
Preceding week March 15......... 1941 32,562 10,189 162,216 
Per cent increase over........... 1940 17.4 - 41.0 
Per cent decrease under........... 1940 
Per cent increase over............ 1939 16.5 51.9 
Per cent decrease under........... 1939 4.4 
1941 373,707 129,230 1,831,281 
Cumulative 12 weeks to March 22 1940 369,659 137,155 1,720,588 
1939 369,639 137,246 1,478,879 
Per cent increase over........... 1940 ie | 6.4 
Per cent decrease under........... 1940 5.8 
Per cent increase over............ 1939 1.1 23.8 


5.8 


Per cent to 15 year average, 105.7. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
14,061 38,886 14,226 158,661 327,432 768,508 
8,540 33,346 10.501 147,685 259,301 620,375 
7,163 28,121 7,577 153,719 252,096 601,948 
14,121 39,444 13,265 159,286 327,610 758,693 
64.6 16.6 35.5 7.4 26.3 23.9 
93.6 38.3 87.8 3.2 29.9 27.7 
166,035 456,527 153,218 1,802,619 3,677,459 8,590,076 
129,357 364,067 118,735 1,718,849 2,983,199 7,541,609 
88,775 307,174 100,781 1,749,525 2,715,541 6,947,560 
28.4 25.4 29.0 4.9 23.3 13.9 
87.0 48.6 52.0 3.0 35.4 23.6 
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built to produce as much as the St. Lawrence project at one 
half the cost in one half the time, he said. 

The resolution, copies of which were ordered sent to the 
President and to members of the New.sEngland delegation in 
Congress, said the project could “not be considered as a defense 
measure,” that there was “no necessity for the transportation 
that would be provided for only about seven months of each 
year,” and that the money, man power, ;fiaterial and machinery 
required “should be conserved for direct use in the essential 
national defense program.” 

Speaking on general transportation conditions, W. C. Ken- 
dall, chairman, car service division, Association of American 
Railroads, said there were on order, on January 1, 1941, more 
new freight cars than were installed in any one of seven of 
the preceding eleven years, and that there were 4000 more on 
order on March 1 than there had been on January 1. There 
were at present fewer freight cars awaiting repair than at 
any time in the 23 years in which records have been kept, he 
said. 

Estimates made with information from sources that in- 
dicated they were “reasonably accurate,” showed that the total 
railroad traffic in 1941 would “approximate slightly less than 
40,000,000 cars, or an increase of 9.4 percent over 1940,” he 
said. With continued cooperation of shippers, the belief was 
that the railroads could handle that traffic “without car short- 
age or any other interruptions.” ! 

Others who spoke included W. H. Day, manager, trans- 
portation department, Boston Chamber of Commerce, on pend- 
ing legislation; W. F. Price, traffic manager, J. B. Williams 
Company, Glastonbury, Conn., on Perfect Shipping Month, and 
F. A. Cameron, traffic manager, W. F. Schrafft and Sons, 
Charlestown, Mass., who reported on the annual meeting of 
the National Association of Shippers’ Advisory Boards. 

W. F. Garcelon, treasurer, American Tool and Machine 
Company, Boston, general chairman of the board, presided. 
Mr. Day was elected general chairman; Irvin S. Boyle, traffic 
manager, C. F. Hovey Company, Boston, general secretary, 
and L. M. Ross, district manager, car service division, A. A. 
R., Boston, field secretary. 


Freight Loading Forecast 


Freight car loadings in the second quarter of 1941 are 
expected to be about 14.9 per cent above actual loadings in the 
same quarter in 1940, according to estimates compiled by the 
thirteen Shippers’ Advisory Boards. 

On the basis of those estimates, freight car loadings of the 
twenty-nine principal commodities will be 6,340,818 cars in 
the second quarter of 1941, compared with 5,519,565 actual car 
loadings for the same commodities in the corresponding period 
in the preceding year. All of the thirteen Shippers’ Advisory 
Boards estimate an increase in carloadings for the second 
quarter of 1941 compared with the same period in 1940. 

Tabulation below shows actual carloadings for each dis- 
trict in the second quarter of 1940, the estimated loadings for 
the first quarter of 1941, and the percentage of increase. 


Actual Loadings Estimated Loadings 


Shippers’ Advisory Second Quarter Second Quarter Per Cent 

Boards 1940 1941 Increase 
ere 103,628 113,684 9.7 
UNIS NOE a ociciss csv scene 604,059 683,430 13.1 
ere cre 774,645 944,908 22.0 
ON Seer 732,360 817,423 11.6 
NN CEC Te 618,725 671,694 8.6 
Se ae 437,272 541,129 23.8 
Central Western ............ 154,324 166,987 8.2 
1 ESE re 688,666 782,385 13.6 
reer sere 398,903 514,690 29.0 
Trans-Missouri-Kansas ...... 251,907 270,146 7.2 
ESE Ee 313,281 342,560 9.3 
PEE RIUOGE. 6 vos iccscciceecce 251,150 271,849 8.2 
Pacific Northwest ........... 190,645 219,933 15.4 
WEE? (3. canal coucceeeaeeme 5,519,565 6,340,818 14.9 


_ The thirteen Shippers’ Advisory Boards, expect an increase 
in the second quarter of 1941, compared with the same period 
One year ago, in the loading of all of the 29 commodities 
except three. Among those showing the greatest increase are 
the following: 


Iron and steel, 38.9 per cent; ore and concentrates, 35.3 per cent; 
Machinery and boilers, 27.3 per cent; brick and clay products, 27.2 
per cent; automobiles, trucks and parts, 26.7 per cent; agricultural 
implements and vehicles other than automobiles, 25.5 per cent; gravel, 
Sand and stone, 20.8 per cent; citrus fruits, 16.3 per cent; lumber and 
forest products, 14.2 per cent; grain, 11.6 per cent; chemicals and ex- 
Dlosives, 10.9 per cent; lime and plaster, 10.7 per cent; coal and coke, 
10.6 per cent; cement, 10.5 per cent; all canned goods, 9.2 per cent; 
and cotton, 8.1 per cent. 


793 


The three commodities ior which decreases are estimated 
and the percentages follow: 


Hay, straw and alfalfa, six-tenths of one per cent; fresh vegetables 
except potatoes, 1.2 per cent; and live stock, seven-tenths of one per 
cent. 


Actual loadings for the second quarter of 1940, estimated 
carloadings for the second quarter of 1941, and the percentage 
of increase or decrease for each of the twenty-nine commodi- 
ties included in the forecast of the thirteen Shippers’ Advisory 
Boards follow: 

——Carloadings——. Estimated 
Actual Estimated Per Cent 


Commodity 1940 1941 Increase 
CI I Fake adwictatsbestocxeevacacawes 188,817 210,794 11.6 
Flour, meal and other mill products.... 189,572 195,542 3.1 
Hay, straw and alfalfa ................. 13,195 13,111 oF 
RS ceuaadadecnminw cna’ cauaeeedtnaas 26,899 29,085 8.1 
Cottonseed and products, except oil..... 7,210 7,277 9 
Eg is cacineaudcween eae ade awe 38,699 45,025 16.3 
Re SNE SR i. co ccciivaessnvenaness 40,442 41,222 1.9 
EN a chan ceee Cadanrnancewdcaiandwouss 60,462 61,708 2.1 
Other fresh vegetables ........... Sitarsid 71,844 70,958 1.2 
PINE ess axbtdineodesciescawecendes 138,774 137,863 Pi is 
Poultry and dairy products ............ 31,973 32,582 1.9 
reo caieicicieciesincnceusaness 1,643,743 1,818,040 10.6 
Ore OM CONCENEFATES: oc cc cccecccesses 553,376 748,895 35.3 
Gravel, sand and stone ................ 318,502 384, 752 20.8 
PEE) aici xctcndandedecnsieedcesdw exw anes 25,581 26,235 2.6 
Lumber and forest products............ 447,781 511,566 14.2 
Petroleum and petroleum products...... 501,515 516,829 3.1 
Sugar, syrup and molasses ............ 45,672 48,381 5.9 
EI one 6 dines once Sowecqensecers 385,629 535,792 38.9 
Machinery and boilers ..............e0- 30,838 39,256 27.3 
IR tre Soo a ard cuiarr dca cramacec:serdacee 163,745 180,970 10.5 
Brick and Clay products... ccccccccseccs 59,894 76,160 27.2 
EI OR NE Gb bee nec csciesecdessecas 43,103 47,721 10.7 
Agricultural implements and vehicles, 

other than automobiles ............ 25,155 31,559 25.5 
Automobiles, trucks and parts ......... 173,287 219,498 26.7 
WORE, Ol MIO ie a 5 cceececceancwces 116,232 117,504 1.1 
Paper, paper board and prepared roofing 102,253 109,647 1.2 
Chemicals and explosives .............. 30,433 33,763 10.9 
Canned goods—all canned food products 

(includes catsup, jams, jellies, olives, 

pickles, preserves, etc.) ..°.......... 44,939 49,083 9.2 

EY siddidccsinnwatacadenceedencene x 5,519,565 6,340,818 14.9 


*Per cent decrease. 


Midwest Board Carloadings 


Carloadings in the area covered by the Mid-West Shippers’ 
Advisory Board the second quarter of 1941 will be 13.6 per 
cent over those in the second quarter of 1940, according to esti- 
mates made by 26 commodity committees. The estimated 1941 
loadings are 782,365 cars as compared with 688,666 actually 
loaded in 1940. The only two decreases predicted are on petro- 
leum and products, 8 per cent, and on live stock, 5 per cent. 
Loadings on salt are expected to remain at the 1940 level. 

The highest predicted percentage increase is on fresh fruits, 
106 per cent. Other high percentage increases include fresh 
vegetables other than potatoes, 76 per cent; ore and concen- 
trates, 50 per cent; iron and steel, 45 per cent; gravel, sand and 
stone, 24 per cent; potatoes, 22 per cent; machinery and boilers, 
22 per cent, and agricultural implements, 22 per cent. 

The territory covered by the board includes Illinois, Iowa, 
Wisconsin, western Indiana and the northern peninsula of 
Michigan. 

The spring meeting of the board will be held at the Hotel 
eee Ind., April 3 (see Traffic World, March 

, p. 718). 


ATLANTIC STATES SHIPPERS’ BOARD 


The spring meeting of the Atlantic States Shippers’ Ad- 
visory Board will be held at the Lord Baltimore Hotel April 
10. There will be a number of committee meetings and a spe- 
cial freight loss and damage prevention session at the same 
hotel on the evening of April 9. 

C. J. Goodyear, traffic manager, Philadelphia and Reading 
Coal and Iron Company, general chairman, will preside at the 
general session. R. W. Brown, vice-president, Reading-Central 
of New Jersey System, will report as chairman of the railroad 
contract committee; R. C. Huntington, secretary, Casey Jones, 
Inc., Baltimore, as chairman of the less-carload transportation 
committee; R. W. Krantz, regional traffic manager, Sears, Roe- 
buck and Company, Philadelphia, as chairman of the loss and 
damage prevention committee, and C. J. Fagg, manager, com- 
merce and trade bureau, Newark, N. J., Chamber of Com- 
merce, as chairman of the emergency port transportation com- 
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mittee. W. C. Kendall, chairman, car service division, Asso- 
ciation of American Railroads, will speak on national transpor- 
tation conditions, and A. P. Stevens will report as district 
manager of the division. There will be the usual reports from 
chairmen of commodity committees. 

R. S. Henry, assistant to the president in charge of pub- 
lic relations, A. A. R., will speak at a luncheon on “It Takes 
Us Both to Do the Job.” The luncheon will be sponsored by 
the Traffic Club of Baltimore and the Baltimore Association 
of Commerce. 

Charles M. Naylor, traffic manager, Black and Decker 
Manufacturing Company, Towson, Md., chairman of the local 
Perfect Shipping Month committee, will preside at the loss 
and damage prevention meeting. Among those who will speak 
are Mr. Krantz; R. S. Harlan, secretary of the board; Edward 
Dahill, chief engineer, freight container bureau, A. A. R.; Rob- 
ert D. Black, vice-president, Black and Decker Manufacturing 
Company, and C. H. Dietrich, executive vice-chairman, freight 
claim division, A. A. R. 

Preceding the loss and damage prevention session there 
will be a dinner at which John J. Cornwell, general counsel, 
Baltimore and Ohio, ex-governor of West Virginia, will be the 
speaker. The dinner and the meeting will be sponsored by 
the Baltimore subcommittee of the board’s committee on loss 
and damage prevention. There will be an exhibit of packages, 


packing material and equipment in the foyer of the hotel. 


GREAT LAKES BOARD FORECAST 


Carloadings in the area covered by the Great Lakes Re- 
gional Advisory Board will be 23.8 per cent higher in the sec- 
ond quarter of 1941 than they were in the second quarter of 
1940, according to reports of 25 commodity committees sub- 
mitted at the spring meeting of the board at Buffalo, N. Y., 
March 26. The actual loadings in 1940 were 437,242 cars and 
the estimate for this year 541,129 cars. 

The heaviest predicted increases in percentages are: Agri- 
cultural implements and vehicles other than automobiles, 56.1 
per cent; machinery and boilers, 46.4 per cent; ore and con- 
centrates, 43 per cent; iron and steel, 32.8 per cent; lumber 
and forest products, 25 per cent; automobile, trucks and parts, 
24.1 per cent; gravel, sand and stone, 17.2 per cent. A de- 
crease of 73.1 per cent is predicted in the loading of potatoes; 
21.1 per cent in hay, straw and alfalfa, and 10.5 per cent in 
grain. 

W. E. Maloney, transportation, commissioner, Corn Ex- 
change, Buffalo, was elected president of the board. Others 
elected included: Vice-president, Frank J. Armstrong, traffic 
manager, United States Radiator Corporation, Detroit, Mich.; 
executive committee chairman, L. H. Baughman, traffic man- 
ager, Toledo Scale Company, Toledo, O.; general secretary, 
Andrew H. Brown, transportation commissioner, Chamber of 
Commerce, Cleveland, O. 





Trans-Missouri-Kansas Board 


The problem of moving the southwestern winter wheat 
crop, in the face of expiring government loans on wheat now in 
storage in the territory, was the subject of discussion at sev- 
eral meetings in Kansas City this week. They culminated at 
the meeting of the Trans-Missouri-Kansas Shippers’ Advisory 
Board, March 26. L. M. Betts, manager, closed car section, 
car service division, Association of American Railroads, called 
attention to the fact that the government loans would expire 
April 30. Under the terms of the loans, owners of the grain 
have 20 days to take up the loan. That period, together with 
several days required to get the wheat under movement, he 
said, would bring that movement dangerously close to the open- 
ing of the harvest of the current crop, which may begin any 
time between June 1 and June 10. At the time the stored 
grain was likely to go into transportation, he said, the rail- 
roads would be concerned in accumulating grain cars for the 
movement of the current crop. He referred to a tacit agree- 
ment between the railroads and the Department of Agriculture 
not to permit loading of wheat without assurances of prompt 
unloading at destinations. In the past, as many as 4000 cars 
have been used as temporary storage space at one time, he 
said, but such a condition could not be allowed to develop in 
the coming season. 

Frank A. Theis, chairman of the board’s terminal grain 
committee, said there had been a considerable increase in 
grain storage space in the territory and expressed confidence 
in the ability of the farmers and grain men so to regulate the 
flow of wheat as not to overtax the car supply. Mr. Betts 
said he was not quite so optimistic about the increase in local 
storage facilities. It was also pointed out that a considerable 
part of the current crop might be held by farmers for expected 
higher future prices. At conferences of grain men and rail- 
road men on the day before the meeting, there were promises 
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of complete cooperation even to the point of possible, though 
not expected, embargoes and the restriction of grain to ship- 
ments under permit. 

Reports of 25 commodity committees at the board meeting 
predicted the loading of 287,000 cars in the territory in the 
second quarter of 1941, an increase of 7.3 percent over the 
same quarter of 1940. Heavy increases were predicted on 
wheat, building and construction materials, mining products 
and manufactured steel products, with little or no increases 
predicted on grain products other than wheat. 

W. J. Cameron, Ford Motor Company, Dearborn, Mich.., 
spoke at a luncheon of the board, at which Morton J. Jones, 
president, Kansas City Chamber of Commerce, presided. The 
luncheon was sponsored by the chamber, the Women’s Chamber 
of Commerce, and the Kansas City Traffic Club. 


ARMY TRANSPORTATION HEAD 


The War Department has announced the appointment of 
Colonel Theodore H. Dillon, corps of engineers reserve, as chief 
of the transportation division of the office of quartermaster gen- 
eral to fill a vacancy that has existed for several months. He 
will control and coordinate all War Department traffic moving 
by any commercial transportation means. He will also super- 
vise transportation of troops and individuals by commercial 
means and will direct the army transport service. Activities of 
his division also embrace the procurement of vessels used by 
the army. A graduate of the U. S. Military Academy, Colonel 
Dillon spent ten years with the United Fruit Co. Prior to that 
he served in the World War and taught at the Massachusetts 
Institute of Technology and at Harvard. In 1939 he became 
director of the office of publications and public relations for the 
Carnegie Institute, Washington, D. C 


RAIL SERVICE TO DEFENSE PLANT 


So as to serve, jointly with the Burlington, in the construction 
and thereafter, an industry known as the Glen Martin Bomber 
Assembly Plant which, they say, the United States Government 
intends to have constructed on its reservation at Fort Crook, 
Neb., in aid of a “preparedness program,” at a cost of approxi- 
mately $10,000,000, trustees of the Missouri Pacific have asked 
the Commission, in Finance No. 13218, for authority to extend 
that road’s line through the construction and operation of a 
connecting and a spur track in Sarpy county, Neb. 

Specifically, applicants propose to construct and operate 
a connecting track joining the tracks of the Missouri Pacific 
with the tracks of the Burlington at a point approximately 4,800 
feet north of the station of Fort Crook on the line of the Missouri 
Pacific, approximately 500 feet long, and a spur track, in which 
the applicants and the Burlington will each have one-half owner- 
ship and each bear one-half of the costs thereof, extending from 
a connection with the tracks of the Burlington at the point where 
the connecting track will connect with the tracks of the last 
named company, southeasterly approximately 3,000 feet to a con- 
nection with the tracks of the United States located on its reserva- 
tion at Fort Crook. 

“In view of the origin and destination territories that will 
be served by such bomber assembly plant,” says the application, 
“it is regarded as essential that both applicant and the Chicago, 
Burlington & Quincy serve said plant with their own rails.” 

The cost of the proposed construction will be borne by ap- 
plicant out of current funds, says the application. 


Perfect Shipping for Defense 


Editor The Traffic World: 

Never before has the success of the national campaign for 
perfect shipping and careful handling by shippers and trans- 
portation agencies been of such national importance as in 1941. 

Our freedom, with its privilege of life, liberty, and the 
pursuit of happiness being threatened, it is imperative that the 
great national defense program be progressed to its earliest 
possible completion. 

With the nation’s industries operating at capacity, replace- 
ments or repairs of shipments, made necessary by damage in 
transit, will delay the defense program’s early and successful 
completion so necessary to our national and individual well- 
being. 

Perfect shipping is the transportation of the shipment from 
the shipper’s plant to the receiver’s plant without loss, damage, 
or delay. This can be accomplished by the active, sincere par- 
ticipation and cooperation of all shippers, carriers, and receiv- 
ers, providing the opportunity for all of us to take an active 
and effective part in maintaining our freedom and indepen- 
dence. 

W. H. Kimball, Traffic Manager, 
Curtiss Aeroplane Division, 
Curtiss-Wright Corporation. 
Columbus, O., March 22, 1941. 
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Senate Forwarder Bill Passed 
The Traffic World Washington Bureau 


After brief explanation by Senator Reed, of Kansas, and 
a boost by Senator Barkley, of Kentucky, and Senator White, 
of Maine, the Senate, March 24, passed and sent to the House 
§. 210, the freight forwarder regulation bill reported by the 
interstate commerce committee March 20 (see Traffic World, 
March 22, p. 693). The bill was referred to the House com- 
mittee on interstate and foreign commerce which will consider 
it when it has concluded its hearings on proposed freight for- 
warder regulation. Senator Barkley referred to the fact that 
the bill had been reported unanimously and Senator White 
supported the rcommendation of the committee. The bill was 
mond consideration only about ten minutes before it was 
passed. 

The House committee may revise S. 210 and substitute the 
revision for the text of S. 210 while retaining that number. The 
substitute, if passed by the House, would then go back to the 
Senate. 

No change was made in the provisions of the bill recom- 
mended by the committee but, on motion of Senator Reed, an 
amendment was added permitting forwarders to utilize the 
services of air carriers. He pointed out that the bill author- 


ized the forwarders to use the carriers regulated by parts I, © 


II and III of the interstate commerce act—rail, highway and 
waterway carriers—but not air carriers which are regulated to 
some extent by the Civil Aeronautics Board. The amendment 
permits the use of services of air carriers operating under the 
civil aeronautics act of 1938 “providing the published tariff 
rates are paid for all services rendered in accordance with rules 
and regulations of the Civil Aeronautics Board.” 

In supporting the bill Senator White paid a tribute to 
Senator Reed, who did most of the work on the bill, asserting 
he “has as wide a knowledge of rail-transportation problems 
as any man with whom I have been privileged to serve in the 
Congress.” He thought the full committee might have consid- 
ered the bill more than it did, but he acquiesced in the proposed 
legislation “because of the confidence I have in the subcom- 
mittee.” The subcommittee was composed of Chairman 
Wheeler, Senator Reed and Senator Hill, of Alabama. 


Freight Forwarder Regulation 
The Traffic World Washington Bureau 


Changes in the wording of the definition of a “forwarding 
carrier,” broadening of the exemption in section 403 (b), com- 
plete elimination of section 404 (b), revision of the so-called 
commodities clause in section 410 (d) (2), and elimination 
of the grandfather clause, section 409 (a), were recommenda- 
tions made with respect to H. R. 3684, the freight forwarder 
regulation bill, by John B. Keeler, of Pittsburgh, Pa., chairman 
of the legislative committee of the National Industrial Traffic 
League, as he appeared before the House committee on inter- 
state and foreign commerce. 

The League, said Mr. Keeler, spoke directly or indirectly 
for many thousands of shippers and receivers of carload 
and less-carload freight. It had adopted the position, he con- 
tinued, that the freight forwarding business should be reg- 
ulated by federal statute, and was in favor of some form of 
regulation along the general lines of the pending bills, H. R. 
3684 or S. 210, but with substantial modifications of ‘“partic- 
ularly important” provisions in each of them. Such features 
of H. R. 3684, he said, would, unless modified, “circumscribe 
or restrict, if not destroy, legitimate operations of shippers 
in regard to pool cars, etc.” He raised the further objection 
that the bill failed fully to carry out “the apparent objects 
of the House committee as stated by the chairman” of promot- 
ing the freight forwarding business so as to preserve to ship- 
= Lng users of the service all of the reasonable and natural 
enefits. 

The new “forwarder” definition proposed by Mr. Keeler 
on behalf of the League was as follows: 


The term ‘forwarding carrier’’ means any person, other than a 
common carrier by railroad, a water carrier, a motor carrier, an air 
carrier, or a person which on the date of the enactment hereof is sub- 
ject to part I of the interstate commerce act, as amended, as an ex- 
press company, which in the performance or discharge of an under- 
taking as a common carrier to transport property, or any class or 
Classes thereof, for the general public in interstate or foreign com- 
merce, for compensation, utilizes or employs the instrumentalities or 
services of a common carrier by railroad, by water, by motor vehicle, 
or by air, or of an express company, or any combination thereof, and 
which may also, in connection with such undertaking, perform or 
Cause to be performed under its direction and control, collection and 
delivery or transfer services within terminal areas. 


The definition as stated in the bill, said the witness, was 
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susceptible to the interpretation that it embraced agents rep- 
resenting shippers or groups of shippers who simply combined 
their small shipments into larger lots to get the benefit of 
quantity rates. 

As it now read, the exemption in section 403 (b) applied 
to forwarders who were cooperative under the agricultural 
marketing act, and to forwarders of -live stock, fish, agricul- 
tural commodities and used household goods, Mr. Keeler ob- 
served. He advocated a further exemption, covering the ac- 
tivities of shippers or groups of shippers or agents of shippers 
who simply consolidated for themselves and those whom they 
represented, not as a business for profit, and not holding out 
to serve the public or any but themselves. 

Noting agreement of the league with Chairman Lea’s state- 
ment of February 28, Mr. Keeler said the law should not have 
the effect of denying to shippers the cheaper rates they might 
receive on less than carload shipments as the results of the 
economies and efficiencies of forwarder operations. For this 
reason, the league regarded provisions of section 404 (b) as 
“highly objectionable,” he continued, asserting that it pro- 
vided a drastic minimum rate which would greatly limit the 
benefits to shippers “properly inherent in forwarder service,” 
leaving only the element of service. Furthermore, section 
404 (b) constituted statutory rate-making, which the league 
had consistently opposed, he said. The league believed, Mr. 
Keeler said, that many forwarder operations begun since July 
20, 1937, were beneficial to the public and should be preserved 
without formality of applications and public hearings with 
proof of convenience and necessity. 

As to giving forwarders the right to establish joint rates 
with underlying carriers, Mr. Keeler observed, the league was 
of the view that forwarders either should be given the right 
to establish joint rates with underlying carriers or that there 
should be statutory recognition of the right of underlying car- 
riers to make proportional rates on forwarder traffic less than 
local rates. Failure to make such provisions, he said, would 
result in material territorial curtailment of forwarder service 
“to the definite hurt of the shipping public.” 

Asked by Representative Sanders of Louisiana if he saw 
any necessity for requiring forwarders to obtain certificates, 
Mr. Keeler said it was his personal opinion that certificates 
were unnecessary, but that He was not authorized to make that 
statement on behalf of the league. 

Chairman Lea announced that he had received a letter 
from Edgar S. Gorrell, president of the Air Transport Asso- 
ciation of America, of Chicago, requesting that provision be 
made to authorize the utilization by forwarders of air trans- 
portation. 

A. H. Schweitert, traffic director of the Chicago Associa- 
tion of Commerce, pointed out a number of advantages of 
forwarder service, but declared that in some instances the 
services of the underlying carriers are as good as, if not bet- 
ter than, those of forwarders. He said there was package car 
service from Chicago by rail direct to 550 distribution points, 
and that forwarders had a much smaller number of key points 
by which shipments from Chicago could be routed. Forwarders, 
he contended, should not be made the biggest part of the na- 
tional transportation system. He advocated use of propor- 
tional rates to key points in lieu of joint rates. He suggested, 
also, that references to key points, in the bill, should be elimi- 
nated, saying it would be impractical to attempt to establish a 
sufficient number of key points for economical operation. Asked 
by Representative Brown of Ohio if he knew of any city that 
had rail package car service as good as that of Chicago, the 
witness said he had discussed the Chicago situation because 
he was familiar with it, but that he thought there were key 
cities all over the country where package shipments were 
consolidated. 


Joseph D. Dobmier, traffic manager of the Buffalo Forge 
Co., Buffalo, N. Y., submitted a statement with the request that 
it be made a part of the record without being read at the 
hearing. The request was granted. 

Carl E. Anderson, a Los Angeles, Calif., forwarder, ex- 
pressed opposition to the “concurrent” rate provision of the 
bill, later explaining that he regarded it as meaning the same 
as the joint rate provision. He said a “concurrent” rate was 
objectionable because it was not a published rate. 

“You feel, then, that the only thing this bill does it to 
regulate the shippers and that it does not regulate the car- 
riers,” said Representative Hinshaw of California. The wit- 
ness said that was his opinion, and that if proportional rates 
were established, they would be “out in the open.” The Com- 
mission should prescribe the proportional rates, he suggested. 
He asserted, further, that under section 404 (b) his rates as a 
forwarder of pottery and glassware would be increased to 
the point that he would be forced to go out of business. His 
present transcontinental rate, he said, was $1.65 a hundred 
pounds. It would be increased to $3 and more under section 
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BUFFALO MERCHANDISE WAREHOUSES, INC. 
1200 Niagara Street, Buffalo, N. Y. 


Eastern gateway to the lakes. Three water front ware- 
houses. Dockage 2500 feet. Two inland warehouses. Total 
capacity 600,000 square feet. Sidings on the New York 
Central, Erie and Buffalo Creek Railroads. 100 car capa- 
city. 359,000 square feet of heated, fireproof, sprinklered 
space. Night and day stevedoring service. 


Complete lake and rail facilities for distribution to Great 
Lakes, Northwestern and Buffalo territories. 


CHICAGO 


CROOKS TERMINAL WAREHOUSES, INC. 
433 W. Harrison Street, Chicago, Illinois 


Operators of six choicely located warehouses with com- 
plete lake, rail and motor transport shipping facilities. 
Total storage area 750,000 square feet. Various ware- 
houses are served by Belt Ry. of Chicago, Burlington, 
Pennsylvania and Chicago River & Indiana. Spacious, large 
capacity private switchtracks available. Numerous truck 
loading doors facilitate quick handling of motor trucks. 
Buildings of reinforced concrete, brick, mill, or steel con- 
struction. Low insurance rates. 


OBUFFAL 


Dockage facilities at Navy Pier and 103rd Street 

River). Spacious dockage in deep water, fully equi 
the prompt stevedoring of any class of cargo 
services: U. S. Customs and State Bonded. Pool: 
tribution. Cool room. Storage in transit privil 
numerous commodities. 


DETROIT 


MICHIGAN DOCK CORPORATION 
Marine and Rail Terminal 
Hastings St. at Detroit River 


More than 2,000 ft. frontage on Detroit River.‘ 
and conveniently located. Served by Grand Trunk 
connecting roads. 100,000 sq. ft. waterfront stora 
Latest type equipment designed for prompt disp 
vessels and careful handling of freight. Operating 
comprised of men of long experience in the handiin 
housing and distribution of all types of package 2” 
freight shipped by rail, boat or truck. 


Detroit terminal facilities of the Minneso 

Transit Co. and Great Lakes Transit Corporat 
newest and most modern waterfront termina ! 
Great Lakes. 


INTERLAKE TE! 
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ME TO CHECK 
SRIBUTION, TOO! 


HE selection of strategic distribution points in relation 



















handling equipment, modern warehousing space, direct 


to your principal markets goes hand in hand with rail and motor connections are available at all times at 
getting your freight through in good order. Not only each water terminal. 


take inventory of your shipping methods this PERFECT 
SHIPPING AND CAREFUL HANDLING Month of The shipper’s need for low-cost and dependable distribu- 
April, but closely check your market areas in relation to tion is answered in INTERLAKE TERMINALS’ service 





your distribution points. The savings and good business — providing water rates to key distribution areas. Assem- 
created by better shipping methods may be lost through bling of cargoes, transportation, stevedoring, warehousing 
inefficient and costly distribution of your goods. Within and final delivery can all be arranged. Write, wire or tele- 
overnight delivery distance to close to a half million square phone any member and you will receive prompt attention 
miles of the best markets, the INTERLAKE TERMINALS on any phase of this efficient and economical distribution 
are strategically located to insure low-cost and dependable group. 


distribution of your products. 


Low-cost because these eight key distribution points are GEO. G. RODDY ze 
located on the Great Lakes, consequently providing water General Manager 

rates on your shipments. Dependable because ample 271 Madison Avenue 

dockage, trained and competent stevedoring crews, careful New York City /I\ 





GREEN BAY 


LEICHT TRANSFER & STORAGE CO. 
121S. Broadway, Green Bay, Wisconsin 













ind 103rd Street 
> water, fully equi 
‘ class of cargo 
ate Bonded. Pool 


i t privé 
in transit PVs most direct route to the Minneapolis gateway. 
B. & ;. 


sportation facilities out of Green Bay. G. : 
kj & North Western, and Chicago, Milwaukee, St. 
& Pacific Railroads. Reciprocal switching. 


IT on carrier truck lines operating under strict regula- 

of the State of Wisconsin and Interstate Commerce 
CORPORATION Bi"ssion to all points within a radius of 200 miles of 
1 Terminal N Bay, giving overnight service. 


i largest port on Lake Michigan. Four warehouses on 
ver. Draft 23 feet. Fully equipped to render complete 

n Detroit River. “amPring service. Free lighterage. Open yard storage. 

d by Grand Trunk 

. waterfront storay 


d for prompt dis 
eight. Operating » MILWAUKEE 
ance in the handli HANSEN STORAGE COMPANY 


skage an 
oe enti 26 N. Jefferson St., Milwaukee, Wisconsin 
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b than 400,000 f i 
Minneso V,000 square feet of storage space equipped 
ree Corporati iutomatic sprinklers. Low insurance rates. Track 
terfront termind Gm” 50 cars at one time. 


warehouse 840 feet in length, located on Milwaukee 


River, immediately adjacent to Harbor entrance. Equipped 
with cranes for unloading vessels without gear. Ample 
platform space for quick delivery of merchandise. 


General merchandise storage — Pool Car distribution — 
Storage in transit on numerous commodities. Local Motor 
Truck delivery facilities. 


Served by the Chicago and North Western Railroad. 


MUSKEGON 


WEST MICHIGAN DOCK & MARKET 
CORPORATION 


Muskegon, Michigan 


The port of Western Michigan. Complete water, rail and 
motor truck terminal facilities. 600,000 cubic feet cold and 
freezer storage. 1,750,000 cubic feet dry storage. 54 acres 
open dock area. Private rail siding with 60 car — 
connecting with Pennsylvania, Pere Marquette and Grand 
Trunk Western Railroads. 


Direct steamship service to Milwaukee (year round), 
Montreal and European ports during Navigation Season. 
Complete stevedoring service all types of cargo. 20 ton all 
electric Gantry crane. Locomotive and gas cranes, escal- 
ators, tiering machines, truck and tractor trains. Dock 
3800 feet, draft 22 feet. 
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404 (b), he observed. He also objected to exemption of asso- 
ciations from regulation, contending that “you'll have dozens 
of associations springing up over night if you don’t regulate 
them.” 

Frank W. Robinson, of Omaha, Neb., vice-president of the 
Union Pacific, then testified on behalf of that railroad and other 
western lines, including the Missouri Pacific, Northern Pa- 
cific, Western Pacific; Chicago, Milwaukee, St. Paul & Pacific; 
Chicago, Rock Island & Pacific, Great Northern, Chicago & 
North Western, St. Louis Southwestern, and the Chicago, Bur- 
lington & Quincy. These lines, he said, operated about 75 per 
cent of the mileage in the western area. 


“There can be no doubt as to the efficiency and really 
worthwhile service performed by the freight forwarding 
agencies,” Mr. Robinson said. “They have been particularly 
beneficial to the railroads in their competitition with their 
common adversary, the highway carrier.” 


Representative Cole of Maryland asked Mr. Robinson to 
state what equipment a forwarder has. The witness indicated 
that it was the method, rather than the equipment, of the for- 
warder that was of value. 


“Would you go so far as to say that you’d like all your 
business to be carload business?” asked Representative 
Sanders. 

To this Mr. Robinson replied that statements that less- 
carload traffic was not desired by railroad was incorrect. The 
margin of profit on such business, he added, was less desirable 
as to l. c. 1. traffic, because, he observed, 85 per cent of his 
company’s “paper work” covered 1. c. 1. shipments. Such 
shipments also involved loading, station handling, break-bulk 
work, sorting and delivery, he pointed out. 

The minimum rate provision (in section 404) was regarded 
by Mr. Robinson as an undesirable and unwise proposal. The 
Commission, he said, had been created by law to regulate 
rates and charges. There was no place in the picture for 
railroads, he continued, adding that Congress ought not to set 
up an erosion of rail carriers’ revenue by even a permissive 
provision that railroads should share revenue with forwarders. 

Summarizing his statement, Mr. Robinson said forwarder 
operations should be regulated and should be continued; that 
they were particularly desirable in connection with the na- 
tional defense program because they aided railroads in greater 
utilization of car space; that they should have the privilege 
of proportional rates; that such rates should be subject to 
approval by the Commission; that forwarders’ rates should not 
be so low as to break down the rate structure of rail or motor 
carriers; and that the period of readjustment for forwarders 
for compliance with the law should be “reasonable” and should 
extend beyond July 1. 

Walter S. Franklin, vice-president in charge of traffic of 
the Pennsylvania railroad, told the House committee. how that 
line had developed a coordinated rail-motor service and that it 
now had trucks operating over 179 routes, a total of 11,200 
miles, serving 1,345 stations daily. He also cited the use of 
containers in box cars for less-carload shipments and asserted 
that the Pennsylvania had offered pick-up and delivery service 
to shippers in towns and villages as well as in larger cities for 
years. He emphasized the assertion that the line was paying 
particular attention to the development of less-carload traffic 
and did not regard it as undesirable. 


As to activities of freight forwarders, he contended they 
did nothing that could not be duplicated or improved on by 
railroads. In this connection he referred to the statement of 
the majority of the Commission “that whatever useful purposes 
forwarders perform could be performed by the carriers them- 
selves.” 


“Do you know of any reason,” asked Representative Wol- 
verton, of New Jersey, “why common carriers should not have 
the same opportunity to go into the forwarding business as the 
existing forwarders if they wanted to do so?” 

“If, later on, we wish to enter into freight forwarding 
service,” said the witness, “we want to do so—we want to be 
able to do that.” 


Mr. Franklin said that under the grandfather clause in 
H. R. 3684 the Pennsylvania would have to go before the Com- 
mission to prove public convenience and necessity if it wished 
to institute forwarder service of its own, and to prove that, he 
said, might be difficult. Representative Halleck, of Indiana, 
asked if the same result could not be achieved by establishing 
joint rates with motor carriers, and the witness answered that 
the raliroad wouldn’t have the same opportunity because it 
could not consolidate traffic as did a forwarder. He said he 
favored a provision that would make possible the continuance 
of pool car shipments. He was not in favor of the minimum 
rate provision in the bill, saying he believed that the matter 
should be left to the judgment of the Commission. Representa- 
tive Wolverton asked if the minimum rate provision in the bill 
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would not be an exception to the general policy of rate-making, 
and the witness said it would be that. 

Chairman Lea then inquired how the witness would regard 
the problem of his railroad in functioning as an 1. c. 1. carrier 
while offering freight forwarder rates which would be ma- 
terially less than the 1. c. 1. rates. A question had been raised, 
Chairman Lea said, as to administrative difficulties in such a 
situation and as to the possibility of discrimination against some 
shippers. 

“Tf the railroads are given the right to enter freight for- 
warder service,” said Mr. Franklin, “they would do exactly 
what the freight forwarders are doing. The whole part of our 
argument is that during the time when it was against the law 
for railroads to go into the forwarding business we have re- 
frained from conducting such business. The Pennsylvania is 
the short-line route between New York and Chicago, and a 
large volume of our 1. c. 1. business on that route has moved 
away from us. There would be no difficulty from a practical 
or legal point of view, under permissive legislation, for us in 
setting up our own forwarding operations to recapture that 
business.” 

Answering a series of questions by Representative Wolver- 
ton, Mr. Franklin said that 1. c. 1. traffic had been diverted 
from the Pennsylvania to other railroads because freight for- 
warders had been able to offer shippers lower rates, as for- 
warders were not regulated and “could reduce rates at will,” 
that there had been a tendency of forwarders to route ship- 
ments over railroads that had a financial interest in the for- 
warders, and that such forwarders would be authorized, under 
the proposed grandfather clause, to continue operations without 
proof of public convenience and necessity. There was no stip- 
ulation in the bill, he said, that the Commission should give 
special consideration to railroads that had “obeyed the law.” 
Mr. Franklin opposed the joint rate provision in the bill, saying 
it was “elementary” that a participant in a joint rate should 
perform some sort of transportation service. He concluded 
with the statement that railroads in general were “together” 
on the bill, but that some would not oppose it, fearing they 
would antagonize forwarders whom they served. 

Paul P. Hastings, vice-president in charge of traffic of the 
Atchison, Topeka & Santa Fe, the next witness, said too much 
attention should not be paid to testimony that had indicated the 
railroads were not interested in 1. c. 1. traffic. He said he was 
speaking on behalf of the western railroads, joining with Mr. 
Robinson in that respect, and that he had been authorzied to 


say that the New York, Chicago & St. Louis, the Erie, the Pere 
Marquette, the Chesapeake & Ohio and the New York Central 
concurred in the views expressed by Mr. Robinson and himself. 
He discussed at some length the development and present status 


of Santa Fe 1. c. l. service. Train schedules were now main- 
tained as well on freight traffic as on passenger traffic, and 
railroad service on merchandise shipments was steadily improv- 
ing, he said. 

“We are not opposing the forwarders,” he continued. ‘‘For- 
warders have been and are our biggest and most valuable 
shippers—note the word ‘shippers’—and we desire to keep them 
as such. We are opposed to joint rates between forwarders and 
railroads and between forwarders and trucks. . . . If permis- 
sible, joint rates between a forwarder and the common carriers 
it uses to destinations might result through competition. Rail- 
roads might have to accept less than their carload rates.” 

The witness said there was no consistency in any attempt 
to confine a joint rate to trucks participating in a haul unless 
all the participating carriers were parties to it. Such joint 
rates, he added, would make shipping a barter proposition—“it 
would murder our revenue.” As for divisions of rates, he as- 
serted that “in a practical way” a forwarder could make a deal 
with one railroad if that railroad would make a more liberal 
division than another, and that to couple divisions with a con- 
cern that had the right to route its traffic was “just plain 
murder.” Section 404(d), he observed, forbade discrimination 
by forwarders among shippers but not among carriers. The 
power to route traffic, he added, was the best evidence that, in 
their relation to carriers, forwarders were shippers rather than 
carriers. A legal status for forwarders which would make pos- 
sible joint rates between forwarders and truckers would give 
the forwarders a legal status that would permit joint rates be- 
tween forwarders and railroads, he added. He proposed on 
behalf of the western railroads, a revision of section 417 in the 
bill by adding to it a second proviso, as follows: 


and provided further, That where less-than-carload or less-than-truck- 
load shipments are moved into a point for further movement beyond 
as part of carload or truck-load shipments or where less-than-carload 
or less-than-truck-load shipments are moved to final destination from 
a point into which they have moved as a part of a carload ora truck- 
load, it shall be lawful for said common carriers subject to part I, I 
or III of this act to publish rates or charges applicable to such inbound 
or outbound less-than-carload or less-than-truck-load shipments which 
differ from other rates or charges contemporaneously maintained be- 
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tween the same points, if such difference is justified by a difference in 
the respective conditions under which such instrumentalities or services 
are employed or utilized. 


J. R. Bell, attorney representing the Southern Pacific, 
presented, for the record, a statement on behalf of that rail- 
road which he said was in agreement with the views expressed 
by Messrs. Robinson and Hastings. 

J. L. Sheppard, of Chicago, freight traffic manager of the 
Illinois Central, said 1. cl. traffic yielded $7,000,000 annually 
for that line, that the railroad was also “interested” in freight 
forwarder traffic, which yielded approximately $1,000,000 for 
the railroad in 1940, and that the Illinois Central favored pre- 
servation of freight forwarders. It objected, however, to the 
provision for through rates and divisions, he said, because 
freight forwarders did not provide any actual transportation. 
Joint through rates could be soundly constructed, he argued, 
only when each participating carrier actually transported ship- 
ments. Transporting carriers, he said, should be permitted to 
reduce rates between key points for the benefit of forwarders, 
and ample time for readjustment of forwarder operations under 
new legislation, as recommended by Chairman Eastman of the 
Commission, should be provided, he added. Mr. Sheppard said 
he was authorized to say that the Seaboard Air Line concurred 
in his expression. 

R. G. Hodgkin, of Wilmington, N. C., freight traffic man- 
ager of the Atlantic Coast Line, said forwarders should be re- 
quired to publish rates. The position of the A. C. L., he said, 
was the same as that of the majority of the Commission, i. e., 
that if forwarders were to be allowed to exist, they should be 
suitably regulated. The A. C. L. regarded forwarders as ship- 
pers and contended that if they were to be recognized they 
ought to charge rates known to all and the same to all. 

John T. Tilford, assistant vice president of the Louisville & 
Nashville, expressed the opinion that forwarders shold be 
regulated but should have the status of shippers. His line was 
opposed to joint rates for forwarders, but it was in agreement 
with the proposal of Chairman Eastman that there should be 
modification of rates to permit a difference in the charge of 
assembly and distribution to forwarders. Definite minimum 
charges should be eliminated, he said. He added that the L. 
& N. believed the forwarder’s existence was justified by the 
service he performed; that forwarder traffic had taken no 
l,c. 1. business from the railroad, but had taken business away 
from long-haul truck lines. 

Joseph Marks, assistant freight manager of the Southern 
Railway, also opposed the joint rate provision, and joined in 
support of Chairman Eastman’s suggestion for lower local 
rates by common carriers serving forwarders at assembly and 
distribution points. If forwarders had to pay full local rates, 
the public might lose their service, he declared. 

That there should be no objection to continuance of joint 
rates by forwarders and motor carriers inasmuch as _ these 
parties wanted such rates, that a system of proportional rates 
between forwarders and motor carriers could be established 
as an alternate method, and that there was no need for any 
provision for joint rates between forwarders and railroads 
were points that G. G. Early, of St. Louis, Mo., chief traffic 
officer of the Wabash, emphasized in his testimony before the 
committee. 

He said that John Duffy, vice president of the Lehich 
Valley, and J. J. Byrne, vice president of the Delaware, Lack- 
awanna & Western, had expressed concurrence in his views 
on H. R. 3684. 

Mr. Early disclosed that the Wabash, in 1940, handled a 
total of 631,670 carloads of all freight traffic and that for- 
warder traffic constituted 42,398, or 6.7 percent, of that total. 
Forwarder traffic, he said, had been four times as profitable 
to the railroad as regular 1. c. 1. freight. He listed several 
characteristics of forwarder traffic that made such business 
advantageous to the railroads, adding that continuation of 
the concentration of shipments made possible by forwarders 
was essential. 

“Tt is difficult to determine,” said Mr. Early, “how, with 
consolidated shipments coming from a variety of distant 
origin points and going to a variety of distant distribution 
Points, the principle of a joint rate could be applied.” 

A joint rate could be applied, he contended, to an individ- 
ual shipment, but not to as many as 500 different shipments 
consolidated at one point and distributed from a break-bulk 
Point. He said forwarders should continue the practice of 
publishing and maintaining through rates and that it was 
obvious that a forwarder could not and should not be required 
to pay the published local rates of motor carriers. As to 
Proportional rates, he said he believed Congress could author- 
ize a gathering and distributing charge differing from the 
local rates. It could do this, he said, by using language in 
its authorization covering, proportional rates that would guard 
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against the interpretation, relative to such rates, made by 
the Commission in I. and S. M-247. 


Fisher G. Dorsey, vice president of the Lone Star Package 
Car Co., of Houston, Tex., appearing on behalf of the Freight 
Consolidators and Forwarders Institute, was the last witness 
heard by the committee. He said, in refutation of statements 
made by other witnesses to the effect that forwarders handled 
only the “cream” of the traffic, that forwarders did no more 
picking and choosing than other transportation agencies. He 
pointed out that a railroad whose line ran southward prob- 
ably would not solicit traffic destined for far western points, 
and that motor carriers could restrict their service to certain 
commodities and limited areas. 


Forwarders offered superior facilities for tracing ship- 
ments and handling claims for shippers, he said. In many 
smaller communities, he pointed out, shippers entrusted to 
forwarders the entire problem of routing and expediting 
delivery of their shipments and would be without informa- 
tion as to rail and motor lines available for the quickest and 
most direct service if they had to attend to such matters 
themselves. A forwarder could conserve space on a shipper’s 
dock because Fe could pick up all freight there at one time, 
since he provided service to all points to which the freight 
was destined, said Mr. Dorsey. 


From the standpoint of flexibility, too, forwarders of- 
fered superior facilities, Mr. Dorsey continued. If one key 
point were congested or strike-bound, a forwarder could 
route shipments that ordinarily would move to that point 
to another key point. 


To correct a statement made earlier in the hearing, Mr. 
Dorsey said there were 59 forwarders to which the Commis- 
sion sent notices July 20, 1937 (the grandfather date in H. R. 
3684) in Ex Parte MC-31, and he added that he believed there 
were others operating then, so that the total number of for- 
warders which would have grandfather rights under the bill 
would be between 50 and 100. Questioned by Representative 
Bulwinkle, of North Carolina, as to the number of forwarders 
now operating, Mr. Dorsey explained that there was no ac- 
curate information on this matter and that, moreover, the 
number would depend on the definition of the term “freight 
forwarder.” He was asked specifically as to the status of 
forwarders of paper shipments, and he explained that, in his 
opinion, they could continue operations as pool car operators 
and be exempt from provisions of the act. Representative 
Reece, of Tennessee, asked Mr. Dorsey to state briefly the 
difference between forwarders specializing in paper ship- 
ments and other forwarders, and the witness answered that 
there were differences in the characteristics of paper ship- 
ment consolidators. Representative Reece thereupon ex- 
pressed annoyance with answers of witnesses which, he con- 
tended, took up several pages in the record without giving 
the information sought. Mr. Dorsey reiterated the assertion 
that the question the representative had asked was not one 
that could be answered in a few words. In some cases, he 
added, the paper forwarder might differ from other forwarders 
in that he did not assume, as did other forwarders, the re- 
sponsibility for the transportation itself. 


Mr. Dorsey also took issue with the assertion made by 
other witnesses that freight forwarders had negligible in- 
vestment in their business. He showed that forwarders had 
to have substantial working capital to take care of cash 
settlements for many different freight movements and other 
expenses, that a truck operator could buy equipment on in- 
stallments, without a large initial investment, and that a 
merchant could stock his store with goods received on con- 
signment. Opposition to H. R. 3684, said Mr. Dorsey, came 
chiefly from long-haul motor carriers who felt they would 
have more traffic if freight forwarders were eliminated, and 
from railroads in richly populated areas. 


The forwarder industry could not be preserved without 
certificates of convenience and necessity, he continued. To 
let the field be open to “every Tom, Dick and Harry” would 
defeat the principle of consolidation, he asserted, adding that 
in a territory where only two carloads of traffic a day orig- 
inated there could be no forwarder service if several for- 
warders should attempt to share that business. 


‘If it is to the public advantage to have forwarders,” 
asked Representative Paddock, of Illinois, “why is it to the 
advantage of the public to reduce the number by enactment 
of the grandfather clause?” 

Mr. Dorsey said the Commission restricted the number of 
rail and motor carriers in various territories and that the 
principle behind such restriction applied also to the forwarder 
business. In the further course of his testimony, he said 
that, speaking for himself, he thought the minimum rate pro- 
vision in the bill would be “all right,” but that he would prefer 
a provision that would instruct the Commission not to allow 
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any rate that would tend to destroy the carriers whose services 
were used by forwarders. 

Representative Simpson, of Pennsylvania, asked to what 
extent forwarders had reduced the rates of motor carriers 
used by them. Mr. Dorsey said it was apparent that motor 
carriers generally were satisfied with the work they did for 
forwarders. Answering another inquiry, he said that about 60 
percent of the total forwarder tonnage was handled by three 
large forwarders, operating on a nation-wide basis. 

“The heart of this legislation is the joint rate,” he ob- 
er “Without that, we’d be better off with no legislation 
at all.” 

In response to a question by Representative Paddock, the 
witness said a proportional rate was one published and open 
to the public, while a joint rate was not published or open for 
public inspection. He added that he thought Chairman East- 
man had made a good recommendation in suggesting that a 
year be allowed for continuance of joint rates and he pro- 
posed that, within the year or within such time as might be 
required for working out the plan, the Commission could 
develop a system of proportional rates for use by forwarders. 

Representative Bulwinkle announced that he had turned 
over to Chairman Lea, for insertion in the record, a number 
of letters he had received, pertaining to the bill. Chairman 
Lea thanked the witnesses as the last of the hearings on H. R. 
3684 ended, on March 26. 


Petroleum Transportation 


Transportation of crude oil and petroleum products by 
pipe line, with “very little” additional construction, and by 
tank car in the interior of the country could be expanded 20 
per cent on short notice, and the only possible bottleneck that 
caused concern in the Office of Production Management with 
respect to petroleum transportation was in tanker transporta- 
tion to the east coast, said Dr. Robert E. Wilson, consultant on 
petroleum in the production division of the O. P. M., in appear- 
ing as the first witness before a sub-committee of the House 
committee on interstate and foreign commerce March 27 
when, after an interval of several months, the sub-committee 
resumed hearings in its investigation of the petroleum industry 
with relation to national defense needs. 

Representative Cole, of Maryland, is chairman of the sub- 
committee. Chairman Lea of the committee on interstate and 
foreign commerce participated in the hearing. Answering one 
of his questions, Dr. Wilson said he was giving part-time serv- 
ice to the OPM and that he retained his private business 
capacity as president of the Pan-American Petroleum & Trans- 
port Co. and two associated companies, Pan-American Refining 
Co. and American Oil Co. 

Concerning the east coast tanker transportation problem 
that he had pointed out, Dr. Wilson said that about 95 per cent 
of the petroleum products consumed by the east coast states 
was delivered there by tanker, in crude or refined forms, 
mainly from the Gulf coast. The movement from the Gulf coast 
alone, he said, amounted to about 1,250,000 barrels a day and 
required a fleet of 260 domestic tankers. A combination of cir- 
cumstances had caused a “tight situation” as to the present 
capacity of this fleet, he said. The fleet was nearing the end of 
its useful life, he asserted; moreover, he said, a considerable 
number of the tankers had been transferred into foreign service 
because of war conditions. He noted also that eight large, high- 
speed tankers had already been requisitioned by the navy and 
that several more might be so requisitioned in event of war. 
Consequently, there had been a shortage in tankers in each of 
the last two winters when the peak demand for heating oils 
tended to create a shortage. 

“In the event of a naval war in the Atlantic,” the witness 
went on, “which might result in the loss of some tankers and 
necessitate the use of a convoy system, there would undoubtedly 
be serious difficulty in supplying civilian requirements on the 
east coast, and for this reason we have been urging the indus- 
try to relieve this situation by all possible means. Such means 
include the building of more storage on the Atlantic seaboard, 
so that reserve stocks can be built up and tankers can be used 
effectively during the slack season; the building of more 
tankers, 25 of which are expected to be delivered during this 
calendar year, and the building of any pipe line or barge trans- 
portation facilities which can be undertaken by private capital 
to help to supply the east coast without involving the tanker 
haul around Florida. Unfortunately, to get deliveries of addi- 
tional tankers now would require at least two years on account 
of the large amount of naval] and other ship construction which 
is ahead of any new orders.” 

He observed that the tanker owners and operators, at the 
request of the Navy Department and the Maritime Commission, 
had set up a committee to supply these organizations with all 
desired information as to tanker capacities, operations, con- 
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struction programs, etc., and had agreed to share the traffic 
burden equitably on requisitioning of any desired tanker by the 
Navy Department. 

Construction of proposed pipe lines in southeastern United 
States was definitely desirable from a defense standpoint, Dr. 
Wilson said. To permit one interstate carrier to block the 
right-of-way of another interstate carrier was indefensible, 
he added, “especially under the emergency conditions we are 
facing.” He pointed out that pipe lines were less vulnerable to 
hostile attack and were more easily repaired than other trans- 
portation means; that rail and tank-truck transportation un- 
doubtedly could handle the oil carried by any one or two pipe 
lines, but that the cost would be two or three times as great, 
and that proper preparation for an emergency in the Atlantic 
required augmentation of all methods of transportation to the 
east coast “because the combined efforts of all of them would 
probably be inadequate.” The witness said the southeastern 
section was the only part of the country that did not have pipe 
line transportation, yet it was supremely important there from 
a defense standpoint, to reduce tanker transportation required 
around the Florida peninsula. One of the proposed lines would 
obviate the need for five average tankers and could readily be 
expanded, he said he had been informed. 

“It seems fortunate,” he continued, “that it is possible to 
have such facilities constructed by private capital if the legal 
obstacles can be eliminated. It is difficult to understand the 
unwillingness of the Georgia legislature to pass the necessary 
enabling legislation in view of the recent united recommenda- 
tions of the President and the Secretaries of War, Navy and 
the Interior, but it would seem that it must be based on a 
lack of appreciation of the seriousness of the situation.” 


In answer to a series of questions asked by Representative 
Lea, of California, Dr. Wilson said that rail transportation 
facilities for petroleum would be utterly insufficient in a case 
of necessity; that the petroleum unit of the O. P. M. had not 
studied theoretical lines which would require government funds 
to support them because it was felt that 80 to 85 per cent of 
the petroleum thus transported would be for civilian consump- 
tion; that he did not regard the Norfolk area as the principal 
destination territory to be served, but would be interested in 
“anything that would save the tanker haul around Florida,” and 
that the transportation of petroleum by pipe line cost 60 per 
cent more for each mile than by tanker. The pipe line haul 
was shorter, however, and with a sufficient haul such trans- 
portation would be more economical, he said. 

“Suppose,” said Representative Lea, “that Congress should 
pass a law giving private corporations the right to condemn 
rights-of-way for construction of pipe lines. Do you think 
federal government approval of such proceedings should be 
required ?” 

Dr. Wilson said this was a legal question and that he was 
not a lawyer but that it seemed to him that some federal super- 
vision over matters of that nature would be needed. Repre- 
sentative Lea said he had in mind the question of making an 
exception to the policy of requiring carriers to obtain federal 
government permission before operating across interstate lines. 
Dr. Wilson said that, while crude oil pipe lines had to have 
certificates for interstate operation, construction of pipe lines 
for transportation of gasoline involved features that would make 
federal government authorization appear unnecessary, especially 
since such a requirement would call for hearings and other 
legal steps that would delay the actual construction work. 





RAILROADS AND TECHNOLOGY 


Technological displacement of nearly 300,000 adjusted man- 
years in the steam railroad industry in the period 1929-1939 is 
reported in Monograph No. 22, technology in our economy, 
issued by the Temporary National Economic Committee. The 
committee, however, according to Senator O’Mahoney, chair- 
man, has taken no action on the report and the “sole and un- 
divided responsibility for every statement” in it rests entirely 
on the authors who are H. Dewey Anderson, the committee's 
executive secretary; Dr. Lewis L. Lorwin, economic consultant 
to the committee; John M. Blair, economist on the committee’s 
staff, and Ruth Aull, technical assistant to the committee. 

The seriousness of such a displacement, said the report, 
required no elaboration. 


PREFERRED PERSONAL INJURY CLAIMS 


The House judiciary committee has approved an adverse 
report of its bankruptcy subcommittee on H. R. 2957, a bill 
to make personal injury claims of non-employes against rail- 
roads in receivership or trusteeship preferred claims to be 
paid out of operating expenses (see Traffic World, March 15, 
p. 631). 
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Transportation Board Delay 
The Traffic World Washington Bureau 


Congress did not hasten this week to bring into being the 
transportation board nominated March 20 by President Roose- 
velt. 

Members of the Senate interstate commerce committee 
assigned to investigate in Colorado the proposed abandonment 
of the D. & R. G. W. branch narrow-gauge line between An- 
tonito, Colo., and Santa Fe, N. M., under a senate resolution, 
asked that consideration of the transportation board nomina- 
tions be deferred by the committee until they returned. They 
are Senators Johnson, of Colorado; Schwartz, of Wyoming, and 
Shipstead, of Minnesota. They were scheduled to begin hear- 
ings April 1. At the committee offices it was said there was 
nothing definite as to when the nominations would be taken up. 

Another element of delay entered into the situation as 
the result of the conferees on a deficiency appropriation bill 
striking out the provision for an initial appropriation of $50,000 
for the board which was voted into the bill March 20 on motion 
of Senator Hill, of Alabama. House conferees objected to 
inclusion of the appropriation, it was said, because there had 
been no recommendation for it from the Bureau of the Budget 
and because there had been no hearings on the item. They also 
took the position, it was said, that haste in the matter ap- 
parently was not necessary as the President had delayed mak- 
ing the appointments for six months, and that they preferred 
to have more information about the matter than they had be- 
fore making an appropriation for the board. 

It was understood that hearings on the nominations might 
be requested. One member of the Senate committee expressed 
disappointment because three outstanding men in the field of 
transportation had not been nominated. 

The general comment has been that it was surprising that 
the President picked Wayne Coy and Charles West, both ad- 
mittedly having had no contact with the transportation problem. 
The third nominee, Nelson Lee Smith, has had some contact 
with the problem. It is a fair statement, it is believed, that the 
reaction to the proposed board as a whole has been one of dis- 
appointment and that not much can be expected from it. 


RETIREMENT AND INSURANCE COMPENSATION 


Compensation creditable under the railroad retirement and 
unemployment insurance acts totaled about $2,100,042,000 dur- 
ing 1939, according to wage and service tabulations recently 
completed by the Railroad Retirement Board. 

The number of employes in compensated service increased 
44 per cent from 1,538,280 in 1938 to 1,605,357 in 1939, and the 
average credited compensation an employe increased approxi- 
mately 3.1 per cent from $1,269 in 1938 to $1,308 in 1939. The 
increase in average annual compensation, the board said, was 
attributable mainly to an increase in the average amount of 
employment an employe and was reflected in an increase in 
the average number of months of service an employe from 9.3 
in 1938 to 9.4 in 1939. 








Rail Wage Statistics 


For 1940 the average number of employes, based on the 
twelve monthly counts at middle of month, of Class I steam 
railways, exclusive of switching and terminal companies, was 
1,026,956, an increase of 39,013 employes, or 3.95 per cent com- 
pared with the total for 1939, and the total 1940 compensation 
was $1,964,330,608, an increase of $100,827,785, or 5.41 per cent 
over 1939, according to a Commission compilation of rail wage 
Statistics, statement M-300. The compilation is a consolidation 
§ ‘’ twelve monthly statements of wage statistics issued in 


_ The compilation noted that effective August 1, 1937, a wage 
Increase of 5 cents an hour was granted to certain classes of 
hon-operating” employes, and as of October 1, 1937, an in- 
Crease of 44 cents a day was granted to transportation em- 
ployes. These higher rates, it says, were in effect throughout 
1938, 1939 and 1940. 

The average number of employes who received pay during 
the month as distinguished from the number at middle of 
month, was 1,129,159. This was an increase of 3.48 per cent, 
or 37,937 employes, over the corresponding number of employes 
who received pay in 1939, and 8.44 per cent, or 87,869 employes 
over the year 1938. The number of employes who received pay 
in 1940, however, was 8.48 per cent or 104,657 employes, below 
the average number a month in 1937. 

Compensation for “time paid for but not worked” for 1940 
was reported as follows: Executives, officials and staff as- 
Sistants, $507,910; professional, clerical and general, $14,248,583; 
maintenance of ways and structures, $614,771; maintenance of 
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equipment and stores, $6,933,684; transportation (other than 
train, engine, and yard), $1,650,885; transportation (yard- 
masters, switch tenders, and hostlers), $24,874,696. 

In the train and engine service, compensation for 1940 was 
reported as follows: 

Straight time actually worked, $418,803,764; straight time 
paid for, $514,764,482; overtime paid for, $38,789,289; construc- 
tive allowances, $14,250,041; total, $567,803,812. Miles actually 
= hae 4,752,284,192 and miles paid for but not run totaled 

38,730,565. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Brother- 
hood Railway Carmen of America, operating through the railway 
employes’ department, A. F. of L., has been designated to repre- 
sent the craft or class of carmen (including coach cleaners), their 
helpers and apprentices, employed by the Pueblo Joint Exchange 
Bureau, and the Brotherhood of Railway and Steamship Clerks, 
Freight Handlers, Express and Station Employes to represent 
ushers (red caps), employed by the Rock Island, for the purposes 
of the railway labor act. 

The board also has certified that the Inland Boatmen’s Divi- 
sion, National Maritime Union, has been designated to represent 
(1) unlicensed personnel, deck and engine room and (2) cap- 
tains on barges, covered lighters and grain elevators, employes 
of the Reading Co., for the purposes of the railway labor act. 


RAIL PENSION DATA 


In January the Railroad Retirement Board certified to the 
Secretary of the Treasury benefit payments amounting to $10,- 
079,263, according to statistics made available by the board. This 
brought to $378,419,104 the total amount paid since the begin- 
ning of operations. 

A total of 136,022 employe annuities were certified through 
January, 1941, 48,525 pensions, 2,713 survivor annuities, 5,163 
death benefit annuities and 36,537 lump-sum death benefits. 

Payments on lump-sum death benefits in January totaled 
$220,793, and averaged $223.63 for each certification, $13.84 
more than the average for December. 

Employe annuities in force at the end of January numbered 
113,493, with an average monthly amount payable for $65.64, 
according to the board. The number of pensions in force at the 
end of January was 32,892 and the average monthly pension pay- 
ment was $58.77. 

Assets of the railroad retirement account as of January 31, 
1941, consisted of $85,400,000 invested in 3 per cent Treasury 
notes and a cash balance of $2,226,111. The balance remaining 
in the Congressional appropriation for the fiscal year ending 
June 30, 1941, was $38,350,000. 


RAIL UNEMPLOYMENT INSURANCE 


Unemployment insurance claims received in the regional 
offices of the Railroad Retirement Board totaled 159,011 in 
the 4-week period from January 4 to January 31, 1941, accord- 
ing to the latest statistics made available by the board. The 
weekly average of 39,752, the board said, was the largest for 
any month since the inception of the program. The increase 
in claims, it added, was probably “due to the continued decline 
in employment, reflecting the post-holiday lull for transporta- 
tion employes and the low level of activity in maintenance of 
way during the winter months.” 

About $3,018,500 was certified in benefits in the January 
period, according to the board. For the 156,950 claims certified 
under the provisions of the amended act, the board said, benefits 
amounted to $3,011,800, an average of $19.19 a certification. A 
total of 97,510 employes had received one or more benefit pay- 
ments under the amended act by January 31, according to the 
board. About 70 per cent of that number had served the wait- 
ing period after November 1, 1940, said the board, adding “most 
of these employes having experienced no unemployment which 
would entitle them to benefits or waiting period credit in the 
period July-October, 1940.” 





R. R. B. LEGAL OPINIONS, ETC. 


Payments made by an employer to employes for periods 
of absence due to jury duty or service in the national guard 
have been ruled by the general counsel of the Railroad Board 
to constitute compensation under the railroad retirement and 
unemployment insurance acts, so long as the payments are 
made for periods in which the employe has an employment 
relation with the employe... 

Suit against the Railroad Retirement Board, according to 
the board’s general counsel, may be “commenced only in the 
district court of a district in which the board has established 
an office.” The board, according to the general counsel, had 
been asked to waive the question of jurisdiction in a case where 
it was wished to begin suit in a court for a district in which 





the board had no office. No authority, he said, was given the 
board to confer jurisdiction on any other district court, and 
thus it was clear that only those courts had jurisdiction which 
are located in districts where the board had offices. 

Receivers and trustees who are at the same time officers of 
the carriers or subsidiary companies for which they are re- 
ceivers or trustees, have been ruled by the Railroad Retire- 
ment Board to be, in their capacities as officers, employes under 
the acts. 

Sunday and holiday service rendered by railroad teleg- 
raphers who work for a telegraph company exclusively on 
such days has been ruled by the board’s general counsel to be 
not creditable under the railroad retirement act. 

Any applicant for unemployment insurance who has failed 
to furnish necessary forms 15 days after the board has made 
formal request for them, will not, according to the present 
board policy, receive benefits for any days before the date on 
which such forms are filed with the board. Among the forms 
on which the board has set the 15-day limit are the applica- 
tion for employment service, the verification of name and ac- 
count number, and the statement of employment and com- 
pensation in 1939. 


TRANSPORTATION AND COAL PRICES 

The Mississippi Valley Association has sponsored an amend- 
ment to joint Congressional resolution 101 the effect of which 
would be to eliminate coal price fixing schedules based on 
the f. o. b. mine prices and the all-rail freight rate regardless 
of the type of transportation used to the markets. The purpose 
of the joint resolution is to continue for two years the Guffey 
coal act under which the Bituminous Coal Division fixes the 
prices. The act is dated to expire April 26. 

The amendment would make it unlawful “to fix any price 
on coal at the mine or elsewhere which will deprive or tend 
to deprive the purchaser of such coal or the consuming public 
of the economies or savings of any form of transportation,” or 
to “fix or make more than one price at the mine or elsewhere 
on the same grade, type or quality of coal, dependent on the 
form of transportation to be used in transporting such coal 
from the mine or any other place of purchase to any point of 
consumption, sale or distribution.” 


PROPOSED LEGISLATION 

Senator Wheeler has introduced S. 1224, a bill to extend 
the crediting of military service under the railroad retirement 
acts. 

Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 4107, a bill to extend 
for two years from June 23 the life of the temporary Maritime 
— Board created by title X of the merchant marine act, 
1936. 

Chairman Mansfield, of the House committee on rivers and 
harbors, has introduced H. J. Res. 143, authorizing the conver- 
sion of the Panama Canal into a sea level canal. 

Senator Shipstead, of Minnesota, has introduced S. 1195, 
a bill to increase the period of limitation on actions against 
railroads for recovery of undercharges from two to three years. 

Representative Romjue, of Missouri, has introduced H. R. 
4130, a bill to make permanent the present 3-cent postage rate 
on first-class mail and other prevailing first-class rates. 

Representative Vinson, of Georgia, has introduced H. Res. 
153, requesting the Secretary of the Navy to appoint a board 
consisting of not fewer than five officers to investigate and re- 
port on the need and practicability, from the standpoint of 
national defense, of establishing government-owned, controlled 
and operated fuel oil pipe lines between Baton Rouge, La., Port 
Saint Joe, Fla., and national defense activities along the south 
Atlantic seaboard, and transmit the board’s report, with recom- 
mendations, to Congress as soon as practicable. 

Representative Priest, of Tennessee, has introduced H. R. 
4164, a bill to establish a division of star route service in the 
Post Office Department, with a director at $7,500 a year. The 
bill applies to the carrying of mail under contract. 


LOANS TO RAILROADS 
RFC loans to railroads as of Feb. 28 stood at $477,650,215.34, 


according to the monthly statement showing total disbursements 
of $800,319,805.16 and repayments of $322,669,589.82. 


MONEY FOR MAIL BY RAILROAD 


An increase of $300,000 in the appropriation for railroad 
mail transportation and mail messenger service for the fiscal 
year beginning July 1 was recommended by the Senate appro- 
priations committee in reporting the annual Treasury and 
Post Office appropriation bill. 

As passed by the House the bill carried $112,000,000 for 
railroad mail compensation and mail messenger service. The 
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Senate committee recommended $112,300,000. The latter fig. 
ure was the Bureau of the Budget estimate. 

Second Assistant Postmaster General Smith W. Purdum 
submitted a table showing that if all railroads filed land grant 
claim releases under the transportation act of 1940 as a pre. 
requisite for applying their regular rates to government 
traffic, except military and naval traffic, the increase in cost for 
transportation of mail by railroad would be $2,550,774.06 in 
the fiscal year 1942. The statement showed that, as of March 8, 
the total increase for railroads that had filed releases would be 
$2,043,692.05 for the fiscal year 1942. 


NEW R. R. B. DISTRICT MANAGERS 


The Railroad Retirement Board has announced it has ap. 
pointed new district managers in five of its districts. The new 
appointees and the offices to which they have been assigned fol- 
low: William F. Denne, New York, N. Y.; Victor R. Donatelli, 
Buffalo, N. Y.; Kenneth M. Bovee, Albany, N. Y.; Frederick W. 
Cunnningham, St. Louis, Mo.; and Harry Wax, Salt Lake City, 
Utah. All the new district managers joined the board as ad. 
judicators in 1937, and, according to the board, all have had 
considerable railroad experience. 


BASING POINT PROBLEM 

The Temporary National Economic Committee has issued 
monograph No. 42, the basing point problem, a compilation 
of exhibits offered as testimony by the United States Stee] 
Corporation and the Federal Trade Commission on the sub- 
ject of the basing point problem. Briefly, the basing point 
system in steel operates as follows: For each particular stee] 
product a number of points have been selected at which “base 
prices” are quoted. The delivered price at any other point 
is computed by adding to the base price at each basing point 
the railway freight charge from that point to point of delivery 
and adopting the smallest of these totals. 


CANADIAN ROADS WANTS BOX CARS 

Railroads have been advised by W. C. Kendall, chairman, 
car service division, Association of American Railroads, that 
Canadian railroads are still asking for more prompt return of 
box cars, particularly those used in the movement of news- 
print, other paper products and high class lumber from western 
Canadian provinces. 

“The Canadian lines are under exceedingly heavy pressure 
due to war time traffic,” said he. ‘The misuse of any of these 
cars in loading other than directly back to the home roads is a 
violation of the United States customs regulations and may 
have serious consequences.” 

United States lines were urged by Mr. Kendall to take 
steps to bring about the prompt return to Canadian roads of 
their box cars. : 


SUGAR AND SHIPPING 


Recent advances in refined and raw sugar prices, attrib- 
uted to an anticipated shipping shortage, are not justified in 
view of the basic sugar situation, according to Miss Harriet 
Elliott, consumer commissioner of the national defense advisory 
commission. Miss Elliott said the division had discussed the 
shipping situation with the emergency shipping committee of 
the Maritime Commission and had been assured that enough 
tonnage would be available to move in from off-shore produc- 
ing areas sufficient quantities to safeguard normal sugar con- 
sumption in this country. 


RELOCATED S. P. SIGNAL AWARD 


The job of relocating 37 miles of the main line of the South- 
ern Pacific around Shasta Dam and reservoir on the Central 
Valley project in California on a new 30-mile route is the bg- 
gest railroad construction job in the country in recent years, 
says the Bureau of Reclamation, Department of Interior, in 
announcing the award of contract by Secretary of Interior 
Ickes to Fritz Ziebarth, of Long Beach, Calif., for construction 
of a centralized train traffic-control system and telegraph and 
telephone facilities in connection with the relocation. The bid, 
the lowest of three submitted, was $133,580.52. 

For the traffic control system, the bureau says, the cor 
tractor is required to install a complete signal system for the 
operation of the relocated Southern Pacific between Redding, 
which is 12 miles below Shasta Dam, and Delta station at the 
upper end of the reservoir area. The signal system will be 
controlled from a central machine to be installed in the rail- 
road’s office at Dunsmuir, Calif. In addition, the bureau adds, 
the contractor is required to furnish and install highway grade 
crossing signals, fire-detector circuits on all bridges, slide- 
detector fences at cuts, and other equipment for the protection 
of trains “on this important railroad link between California 
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and the Pacific northwest.” The work is to be completed within 
210 days from date of notice to proceed. 

Commenting on the progress of the work, John C. Page, 
bureau commissioner, said all 12 tunnels and 6 of the 8 major 
pridges had been completed and track had been laid on about 
95 miles of the completed road. The relocated line, the bureau 
said, would be 7 miles shorter than the present Sacramento 
River Canyon route between Redding and Delta. 


Bridge, Ferry, Tunnel Tolls 


An estimate that the traveling public of the United States 
pays about $76,000,000 a year in tolls at bridges, ferries and 
tunnels has been made by the Public Roads Administration 
of the Federal Works Agency. 

“This sum is almost enough to build a structure like the 
8-mile San Francisco-Oakland Bay Bridge, the world’s largest, 
and more than enough to build two bridges like the Golden 
Gate’s 4,200-foot span, the world’s largest suspension bridge,” 
said the agency. 

The total of $76,000,000 is based on reports of traffic 
volume and scheduled rates for 242 bridges, 660 ferries and 
5 tunnels operated as toll services in 1938. Bridge tolls were 
estimated at $48,250,000; ferries at $18,525,000, and tunnels 
at $8,300,000. Continuing, the agency said: 


Most publicly owned toll bridges, especially those built in more 
recent years, are to become free after their cost and maintenance have 
been paid in tolls. The Golden Gate bridge at San Francisco, for 
instance, is scheduled to become free in 40 years from the date of its 
completion in 1937. 

Nearly a fifth of the 907 toll facilities in 1938—99 bridges, 60 ferries, 
and 3 tunnels—were publicly owned. Their receipts represented more 
than half of the total collections. 

Since the first federal-aid road legislation in 1916, the Congress 
has emphasized free highway facilities under the federal-aid program. 
In 1927, however, it provided that the Public Roads Administration 
may extend federal-aid for the construction of toll bridges on the same 
basis as for free bridges, provided the toll bridges are publicly owned 
and provided they are to become free facilities when toll receipts have 
repaid the state contribution toward construction costs. 

The Public Roads Administration, therefore, has approved the use 
of federal funds up to 50 per cent of the construction costs of large 
toll facilities which the states were able to finance only through bond 
issues to be repaid with toll receipts. 

Among the best known of the publicly owned toll bridges are the 
San Francisco-Oakland Bay, Golden Gate, Eads at St. Louis, and George 
Washington at New York City. The publicly owned toll tunnels are 
the Sumner in Boston and the Holland and Lincoln in New York City. 

The most famous of the toll bridges in history probably was the 
old London bridge over the Thames River in England. Tolls were 
collected at this bridge for nearly 600 years. At one time tolls were 
even levied on ships passing under the bridge. Tolls were levied at 
many of the early covered bridges in this country. 


Talmage on Water Regulation 


The approach to the problem of water carrier regulation 
under Part III, of the transportation act of 1940, is not being 
made blindly, said George E. Talmage, Jr., director of the 
Commission’s water carrier bureau, in an address on ‘Water 
Carrier Regulation” at a luncheon of the Traffic Club of Chicago 
March 24. The Commission and the bureau, he said, were 
according “full consideration to the peculiar problems in- 
volved.” He discussed those problems from his own personal 
point of view, pointing out that eventual interpretation and 
administration was the responsibility of the Commission, for 
which he had no power to speak. 

While the duties laid on the Commission under Part III 
did not differ in many particulars from those under Parts I 
and II, there were some variances, one of the most important 
of which was the “duty laid on common carriers by water and 
rail to establish through routes and through rates” and the 
fact that that duty did not extend to through routes and rates 
with rail and motor common carriers. The latter, he said, 
might be established but their establishment was not required 
in the law. 

“It seems to me that the establishment of such through 
routes and rates as between rail and water carriers is one of 
the most important provisions in the amended act looking to 
the policy of developing, coordinating, and preserving a na- 
tional transportation system,” said he, adding that, so far as he 
was concerned, the declaration of policy in the new law was 
to be taken seriously. 

Another difference between the extent of the regulation 
Set up over water carriers as compared with that over other 
carriers was “the absence of any specific authority to regulate 
the amount and kind of service performed by carriers by 
water,” he said. In view of the particular problems of water 
Carriage and the existing “troubled times,” he added, the ex- 
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ercise of such a power over water carriers, if granted, would 
be difficult. Consideration should be given, however, he said, 
to the question of whether or not “any reasonable require- 
ments might be attached to the operating authorities as granted 
looking toward maintenance of service adequate to meet the 
public need.” 

Water transportation differed from land transportation, 
he said, in that it had not nearly so great a “factor of stabil- 
ity.” Under the common law, he continued, the shipowner 
must make an implied warranty of seaworthiness, which war- 
ranty included safe stowage in the vessel. This introduced 
the dual nature of the factors limiting the carrying capacity 
of a water transportation unit. Whereas, a land carrying unit 
was limited only by cubic capacity, a ship of any kind was 
limited both by cubic capacity and lifting capacity. In order 
to be used to its economical limit its cargo must approach 
both limits, which meant that the cargo had to be selected, 
“insofar as the law permits, in the proper relationship of dense 
and less dense cargo not only to accomplish maximum use of 
the facilities, but also comply with the obligation to warrant 
the ship seaworthy and properly stowed.” 

There existed considerable confusion as to the distinction 
made in the law between common and contract carriers, he 
said. The number of commodities handled was not the ruling 
factor, he said, adding that a common carrier might limit its 
services to “only one commodity and still be a common car- 
rier.” The definition of a common carrier in the law, he said, 
was “largely the common law definition that a carrier by 
water is a common carrier when he holds himself out to the 
general public to transport.” As such, he added, the common 
carrier might not discriminate between shippers. The contract 
carrier, on the other hand, he said, operated in a narrower 
field but was free, within those limits, from the obligation to 
treat everyone alike. He had only to file minimum rates and 
could charge more than those minimums in particular cases 
if he desired and could, if he wished, guarantee the use of his 
facilities to one or more specified shippers. The law, he said, 
would “protect the common carrier against unfair competition 
of the contract carrier.” That was the “reason for the stat- 
utory requirement that a contract carrier must file and post 
its minimum rate and may not charge less.” The rights of a 
common carrier, however, he added, were broader under the 
law in that a common carrier was permitted to extend its 
services over uncompleted portions of waterways at present 
authorized or in the future to be authorized by Congress on 
which he operated, whereas no such right was accorded to the 
contract carrier. 


The problem of administration of water carrier regulation 
was further complicated, he pointed out, because much water 
transportation was performed by carriers not owning the carry- 
ing facilities. These they acquired through charter markets 
and thus, there existed what might be called a pool of vessel 
facilities “which can gravitate toward the points where the 
public need for transportation service is greatest.” Variations 
in the forms of charters were great, he added, thus raising 
the question as to “whether a person performing transportation 
by water in certain circumstances is doing so as a carrier or 
as a forwarder under a through route.” 

He spoke of the administrative rulings already issued by 
his bureau. There had been some criticism as to the delay 
in issuing such rulings, he said, but it was the position of the 
bureau that they should not be issued “without full exploration 
of differing views and only on questions on which there is 
reasonably general agreement.” It was hoped, by that pro- 
cedure, to “avoid unnecessary hearings and litigation,” he said, 
adding that the rulings had “no force except as they may have 
general acceptance,” and that no one’s rights were prejudiced 
under them. 


Most of the rulings so far issued, he said, were concerned 
with exemptions under the act. It should be borne in mind, 
he said, that the law regulated transportation and that the 
exemptions applied to transportation, not to “the carrier or 
the commodity.” The question had been asked, he’ said, as 
to whether a carrier might handle on an exempt basis the 
same commodity it carried under rates on file with the Com- 
mission. He said the answer was obvious that it could, and 
gave the following illustration: 


If the exempt transportation is, for example, the transportation of 
coal in bulk, such exempt transportation may be performed notwith- 
standing the fact that the carrier has on file a rate on coal applicable 
when handled on other than an exempt basis. 


Another troublesome question, he said, was as to whether 
or not towage was transportation within the meaning of the 
law. While there was no ruling decision of the Commission 
on the point, he gave it as his opinion “that towing services 
are a part of the transportation when such transportation is 
performed by joint action of towing facilities and non-self- 
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propelled carrying vehicles.” However, he added, “to the ex- 
tend that towing service is performed directly for a carrier, 
it would appear to be incidental to the transportation being 
performed by such a carrier.” On that basis, he said, the 
towing of a vessel not engaged in interstate or foreign com- 
merce, even when such towing was between points in different 
states, was not transportation in interstate commerce. Where 
towing was part of transportation in vessels engaged in exemnt 
transportation, he said, it appeared to be included in the exemp- 
tion, but, on the other hand, towing performed for a shipper 
appeared to be “a direct engagement in transportation.” 

Marine terminal facilities, for the most part owned and 
operated by states, municipalities or separate corporations, 
presented another problem, he said. The question as to whether 
or not such terminals which performed services for the public 
and made charges therefore, the services being incidental to 
transportation came under the law, remained to be answered, 
he said. It was coupled with the question as to “how the com- 
mon carrier could comply with the statutory requirement 
not to deliver the property without prior payment of its freight 
charges when the tender of delivery can not be a separate 
act from the actual delivery of the cargo to the dock.” In 
his own opinion, he said “such terminal companies, to the ex- 
tent that they perform services within the statutory definition 
of transportation for the public, which services are incidental 
to common carriage by water in interstate or foreign commerce 
as defined, are subject to Part III of the act.” 

He said those in charge of the water carrier bureau re- 
alized that water transportation was a “variant and fluid 
thing” and that they were not going to approach the problem 
of regulation of inland transportation from a “salt-water” 
viewpoint. Inland, Great Lakes and deep water transporta- 
tion would play an important part in “the national emergency 
we now face,” he said, and “the needs of the public from the 
standpoint of that emergency will be prominently before the 
Commission when making any decisions in regard to admin- 
istering Part III of the act.” 





New Jersey Lighterage Cases 


The position of New York has not changed, the position of 
New Jersey has not changed, “and I hope the position of the 
Commission will not change,” said Parker McCollester, speak- 
ing for the state Chamber of Commerce of New York in argu- 
ments March 24, in the so-called New Jersey lighterage cases, 
the technical names of which are No. 28204, State of New 
Jersey vs. Baltimore & Ohio, et al., and No. 28299, City of 
Jersey City, state of New Jersey vs. Same. 


In saying that Mr. McCollester summed up contentions into 
the one recommendation that the Commission dismiss the com- 
plaints so far as the main issue was concerned. That issue was 
created by the prayer of the complainants that the Commission 
require the railroads to put a plus charge of six cents a hun- 
dred pounds of freight going beyond the Jersey shore by 
lighterage movement to New York parts of New York harbor 
in export, import, coastwise and intercoastal water-borne traffic. 
In other cases of a character alleged by the railroads to be the 
same as these, the Commission refused to break the parity of 
rates, which, according to Mr. McCollester and other defenders 
of the existing status, had existed since the year No. 1, on 
account of the competition existing by reason of the New York 
Central having tracks to Manhattan island and the other trunk 
lines having their rail heads on the New Jersey shore. 

While Milton P. Bauman was arguing for the complainants 
represented by him Chairman Eastman wanted to know what 
position was taken by the Port of New York Authority, the 
New York-New Jersey legislature creation that has charge of 
the harbor regardless of state lines. “It did not intervene,” 
said Mr. Bauman. 

Time for argument was assigned as follows: J. J. Hickey, 
complainants in No. 28204; Milton P. Bauman and Frank Rear- 
don, complainants in No. 28299; J. H. O’Brien, city of Newark, 
N. J., all in support, in general, of the complainants; H. E. 
Foley, Boston Port Authority, who said Boston’s position was 
that the complainants had established that there was a violation 
of the third section; that the complainants had established that 
the cost of taking freight to the Jersey shore was considerably 
less than to Manhattan and that the railroads had disregarded 
the cost; Ross D. Rynder, Swift & Co.; S. H. Williams, Phila- 
delphia commercial organizations; Charles R. Seal, Baltimore 
Association of Commerce, Thomas P. Healey, the railroads; and 
M. B. Pierce, New Jersey state Chamber of Commerce, in op- 
position to the complaints, one of his contentions being that the 
New Jersey contention, if approved, would tend to freeze the 
local rates, to which New Jersey shippers were opposed. _ ; 

Mr. Hickey and others supporting the New Jersey position 
contended that the lighterage service rendered by the railroads 
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was free. He said it was denominated as free in their tariffs 
and he said he believed it was free. Mr. Bauman said lighterage 
was a hold-over from the days of sailing ships and was not 
caused by competition of the New York Central or the Erie 
canal nor the trucks. He pointed out that the New York Cep. 
tral’s export traffic moved over the West Shore railroad on the 
Jersey side of the harbor. 

Mr. Rynder was the only representative of shippers alone 
to take part in the arguments. He said that Swift & Co. had to 
reach 84 per cent of the ships which did not go to the Jersey 
shore and that, therefore, if the plus charge was ordered it would 
not be pleasing to his company. Commissioner Porter sug. 
gested that Swift & Co. would not have to pay it. 

“I don’t see how you could order a charge to be paid by 
the ships,” said Mr. Rynder in sticking to his assumption that 
shippers would have to pay the suggested plus because a very 
large percentage of the ships docked at New York and not on 
the Jersey shore. He was asked which side he was on. The 
defendants, he said, adding, however, that he didn’t see why 
he should be put on the spot in that way. 

Mr. Williams said that if the Commission issued an alter- 
native order for the removal of undue prejudice it would be 
unfair to Philadelphia as it would force a change in rate re- 
lationships that had long existed. 

It was no part of the duty of the Commission, Mr. Healey 
argued, to make rates to control the flow of traffic, his conten- 
tion being that New Jersey complainants were seeking to divert 
the flow from Manhattan to the Jersey shore. It was his con- 
tention that this was a second argument on a case heretofore 
decided by the Commission, without any change in conditions. 
He said there had been no change in conditions but Chairman 
Eastman suggested the Commission might have changed. 


MONEY FOR WATERWAYS 

For maintenance and new work on rivers and harbors in 
the fiscal year beginning July 1 the House committee on ap- 
propriations, in reporting this week the annual War Depart- 
ment civil functions appropriation bill, recommended a total 
appropriation of $63,100,040, of which $20,000,000 would be 
for new work. 

The committee’s report listed projects with a total esti- 
mated cost of $917,434,390 which it said would require $85,- 
238,250 additional after the fiscal year 1942 to complete. On 
these projects the committee recommended that $20,000,000 
be spent in the fiscal year 1942. Among the larger items for 
the new work in the fiscal year 1942 are: New York Harbor, 
N. Y., $1,662,250; New York and New Jersey channels, $2- 
350,000; Sabine-Neches Waterway, Tex., $1,066,500; Louisiana- 
Texas Intracoastal Waterway, New Orleans to Corpus Christi, 
$1,000,000; Mississippi River between Missouri River and Min- 
neapolis, Minn., $4,200,000; Missouri River, mouth to Kansas 
City, Mo., $1,500,000; and Missouri River, Kansas City, Mo., to 
Sioux City, Ia., $1,700,000. 

The committee said that, for the current year, there had 
been appropriated $53,629,000 for new work, and $45,745,310 
for maintenance. It said that, apart from the $20,000,000 rec- 
ommended for new work, there remained to be appropriated 
for the completion of all authorized river and harbor projects 
approximately $179,000,000 of which $120,000,000 applied to 
projects of immediate value to navigation. 


For the auxiliary Panama Canal waterway the committee 
recommended $34,932,000 and contractual authority of $79,- 
000,000. The project is estimated to cost $277,000,000. 


M. C. DECISION IN OLSEN CASE 


The Maritime Commission has reported a finding in No. 
595, Sigfried Olsen vs. Blue Star Line, Ltd., et al., that the 
failure of defendants to admit complainant to membership in 
the Camexco Freight Conference, including participation in 
shippers’ contracts entered into pursuant to the conference 
agreement, resulted in the conference agreement and contracts 
being unfair and unjustly discriminatory as between complain- 
ant and defendants, thus subjecting complainant to undue prei- 
udice and disadvantage, and subjecting the agreement to dis- 
approval or modification under section 15 of the shipping act, 
1916, as amended. 

The commission said that 10 days would be allowed within 
which to admit complainant to full and equal membership in 
the conference. If this were not done, consideration would be 
given to the issuance of an order disapproving the conference 
agreement, it said. 

The conference agreement provided for the establishment, 
regulation, and maintenance of agreed rates, charges, and prac- 
tices for and in connection with the transportation of green 
coffee from ports on the west coast of Central America and 
Mexico to Pacific coast ports of the United States and Canada, 
said the commission. 
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St. Lawrence Waterway 
The Traffic World Washington Bureau 


What is called by its opponents “only” a $266,000,000 
“ite” at the proposed St. Lawrence waterway and power 
project is now initially before Congress as the result of Presi- 
dent Roosevelt transmitting to it for its “information” the 
agreement between the United States and Canada providing 
for the construction of dams and power works in the inter- 
national rapids section of the St. Lawrence and for the com- 
pletion “of the essential links in the Great Lakes-St. Lawrence 
deep waterway when the governments of the United States 
and Canada agree that circumstances require it” (see Traffic 
World, March 22). 

“The terms of the agreement contemplate,” said the 
President in his transmittal message, “that it shall be made 
effective by concurrent legislation of the Canadian Parliament 
and of the Congress of the United States. I expect to request 
introduction, in due course, of legislation designed to make 
this agreement effective.” 

Opponents of the project contend that it will cost well over 
half a billion dollars, without taking into consideration interest 
costs during construction and costs of enlarging the Great 
Lakes harbors for larger vessels, and that the estimate of 
$266,170,000 is only a part of the cost. In view of the fact 
that, under the agreement, the United States agrees to counter- 
balance the $130,000,000 spent by Canada on the Welland Canal 
link in the waterway, it is estimated that the United States 
will pay the greater part of the cost of the $266,000,000 part of 
the project. ; 

The total cost of the co pe in the international rapids 
section is estimated at $266,170,000. 

When the proposed legislation referred to by the Presi- 
dent has been introduced, there will be hearings before the 
congressional committees. ; 

The agreement provides for establishment of a Great 
Lakes-St. Lawrence Basin Commission, consisting of not more 
than ten members of whom an equal number shall be appointed 
by each government. This commission would have charge of 
the project and allocate the construction of the works in the 
international rapids section on such a basis “that each govern- 
ment shall construct the works within its own territory or an 
equivalent proportion of the works so approved.” — 

Canada agrees to construct the works in the international 
rapids section allocated to it by the commission, to operate and 
maintain the works in Canadian territory, and to complete 
not later than Dec. 31, 1948, the essential Canadian links in 
the deep waterway. The date for completion may be changed. 

The United States agrees to construct the works in the 
international rapids section allocated to it by the commission, 
to operate and maintain the works in United States territory. 
and not later than the date of completion of the essential 
Canadian links, to complete the works allocated to it in the 
rapids section and the works in the Great Lakes system above 
Lake Erie required to create essential links in the deep water- 
way. 
"0 counterbalance evpenditures already made by Canada 
in the Welland Canal link, estimated at $130,000,000, the United 
States also agrees to provide funds for all works in the rapids 
section except machinery and equipment for the development 
of power and works required for rehabilitation on the Canadian 
side of the boundary. Other provisions in the agreement, as 
summarized by the Department of State, follow: 


In Article IV the two governments agree that each may arrange for 
the installation in its own territory of machinery and equipment for 
the development of power at such time or times as may best meet its 
power requirements, and that, except for the water which Ontario 
plans to divert from the Albany watershed into the Great Lakes Basin, 
each country shall be entitled to utilize one-half of the natural flow 
of water available for power purposes in the international rapids sec- 
tion of the St. Lawrence River. 

In this article the two governments also agree that the flow of the 
water shall be controlled and regulated so as to protect the navigable 
depths in the Harbor of Montreal and in the navigable channel of the 
St. Lawrence River below Montreal. They also agree to maintain fa- 
cilities for 14-foot navigation during the construction period. 


Maintenance of Existing Rights 


In Articles V, VI, and VII the two governments agree that nothing 
done under the agreement shall alter the rights of the governments 
within their respective territories, that either government may at any 
time construct at its own cost alternative canal and channel facilities 
for navigation within its own territory, and that existing rights of 


Navigation in both the Great Lakes and the St. Lawrence River shall 
be maintained. 


Diversions to and from the Great Lakes Basin 


In Article VIII the two governments agree that either country di- 
verting waters into the Great Lakes System, from other watersheds ly- 
ing \ holly within its borders, shall have the exclusive right to the use 
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of equivalent amounts of water for power below the port of entry, so 
long as it constitutes a part of boundary waters. 

In this article the two governments also agree that, if any di- 
version of water from the Great Lakes-St. Lawrence System, other or 
greater than diversions permitted in either country on January 1, 
1940, is authorized, the government of such country will give imme- 
diate consideration to any representations which the other country may 
make. In case no settlement is reached, on the request of the other 
government, such country will submit the matter to an arbitral tri- 
bunal which shall be empowered to direct such compensating or reme- 
dial measures as it deems just and reasonable. 


Preservation and Use of Niagara Falls and River 


In Article IX, the two governments agree to provide for the pres- 
ervation and enhancement of the scenic beauty of the Niagara Falls 
and River and for the most beneficial use of the waters of that river, 
as envisaged in the final report of the Special International Niagara 
Board. Such provision would include: 

(1) Plans, to be prepared by the Great Lakes-St. Lawrence Basin 
Commission for works designed to distribute and control the waters 
of the Niagara River, to prevent erosion and to ensure at all seasons 
unbroken crest lines on both the American and Canadian Falls. The 
construction of such works would be arranged by exchange of notes. 

(2) Permission, on completion of such works, for each country to 
authorize an additional diversion at the rate of 5,000 cubic feet of 
water per second for power purposes within its borders. 

(3) Recommendation by the commission, after exhaustive tests, for 
the best and most equitable use of the waters of the Niagara River, 
with particular reference to preservation of the scenic beauty of the 
Falls and Rapids, the requirements of navigation and power. The agree- 
ment provides that, on the basis of the commission’s recommendations, 
the governments may by exchange of notes and concurrent legislation 
determine the methods by which these purposes may be attained. 

According to the cost estimates, the total cost of the project in 
the International Rapids Section will be $266,170,000. This will provide 
for completion of the 2,200,000 horsepower power project as well as 
for the deep waterway improvement in this section of the river. In 
addition, there will be expenditures for the improvement of navigation 
channels, both below and above the International Rapids Section, in 
order that a waterway to accommodate vessels requiring 27 feet draft 
may be provided throughout the Great Lakes-St. Lawrence system, 
from Lake Superior to Montreal. 


The Department of Commerce has made public part VI, the 
economic effects of the St. Lawrence power project, one of the 
seven reports of the department’s St. Lawrence Survey. The 
during the construction period, over and above $5,500,000 
annually which it would contribute indirectly in New York state 
conclusion of this report is that the power part of the project 
would contribute well over $3,000.000 to railroad freight revenue 
through stimulation of industrial development there. 

In House concurrent resolution 23 and H. R. 4163, Repre- 
sentative O’Brien, of Michigan, has proposed that the United 
States acquire that part of Canada “extending from the north- 
ern boundary of the United States to and including the 
southern bank of the St. Lawrenec River,” for the purpose of 
making more secure the interest of the United States in the 
proposed waterway. 

In a radio address, A. A. Berle, Jr., Assistant Secretary of 
State, referring to the defeat of the St. Lawrence treaty of 1934, 
said it was not ratified, “principally owing to the activities of 
the railroad and utility lobby in Washington—a lobby which, 
incidentally, is still on the job.” 

Representative Beiter, of New York, in extension of re- 
marks in the Congressional Record of March 25, submitted a 
paragraph-by-paragraph comparison of the proposed treaty of 
1938 and the agreement of 1941 for the project and said there 
was very little difference between them. 

The agreement was referred to the Senate committee on 
foreign relations. Senator Vandenberg, of Michigan, thought 
that since the agreement was not a treaty it should have been 
referred to the commerce committee. After discussion the ref- 
erence to the foreign relations committee was not changed. 


JAPAN TO U. S. FALSE BILLING 


In an action which it said was designed to prevent false 
billing by shippers in Japan and other countries, with the 
resultant unfair competition for American manufacturers, the 
Maritime Commission has announced that the New York Mer- 
chandise Co., of New York City, a large importer of Japanese- 
made goods, has been fined $5,250 on a plea of guilty in the 
federal district court in New York to 21 counts of violation 
of the false billing act of 1936. 

The defendant, a statement by the commission said, ad- 
mitted fraudulent billings of shipments which resulted in lower 
ocean freight rates, thus permitting marketing of the merchan- 
dise in this country by certain importers at prices below fair 
competitive levels. 

The prosecution resulted from an investigation conducted 
by the commission which transmitted the evidence gathered to 
the Department of Justice. A finding that false billing was 
taking place in the trades from Japan to United States was 
made by the commission in No. 561, in the matter of rates, 
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charges, and practices of carriers engaged in trades from 
Japan to the United States (see Traffic World, Nov. 23, p. 
1289). 

Several different types of merchandise were affected in the 
false billing charge. For instance, said the commission, one 
count of the information described the shipment of cases con- 
taining brushes which were falsely billed as “wooden ware” and 
“cheap toys.” Other items were thermometers labelled as 
“cheap toys,” silk handkerchiefs, rayon gloves and wool gloves 
as “cotton goods,” and brief cases as “cheap toys.’’ According 
to the commission, the false billing activities of this one com- 
pany resulted in losses for shipping companies of many thou- 
sands of dollars, and resulted further in losses for American 
manufacturers because of the competitive injustices which they 
encountered.” 


FISH REDUCTION SHIP RETURNED 


The Maritime Commission has approved the return of a 
51-year old floating fish reduction plant to the British merchant 
marine. 

The vessel is the steam screw Lansing, built in 1890 at New- 
castle, England, and now owned by the Fishermen’s Produce 
Co., Inc., San Francisco, Calif. Sale of the vessel to the W. R. 
Carpenter Oversea Shipping Ltd., Sydney, Australia, with trans- 
fer to British registry and flag was approved. 

The fish factory was a tanker for many years and was 
acquired by the present owner in 1932 from the Union Oil Co. 
and used as a fish reduction barge on San Francisco Bay. 

California law now prohibits operation of floating fish re- 
duction plants and the vessel stood idle for two years with no 
offers. W. R. Carpenter Oversea Shipping Ltd. spent $150,000 
for the vessel and is expected to spend more than $200,000 in 
reconditioning her for operation in trade between the United 
States, Canada, Australia, New Guinea and Pacific Islands. 





Intercoastal Lumber Rates 


The possibility that intercoastal steamship lines might 
engage in operation in off-shore trade routes where charter 
rates were “favorable,” should lucrative operation of their 
vessels in the intercoastal trade not be realized, was disclosed 
by representatives of those steamship lines as the Commis- 
sion continued the hearing, begun March 20, in Washington, 
before Examiner Russell, in I. and S. 4895, eastbound inter- 
coastal lumber—II, formerly Maritime Commission No. 600 
(see Traffic World, March 22). 

Oliver E. Caldwell, traffic manager, Luckenbach Steam- 
ship Co., Inc., and Luckenbach Gulf Steamship Co., testifying 
in support of the proposal of the intercoastal carriers to 
increase from $16 to $17 a thousand board feet their eastbound 
intercoastal rate on lumber, which was attacked by the national 
defense commission, painted a general picture to show the 
“high” charter rate the intercoastal lines could get should they 
withdraw their vessels from the intercoastal trade and engage 
in off-shore trade routes. He said he had recommended to his 
president, Edward Luckenbach, that they charter their entire 
fleet in off-shore trade routes and get out of the intercoastal 
trade, because of more profit. The recommendation, however, 
he said, was declined because of “sentimental reasons”—having 
been in the service a long time. He indicated that the inter- 
coastal carriers should have the increased rate proposed to 
offset the profit that could be derived in chartering in off-shore 
trade. 

Henry J. Eckstein, of New York City, former president of 
the Intercoastal Lumber Shipper’s Association, appearing as a 
witness for the defense commission, testified to the effect that 
the proposed $1 lumber rate increase would directly affect the 
price of lumber at the mill. 

John Simpson, rate clerk of the Commission’s Bureau of 
Traffic, put on the stand by the Commission’s attorney, John 
H. Eisenhart, Jr., introduced a number of exhibits to show the 
various transcontinental railroad rates and distances. 

William Carney, vice chairman of the Intercoastal Steam- 
shin Freight Association, dwelt extensively on the intercoastal 
and railroad rate situation and introduced a number of exhibits. 

Edward Sheehan, of the division of regulation of the Mari- 
time Commission, a witness for the Commission, introduced 
and described a statement, put into the record, showing the 
rates from Pacific coast ports through the Canal Zone by con- 
ference and non-conference lines. 

In cross-examination by the defense counsel, Mr. Carney 
was questioned in an effort to learn that the space used for 
lumber on vessels might be utilized for other commodities. 
Among other things, he said special services, such as calling at 
many wharves to pick up lumber were not performed for gen- 
eral cargo without extra charge. As to the discharge of general 


TRAFFIC WORLD 


cargo, he said the carriers would call at several ports but 
make an extra charge for such calls. 

Other witnesses to testify at the eastbound lumber rate 
case hearing, which adjourned March 26, were W. A. Ramer, 
principal accountant for the Maritime Commission; Guy \. 
Carlon, of the division of regulation of the Maritime Commis. 
sion; Jesse E. Cutts, chief of the wholesale price division, 
Bureau of Labor Statistics, of the Department of Labor; Clare 
Bidwell, of the Office of Production Management; John y. 
Clark, professor of economics, of Columbia University ang 
consultant to the price stabilization division of the defense 
commission; John Hamm, deputy commission of price stabiliza- 
tion division, of the national defense advisory commission; H. 
R. Northup, secretary-manager, of the National Retail Lumber 
Dealers’ Association, of Washington, D. C.; and Peter A. Stone. 
price stabilization division of the national defense commission, 

The economic effect of the $1 eastbound lumber rate in. 
crease, Mr. Stone testified, would for a future period of one 
year, on the basis of the’-movement of 100,000,000 board feet 
a month, amount to an increased cost to the consumers in the 
Atlantic coast area of $4,000,000. 


OPENING SOO CANAL FOR ORE 


OPM Director-General William S. Knudsen has issued the 
following statement in connection with breaking open the ice- 
bound Soo Canal so ships carrying iron ore can move from Lake 
Superior to smelting centers: 


One of the most important transportation needs at present facing 
transportation agencies is the movement of iron ore from the Superior 
Iron Range to the lower lake ports for the production of steel. Eighty- 
five per cent of all of the iron ore. consumed in the American steel 
furnaces is produced in the Superior Iron Range, and the most efficient 
method of moving this iron ore is by relying principally upon the un- 
interrupted operations on the Great Lakes. Ordinarily, navigation on 
the Great Lakes is open for ore movement from the middle of April 
until the middle of November, navigation being closed during the win- 
ter months. To accomplish earlier opening of navigation this year, 
Commissioner G. Donald Kennedy of the State Highway Commission 
of Michigan has cooperated by releasing the ferry Sainte Marie from 
its regular service to permit its use as an ice breaker in the St. Marys 
River and the straits of Sault Sainte Marie. 

I want to heartily endorse the cooperative action of Commissioner 
Kennedy in meeting the request of the national defense advisory con- 
mission in this emergency. 


EMERGENCY SHIPBUILDING 


Contracts for construction of 137 cargo ships of simplified 
design have been cleared with the office of production manage- 
ment and awarded, the Maritime Commission has announced. 

“With the contract for 25 ships, announced on March 18, 
all but 38 of the 200 ships of the President’s emergency pro- 
gram have now been placed under contract,” it said. ‘“Nego- 
tiations are nearing completion on the remaining number and 
contracts are expected to be signed soon. The contracts for 
the 137 vessels were: 


Bethlehem-Fairfield Shipyard, Inc., Baltimore, Md.; 50 ships at a 
total estimated base construction cost of $75,000,000. 

Oregon Shipbuilding Co., Portland, Ore.; 31 ships at an estimated 
base construction cost of $46,500,000. 

California Shipbuilding Co., Los Angeles, Calif.; 31 ships at an es 
timated base construction cost of $46,500,000. 

Houston Shipbuilding Co., Houston, Tex.; 25 ships at an estimated 
base construction cost of $37,500,000. 


“All four contracts include the bonus and penalty provision 
which has been devised by the Maritime Commission to en- 
courage rapid and economical construction. A fixed fee of 
$110,000 per vessel can be reduced to a minimum of $60,000 
per vessel for late delivery or excessive labor costs. On the 
other hand, early delivery and a production cost less than esti- 
mated can increase the fee to a maximum of $140,000. It should 
be noted that as the fee to the contractor increases the overall 
cost to the government decreases. 

“The contract with Bethlehem-Fairfield Shipyard, Inc. 
calls for the delivery of the first vessel in 305 days from March 
18 and of the fiftieth vessel in 730 days. The other three con- 
tracts call for delivery of the first vessel each in 320 days and 
the a vessel in 731 days from the date of signing, March 
18, 1941.” 


NAVY TO GET SEATRAIN VESSELS 
The Navy plans to acquire the Seatrain Texas and _ the 
Seatrain New Jersey, vessels specially constructed to calTy 
freight cars in the coastwise service, according to testimony 


given before the House appropriations committee. A table in- 
serted in the record of the hearings showed that the estimated 
cost of acquisition of each was $3,000,000 and that the vessels 
when finally converted into plane transports and equipped, 
would cost $6,400,000 each, including the acquisition cost. Th¢ 
Seatrain vessels were completed in 1940. 
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Merchant Vessels to Britain 


An appropriation of $629,000,000 for “vessels, ships, boats 
and other water craft, and equipage supplies, materials, spare 
parts, and accessories,” contained in the $7,000,000,000 British- 
aid bill, would provide for construction of about 400 merchant 
ships of the “ugly duckling” type if the full amount were al'o- 
cated for use in building such ships, Maritime Commission 
officials have pointed out. They said this estimate was based 
on the fact that an allotment of $313,500,000 recently provided 
py Congress was designed to cover the cost of constructing 200 
sub-standard cargo vessels. 

The commission also has disclosed plans to transfer to 
Britain, possibly within a few days, a presently undetermined 
number of merchant vessels from the intercoastal trade. It 
said there were 113 of these freighters, having a gross tonnage 
of 652,000, which were suited for use in transporting materials 
for aid to Britain, but that there was no intention of taking 
all of them out of the intercoastal service and that probably 
only 50 would be transferred. Much would depend, it was 
indicated, on the extent to which the railroads would be able 
to handle the traffic that would be diverted from the inter- 
coastal water carriers. 

The new shipbuilding program, according to a Maritime 
Commission source, means a need for additional shipbuilding 
facilities beyond the scope previously contemplated. The com- 
mission’s new Bureau of Emergency Shipping, it was stated, 
would confer with representatives of shipbuilding companies 
in the near future in an attempt to outline a plant expansion 
program to meet the greatly increased need for such facilities. 

The “ugly duckling” ships built under Maritime Commis- 
sion contracts are of a pre-fabricated sub-standard cargo 
vessel type, designed primarily for speed of construction. 


Control of Exports 


According to an interpretation communicated to the collec- 
tors of customs through the division of controls, Department of 
State, and made public by the Department of Commerce, the 
following equipment used in connection with petroleum drilling 
and refining require license for their exportation from the 
United States: 


magnetometers, mercury pumps, manometers, pressure viscosimet- 
ers, liquid level recording gauges, gravity meters, electrical well logg- 
ing and gun perforating equipment, sub-surface pressure bombs, pirani 
gauges, thermo-regulators, drill press tables, and drill presses. 

However, miscellaneous electrical and radio equipment, which items 
could be used in connection with the operations of the above-men- 
tioned articles, are subject to license requirement only when used or 
adapted for use in aircraft. 


Well and refining machinery have been subject to the re- 
quirement for individual export licenses from the United States 
since February 10, under the presidential proclamation and 
executive order of February 4. 

The division of controls, according to a Department of 
Commerce announcement, also has issued the following rul- 
ings regarding liability to export license from the United States: 


Turpentine, and containers for the same, may be exported without 
a license. Liquified petroleum gases, including butane and propane, are 
hot subject to the export licensing regulations, but containers for the 
same, with a capacity of 30 gallons or more, are subject to the export 
licensing regulations. 

Piping furnished as a part of a deep well pump is subject to the 
licensing regulations, whether or not the pump is subject to the li- 
censing regulations. Rollers for rolling mills are not subject to the 
export licensing regulations. 


Extension and definition of the exemption from the export. 


license requirement hitherto granted departing ships for bunker 
fuel also has been set out in a circular interpretation by the 
division of controls, according to a Department of Commerce 
announcement. The interpretation follows: 


Pending further instructions, no license is required for fuel, ordi- 
hary ship’s stores and supplies (including necessary containers) for a 
departing freight or passenger vessel, in amounts limited to those which 
Will be used or consumed on the vessel on its outgoing voyage, nor 
for other similar amounts intended for use or consumption on the 
Same vessel on an immediate return voyage to this country, if sched- 
uled. Moreover, no license will be- required for equipment and spare 
parts for a departing freight or passenger vessel and intended for per- 
manent use thereon, in amounts limited to the current operating needs 
of such vessel. 

Unusual types or excessive quantities of any of the articles or 


materials referred to above will be subject to the export licensing re- 
quirements. 


Unlimited licenses have been issued by the Department of 
State to the Netherlands Purchasing Commission authorizing 
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the exportation to the Netherlands Indies of a broad range of 
iron and steel products, brass, bronze, and nickel, and certain 
tools, according to another notification sent collectors of cus- 
toms by the division of controls, and made public by the De- 
partment of Commerce. 

Under this arrangement, the Netherlands Purchasing Com- 
mission will furnish approved exporters with the number of 
the appropriate unlimited license upon application to the com- 
mission, 10 Rockefeller Plaza, New York City. 

Effective April 15, Brigadier General Maxwell, admin‘s- 
trator of export control, has issued export control schedule 
No. 1, placing under control forms, conversions and derivatives 
of articles and materials designated in proclamations issued 
pursuant to section 6 of the act of July 2, 1940, except as to 
individual shipments not exceeding $25 in value unless licenses 
are deemed necessary therefor. 


Charter Hire for Troop Vessels 


Criticism of charter rates charged the War Department 
for vessels for moving troops with an implied threat that Con- 
gress may act to obtain “reasonable rates” was made by the 
House committee on appropriations in reporting the fifth sup- 
plemental national defense appropriation bill carrying appro- 
priations for the army and navy. 

Testimony before the committee was to the effect that 
charter rates had increased from about 85 cents a ton to $9 a 
ton in the last year and a half. However, it was explained, 
the 85-cent rate applied to cargo vessels when “this class of 
ship was available in excess of shipping requirements and 
could be had at almost any offered price.” 

Explaining further, Colonel Cordiner, in reply to ques- 
tions of committee members, said at that time the army was 
not chartering any passenger vessels of the type recently re- 
quired for movement of troops “and, therefore, we have no 
strictly comparable figure from the period before a scarcity of 
ships had developed. Passenger vessels are not normally char- 
tered on a deadweight basis.” 

Members of the committee asked questions about the gov- 
ernment requisitioning vessels it needed. Colonel Kells said 
several vessels had been purchased outright. The committee’s 
comment in its report on the bill follows: 


The committee desire to call attention to the rapidly mounting and 
excessive cost of acquiring and chartering merchant vessels for govern- 
ment use in the emergency. Testimony indicated that in the early 
period of the emergency or shortly prior thereto bare boat charter of 
vessels was at rates less than ‘a dollar a ton and the present rates ap- 
proximate $9. Such a situation justifies the closest scrutiny by ad- 
ministrative officials in an endeavor to get better cooperative results 
from shipowners and operators. If these exorbitant rates continue 
the government will have no alternative than to provide means legis- 
latively whereby more reasonable rates can be obtained. 





Charter of Vessels to Aliens 


In the week ended March 22, the Maritime Commission, 
pursuant to section 9 of the shipping act of 1916, approved the 
following charters to aliens of vessels documented under the 
laws of the United States: 


Tanker Cities Service Missouri by Cities Service Oil Co. to Indus- 
trias Matarazzo de Energia S. A. I. M. E., Sao Paulo, Brazil, for one 
voyage with a cargo of crude oil from a United States Gulf port or 
ports to Santos, Brazil, loading on or about April 17, 1941. 

Tanker Imlay on behalf of Farr Spinning & Operating Co., Inc., 
to Anglo-Saxon Petroleum Co., Ltd., London, England, for one voyage 
with a cargo of crude oil, and/or fuel oil, from a United States Gulf 
port or ports and/or Aruba and/or Curacao, N. W. I., to a United 
States Atlantic port or ports north of Cape Hatteras, loading com- 
mencing on or about March 29, 1941. 

Yanker Muskogee on behalf of Farr Spinning & Operating Co., Inc., 
to Anglo-Saxon Petroleum Co., Ltd., London, England, for one voyage 
with a cargo of crude oil and/or fuel oil, from a United States Gulf 
port or ports and/or Aruba and/or Curacao, N. W. I., to a United 
States Atlantic port or ports north of Cape Hatteras, loading commenc- 
ing on or about March 30, 1941. 

Tanker Mevania on behalf of Farr Spinning & Operating Co., Inc., 
to Anglo-Saxon Petroleum Co., Ltd., London, England, for one voyage 
with a cargo of gasoline and/or kerosene and/or No. 2 heating oil, 
from a United States Gulf port or ports and/or Aruba and/or Curacao, 
N. W. I., to a United States Atlantic port or ports north of Cape Hat- 
teras, loading commencing on or about March 27, 1941. 

Tanker W. W. Mills by American Mineral Spirits Co., New York, 
N. Y., to Shell Oil Co., Inc., an alien, for one voyage with a cargo of 
No. 2 heating oil from Houston, Texas, to New York, N. Y., loading 
commencing on or about March 23, 1941. 

Motorship America Sun by Sun Oil Co., Philadelphia, Pa., to Shell 
Oil Co., Inc., an alien, for one voyage with a cargo of gasoline, and/or 
kerosene, and/or No. 2 heating oil, from a United States Gulf port or 
ports to a United States Atlantic port or ports north of Cape Hatteras, 
loading commencing on or about April 15-16, 1941. 
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Sub-charter of tanker Federal by Standard Oil Co. of New Jersey 
to Standard Oil Co. of Cuba, for two voyages with cargoes of crude oil 
from Harbor Island, off Corpus Christi, Tex., to Havana, loading com- 
mencing on or about March 24, and April 10, respectively. 


The Maritime Commission, pursuant to section 9 of the 
shipping act 1916, as amended, has announced the disapproval 
of the following charters to aliens of vessels documented under 
the laws of the United States: 


Steamship Sea Thrush by Shepard Steamship Co., New York City, 
to the Commonwealth Australian Government for a period of about 
seven months for trading between North America, Australia, Straits 
Settlements, India and/or Africa within limits provided by the Neu- 
trality Act commencing about June 1. 

Sub-charter of steamship American Star on behalf of States Steam- 
ship Co. to the Commonwealth Government of Australia for a period 
of about 6% to 8% months for general Pacific trading, including phos- 
phate from the Pacific Islands to Australia. commencing on or about 
May 5, 1941. 


Water Regulation Exemptions 


The Commission has announced that the following appli- 
cations, preceded by the docket numbers assigned thereto, have 
been filed with it by companies engaged in water transportation 
asking for exemption from regulation under part III of the 
interstate commerce act (see Traffic World, March 15, p. 645): 


W-173, Union Sand & Gravel Co.; W-174, Terrebonne Towing Co., 
Inc.; W-175, Ocean Transportation Co.; W-176, Cement Transit Co.; 
W-177, Intercoastal Shipyard Inc.; W-178, Koppers Co.; W-179, Zeller 
Marine Corporation; W-180, Mid-West Transportation Co.; W-181, 
Simpson Logging Co.; W-182, E. W. Holstrom, d. b. a. E. W. Holstrom 
Transportation Service; W-183, B. W. King; W-183, E. F. Kenyon and 
Mary Frizzel, Partners, d. b. a. The Vanceburg and Sandy Springs 
Ferry; W-185, The Vesta Coal Co.; W-186, Gravel Products Corpora- 
tion; W-187, Frank W. Schneider and George H. Schneider, d. b. a. 
Schneider Sand & Gravel Co., a partnership; W-188, The Barnett & 
Record Co.; W-189, Ohio & Kanawha Transportation Co.; W-198, Chesa- 
peake Lighterage Co., Inc.; W-209, J. A., C. A., and R. M. Bostick, 
d. b. a. Bostick Bros.; W-213, Lawrence Transportation Co.; W-215, 
Magwood Line; W-216, West Kentucky Coal Co.; W-217, McAllister 
Brothers, Inc.; W-218, The Tresler Oil Co.; W-219, Hickman Ferry 
Company, Inc.; W-220, Hillman Transportation Co.; W-221, J. A. Owen, 
d. b. a. Elizabeth City-Carolina Line; W-222, Harbor Lighterage Co.; 
W-223, Vincent C. Turecamo, Inc.; W-224, M. Turecamo, Inc.; W-225, 
Turecamo Boys, Inc.; W-226, B. Turecamo Towing Corporation; W-227, 
Ray Brookbank; W-228, Aiken Towing Corporation; W-229, Florida 
Towboat Co., Inc.; W-230, J. C. Freese Co.; W-231, A. P. St. Philip; 
W-233, C. W. Kilber & Sons; W-234, Horluck Transportation Co., Inc.; 
W-235, Turner Brothers Transportation Co.; W-236, Howard G. Price; 
W-237, Dauntless Towing Line, Inc.; W-238, J. O. Ashman; W-239, 
Universal Transportation Co.; W-240, Frank Segrave; W-241, Thomas 
Ahlquist; W-242, William G. Peters; W-243, Weber Transportation Co.; 
W-244, Steamer “‘Grace & Amy,"’ c/o S. H. Frank & Co.; W-246, A. F. 
Wilson; W-247, The Portsmouth Sand and Gravel Co.; W-248, Fred A. 
Kahike; W-249, Rew Spatz; W-250, Houglands; W-251, Standard Sand 
& Gravel Co.; W-252, Central States Construction Co.; W-254, Pensa- 
cola Towboat & Lighterage Co.; W-255, O’Boyle & Kenny, Inc.; W-256, 
Anthony O’Boyle, Inc.; W-257, Medford E. Capel; W-258, Chesapeake 
Marine Railway Co.; W-259, Smith-Douglass Company, Inc.; W-260, 
Smith-Rowland Company, Inc.; W-261, James B. Conway; W-262, Gulf 
Coast Towing Co., Inc. 


M. C. Shipbuilding Policies 


There had been so much misinformation with regard to 
shipbuilding, emergency and otherwise, said Admiral Land, 
chairman of the Maritime Commission, this week, that it was 
necessary to outline the general policies of the commission 
with regard to the subject. 


Obviously, said he, the government would need more ships 
than it was now building and “our production of ships for 
delivery in 1941 and 1942 must be increased as dictated by 
Congress under the lease-lend bill provisions.” Outlining the 
policies of the commission, Admiral Land said: 


(a) Any individual or group may build a shipbuilding plant any 
place he or they choose if they are willing to finance the project with 
their own funds. This, of course, is a self-evident fact but does not 
seem to be understood. 

(b) If shipbuilding plants are to be built with government funds, 
there are certain general specifications which must be met before se- 
rious consideration can be given to the project: (1) Geographical lo- 
cation—This means that the location selected should be one that will 
not interfere with present shipbuilding work or any other national de- 
fense activities. Such matters as housing, transportation, power and 
labor market are vital points to be considered in the location selected. 
(2) Finance—There must be ample finances to carry on operations, to 
meet prospective pay roll; to buy materials, etc.; to secure necessary 
bonding, both procurement and production, and in general to have suf- 
ficient financial backing to insure stability of the project irrespective 
of the fact that the government may ultimately pay the bills. These 
financial requirements are essential in order to avoid contracting with 
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personnel who fall under one of two categories—(a) promoters; (pb) 
people with their office in their hat. 

(3) Shipbuilding brains—In a shipbuilding project it is not only 
essential to have a working nucleus of skiled and unskilled labor. but 
it is absolutely vital to have what is called, ‘‘white-colfar’’ brains; this 
means executives, managers, engineers, draftsmen, architects, masters, 
quartermen, leadingmen, snappers, etc. These ‘‘white-collar’’ ship. 
building brains may only be 5 per cent of the total employment ro] 
but they are the most important and the most vital in the project and 
such brains cannot be satisfactorily trained but must have obtaineq 
their knowledge by experience. 

The selection of a site must have the general approval of the office 
of production management, the Navy Department, the National Re. 
sources Planning Board, and the Maritime Commission. These are the 
governmental bodies who have instructions to carry out the adminis. 
trative policies. 

In general, the policy of the Maritime Commission is to utilize 
existing shipbuilding plants (both old and new), extending their fa- 
cilities as may be necessary. There are now 43 shipbuilding plants in 
the United States and in view of the tremendous shipbuilding burden 
already undertaken (primarily Navy) and in view of the tremendous 
dilution that has already taken place in shipbuilding labor, both 
skilled and unskilled, as well as still further dilution of shipbuilding 
brains, it is imperative not to further dilute but to utilize existing 
plants where extensions can be made much more satisfactorily and 
much more economically than by starting new plants. 


ARMY GETS MANHATTAN 


The War Department has announced it has chartered the 
United States Lines passenger vessel, the Manhattan, of 24,000 
tons, for transport uses. The vessel was scheduled to sa! 
March 28 on an intercoastal voyage. The sailing was canceled. 


INTERCOASTAL TRAFFIC 


In January, according to the Panama Canal Record, 39 ships 
carrying 231,197 tons of cargo transited the Panama Canal, 
Atlantic to Pacific, and 45 ships carrying 367,785 tons, transited 
the Canal, Pacific to Atlantic, in the U. S. intercoastal trade. 


RADIO SHIP INSPECTION 
President Roosevelt has signed H. R. 533, the act amend- 
ing section 4 (f) of the communications act of 1934 to permit 
ship owners to pay overtime to government inspectors of ship 
radio equipment when inspections are made after regular hours 
to meet the conveniences of the owners. 


SHIP CONSTRUCTION RESERVE FUND 


A hearing on H. R. 1585, a bill introduced by Representative 
Boykin, of Alabama, to stimulate ship construction by exempting 
certain income of ship operators from federal income taxes, 
will be held April 24 by the House committee on merchant marine 
and fisheries. 


DANGEROUS CARGO REGULATIONS 
Acting Secretary of Commerce Wayne C. Taylor has issued 
amendments to the regulations of the Bureau of Marine In- 
spection and Navigation relating to the transportation of dan- 
gerous articles as promulgated January 7, effective April 9. 
The amended regulations relate to compressed gases. 


Gulf Lines Rate Increases 


An exposition of the reasons for proposed increases in 
rates by the coastwise steamship lines operating between 
north Atlantic and Gulf ports made by William Simmons, 
chairman of the Atlantic-Gulf Steamship Freight Bureau (see 
Traffic World, March 15, p. 647) in advance of attacks on it 
did not constrain shippers to forego protests and requests for 
suspension. The tariffs are dated to be effective April 7. 

The Texas Industrial Traffic League, and the Tex-O-Kan 
Flour Mills Co., backed by the Fort Worth Grain and Cotton 
Exchange, have asked for the suspension of items pertaining 
to the products of flour mills and feed plants, particularly an 
increase of three cents on grain and products from Texas and 
Louisiana Gulf ports to north Atlantic ports, the flour and 
feed resulting from milling in transit operations, the charges 
of the water lines serving as porportionals beyond the ports. 

Commenting on the fact that the purpose of the increases 
is to increase revenue the League says the situation is such 
that any increase will effectively stop the movement of these 
commodities via the Gulf ports. It points out that since June 
30, 1934 the all-rail rates from competing origins in Kansas, 
Missouri and Nebraska, have gone down 5.35 cents from 
Kansas origins while the charges via the Gulf routes have 
gone up. Together with a reduction from Nebraska origins 
of 8.91 cents, the result has been, says the League, a rate 
disparity in relationship of about 35 cents a barrel. Any 
further increase in the rail-ocean rates from Oklahoma and 
Texas, without a relative increase in the all-rail rates from 
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You don’t need a “Magic Carpet” to get PERFECT SHIPPING... 
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—but you do need cooperation! 


Ship via Chesapeake and Ohio Lines 


and take advantage of dependable, cooperative service that's keyed to 


the needs of individual shippers. 


ERFECT Shipping month is every month on 

Chesapeake and Ohio! Our Freight Traffic 
Department is always on the watch for ways to 
improve stowing, storing, packaging and pack- 
ing methods. Hundreds of shippers have 
benefited from frank, helpful advice to make 
shipments safe for transportation just as they 
constantly benefit from transportation that’s 
safe for shipments. 
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HESAPEAKE AND Ono LINES 


This constant effort has played a major part in 
building Chesapeake and Ohio a record of 
efficient, careful handling that far outranks the 
average for American railroads. Route your 
next shipment Chesapeake and Ohio! See 
how quickly this service can whip into action 
for you! Get in touch with your nearest 
representative or George W. Wood, Freight 
Traffic Manager — Solicitation, Chesapeake 
and Ohio Lines, Cincinnati, Ohio. 


“THE ROAD THAT DELIVERS THE GOODS—owt Lime!” 
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Kansas, Missouri and Nebraska, the League says, will auto- 
matically stop movement via the Gulf routes. The Tex-O- 
Kan request is devoted, in addition to the proposed increase 
of three cents to an increase of two cents on poultry and 
animal feed from Corpus Christi and Beaumont, Tex., to 
Florida points. 

The Boston Wool Trade Association asked for the sus- 
pension of the proposed rates on wool and mohair in the 
grease from Texas and New Mexico points moving through 
the ports largely to Boston. It said that if the present pro- 
posed increase, 22 cents a hundred pounds, were permitted 
to become effective the total of increases since June 1, 1932, 
would amount to 270 percent and cost the wool merchants an 
increase in freight charges of $281,600 for each season. 

Woodward, Wight & Co. of New Orleans, asking for sus- 
pension of the increases, said any increase would have a 
serious, burdensome and disruptive effect on its business. The 
firm added that both ship lines serving New Orleans had in- 
dicated at a meeting in which the Commission was rep- 
resented, they were able to show a satisfactory profit at the 
present rates. 

Answering the protest of the Boston Wool Trade Asso- 
ciation, the steamer lines said that in all the expressions 
made at meetings, hearings and on other occasions at which 
the proposal to increase rates was discussed, no one had denied 
the general proposition that there was pressing need for in- 
creased revenues in the north Atlantic-Gulf Ports trade. 
Protestant, said the ship lines, had not advanced a single 
valid reason why the “important wool traffic should not bear 
its proportionate share of such an increase” and that it had 
not been shown that the proposed rates would not be less 
than reasonable maximum rates. The ship lines said they 
had shown affirmatively that the effect on the wool growers 
and merchants would be negligible. 


N. M. U. COMMUNISTIC, SAYS DIES 


Chairman Dies, of the special committee of the House to 
investigate un-American activities, told the House in extension 
of remarks in the Congressional Record of March 25 that the 
National Maritime Union was “a completely dominated Com- 
munist organization.” He said he had received reliable infor- 
mation that the leaders of the union had definitely agreed to 
call a general strike in the event Harry Bridges, the Pacific 
Coast marine labor leader, was ordered deported. He submitted 
data he said showed the connection between the union and 
Communists. Bjorne Halling, legislative representative of the 
er : OQ. maritime committee, denied the charges relative to a 
strike. 


SHIP FUND TAX EXEMPTION 


The Merchants’ Association of New York has sent a letter 
to members of the Senate interstate commerce committee and 
the House merchant marine committee, and senators from New 
York and New Jersey, asking support for the Boykin bill, 
which would exempt from the federal corporate income tax 
funds set up by American steamship operators out of earnings 
as construction reserves under the supervision of the Maritime 
Commission. 

The letter, signed by G. E. Mace, manager of the asso- 
ciation’s traffic bureau, says that, under present conditions, 
coastal and intercoastal operators may not charge unearned 
depreciation of lean years against profits of good years and 
have, thus, been unable to accumulate funds to replace vessels 
fast approaching obsolescence and unseaworthiness. 

The House merchant marine and fisheries committee will 
hold hearings on the bill on April 24. 


PRIVATE TRUCK OWNERS’ MEETING 


A recommendation that the executive committee of the 
National Council of Private Motor Truck Owners take steps to 
oppose the so-called commodities clauses in the Senate and 
House freight forwarder bills was made at an informal joint 
meeting at the Palmer House, Chicago, March 27, of the cen- 
tral district bodv of the council and the Motor Truck Owners’ 


Association of Illinois. The recommendation was made after 
L. F. Orr, general traffic manager, Pet Milk Company, St. 
Louis; W. J. Williamson, general traffic manager, Sears, Roe- 
buck and Company, and others said regulated carriers might 
use the forwarder commodities restrictions as an opening 
wedge in a carriers’ attempt to limit the number of commodi- 
ties that a private truck operator might carry. Mr. Orr led a 
discussion covering municipal taxation of trucks. legislation 
against itinerant peddler truckers, state weight and length re- 
strictions, and other problems which members of the two truck- 
ing organizations said were handicaps to their operations. 
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Inter-American Highway Status 


More than half the 3,500-mile Inter-American Highway 
route to Panama is completed and open to all-weather travel, 
says the Public Roads Administration of the Federal Works 
Agency which has prepared a map showing the status of con- 
struction. 

The longest stretch of the highway now open to automo- 
biles is the 1,100 miles from Laredo, Tex., to Mitla, Mexico, 
365 miles south of Mexico City. 

The highway is being financed and built mainly by the 
countries through which it passes but the United States, it is 
pointed out, has cooperated in almost all the phases of the 
work, including the financing. 

In the last 12 years, the U. S. Congress has appropriated 
$330,000 for surveys and engineering advice and assistance, and 
$2,540,000 for surveys and construction work in Guatemala, 
Honduras, Nicaragua, and Panama. With $1,500,000 of this 
amount, appropriated to the War Department, and an Export- 
Import Bank loan of $2,500,000, Panama now is constructing 56 
miles of reinforced-concrete pavement between the Canal Zone 
and Rio Hato, the site of a U. S. army airport. 

The U. S. Export-Import Bank is lending Costa Rica 
$4,600,000 for the construction of 150 miles of road between 
the Panamanian border and Cartago. 

Nicaragua is paving about 125 miles of road between Nan- 
daime and Esteli with a $1,700,000 loan from the U. S. Export- 
Import Bank. Nicaragua began an ambitious highway program 
in 1930, and made good progress until the Managua earthquake 
in 1931 crippled the government. Road funds were diverted to 
relief work. 

Mexico has completed a greater mileage of the Inter-Amer- 
ican Highway than any other country, and has handled all 
financing, surveying, engineering, and construction without as- 
sistance, according to the bureau, which adds: 


Each of the Central American countries has constructed some part 
of the road. Guatemala is the first to have improved its entire mileage 
for all-weather travel. The Guatemalan section is about 300 miles long. 

Of the 180 miles through Salvador, about 75 miles is paved, another 
75 miles has an all-weather surface, and about 30 miles is passable 
only in dry weather. At the crossing of the Lempa River a suspension 
bridge is being constructed at a cost of a half a million dollars. 

The 90 miles through Honduras is passable in dry weather. Two- 
thirds of this mileage has a dry-weather and one-third an all-weather 
surface. 

Nearly 250 miles of the route passes through Nicaragua. About 
175 miles of the Nicaraguan section is paved or is being paved. The 
rest consists of impassable trails. Nicaragua is building six steel 
bridges from design furnished by the Public Roads Administration. 

Costa Rica has about 60 miles of pavement and about 60 miles of 
dry-weather road. The remainder of the 350 miles of projected high- 
way is unimproved trails. Sixty miles of this will be as difficult to 
build as any part of the mountain road in Mexico. 

The 365 miles from the Costa Rican-Panamanian border to the 
city of Panama includes about 25 miles of unimproved trails, about 30 
miles of dry-weather road, about 150 miles of all-weather surface, and 
about 160 miles of pavement. About a third of this pavement is being 
reconstructed this year. 

Fifty miles below the city of Panama, the improved road ends in 
almost impenetrable jungle. 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC 1502 Sub. No. 25, Pennsylvania Greyhound Lines, Inc., 
dba Greyhound Lines, extension of operations, Harrisburg to 
Lancaster, Pa., as of Feb. 27; MC 1511 Sub. No. 40, Pacific 
Greyhound Lines, Colusa, Oroville and Portola extension, as 
of March 1; MC 2226 Sub. No. 6, Red Arrow Freight Lines, 
Inc., extension, Flour Bluff, Tex., as of Feb. 28; MC 3083 Sub. 
No. 5, Armored Motor Service Co., Inc., extension, Arkabutla 
Dam Site, as of Feb. 27; MC 3785 Sub. No. 1, James A. Horne, 
extension, building materials, as of Feb. 17; MC 30165 Sub. 
No. 8, English Freight Co., extension, Denison Dam, as of Feb. 
28; MC 36440 Sub. No. 1, Morin & Pouliot, Inc., extension, 
lumber, as of Feb. 6; MC 37592 Sub. Nos. 3 and 6, C. L. Tyr- 
rell, extension of operations, as of March 3; MC 44498, James 
B. Shropshire, common carrier application, as of Feb. 27; MC 
47647, Martin Transit Service, Inc., common carrier application, 
as of Feb. 27; MC 94581 Sub. No. 2, Irving A. Villaume, Ya- 
kima-Kittitas and Benton county extension, as of Feb. 17: MC 
96176, Paul Clancy, dba Clancy Heavy Hauling, common carrier 
application, as of Feb. 27; MC 101982, Cort Baumler, contract 
carrier application, as of March 3; MC 102212, Lichtenberg 
Motor Lines, Inc., common carrier application, as of Feb. 27; 
MC 52293 Sub. No. 5, Henry A. Scandrett, Walter J. Cummings 
and George I. Haight, trustees of Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co., extension of operations, Channing, Iron 
River, as of March 13; MC 52746 Sub. No. 3, Knaus Truck 
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-»-BUT PERFECTION 


IS NO TRIFLE!” 


HERE'S a tale still told about the genius, Michel- 
angelo. A friend of his, watching the master chip 


and polish a seemingly finished statue, said, "Tell me 
—why do you now waste so many hours on trifles?" 
The great sculptor paused to say, ‘My friend, perfec- 


tion is made of trifles .. . but perfection is no trifle! 


By the same principle, the "art" of perfect shipping 
and safe handling of freight on Pere Marquette Car- 
ferries across Lake Michigan involves many painstak- 
ing practices which might seem like trifles. But they 
aren't. It's a big operation, putting whole freight 
trains aboard these great steamers — yet many 
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"trifles" go into this efficient service ...cars are 
switched on and off the ships at the precisely safe 
and jar-proof speed .. . cars on the track decks are 
carefully secured to prevent the slightest motion... 
two-way radio speeds handling of manifest and other 
shipping information...these and many other cautions 
make Pere Marquette Carferry operation an outstand- 


ing achievement in American freight transportation. 


Use this dependable, year-'round, time-saving route 
across Lake Michigan. Frequent daily service is 
provided between Ludington, Michigan, and 
Milwaukee, Manitowoc and Kewaunee, Wisconsin. 


“TE RAILROAD THAT CROSSES LAKE MICHIGAN 


a 
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» rates up to the rail level. 
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Lines, Inc., extension Lake City, as of March 3; MC 96084, 
Charles Terzella and Leo Terzella, dba Terzella Bus Service, 
common carrier application, as of Feb. 27; MC 45626 Sub. No. 5, 
Vermont Transit Co., Inc., extension, Springfield, Vt., as of 
March 12. 


Cc. M. F. A. Common Carrier Division 


A report on the activities of the common carrier division 
of the Central Motor Freight Association, prepared for sub- 
mission to the board of directors of the association, to be 
held late in April, asserts that the division has participated in 
more than 50 cases before the Commission and in the courts 
in the year just past. Most of these appearances have been 
made in cases involving applications for operating certificates 
or permits, and the aim of the division has been to obtain the 
careful definition of the type of operation in each case, the 
report says, adding that in 17 cases, where it has presented 
evidence tending to show that the applicant was not entitled 
to operating rights, the applications have been dismissed. The 
report mentions especially the part played by the division in 
Reefer Transit Lines common carrier application, MC 4923 (see 
Traffic World, July 20, 1940, p. 159); Ready Truck Lines con- 
tract carrier application, MC 28005 (see Traffic World, Feb. 
28, p. 324); N. E. Rosenblum contract carrier application, MC 
13853 (see Traffic World, Oct. 12, 1940, p. 874), in which the 
order of the Commission denying the application was stayed 
in the Missouri federal court, and Florence Meyer contract 
ego application, MC 20565 (see Traffic World, Aug. 24, 1940, 
p. 464). 

In a number of cases where contract carrier applications 
were denied, the report says, the applicants altered their op- 
erations so as to place themselves in the class of common 
carriers. 

Harry Chaddick is chairman of the board of the division. 
Other members are Walter Bockstahler, William J. Barranco, 
R. J. Olson and Alex K. Scherer. 


CENTRAL STATES MOTOR RATINGS 


_The Central States Motor Freight Bureau, Inc., is expe 

shortly to file tariffs in the W. L. Meyer’s series bringing motor 
This is in accordance with the de- 
termination of the motor carriers in central and mid-western 
territories to put their rates and ratings on the rail level, so as 
to be able to make a fight against reductions held in contempla- 
tuen by the railroads. The general idea with regard to the rail 
Tatings is that the railroads will file reductions in about 7,500 
,of them. They will be based on the theory that it is necessary 
tor the railroads to do that to meet motor competition in official 
territory. 

Motor carriers in western territory brought up their ratings 
the latter part of February (see Traffic World, March 1, p. 512). 
The Commission refused to suspend that readjustment and it 
went into effect February 25. 

The Meyers tariffs are expected to show a revision of the 
rules in class rate tariffs so as nearly as possible to reflect rules 
and charges provided in tariffs of the rail carriers. To do that, 
it would be necessary for the motor carriers to cancel all their 
present rules applying on mixed shipments, quantity less-than- 
truckload shipments and proportional class rates. 

A further expectation is that all class rates published by 
the Central States Motor Freight Bureau will show an ad- 
vance to the rail level, except in instances where the motors now 
publish rates higher than the presently effective rail basis. In 
such instances the higher basis will be retained. 

Another expectation is that the tariffs will show a can- 
cellation of commodity rates applying on quantities of 15,000 


exact rates at the same minimum weights as rail carrie 
There will be exceptions to that. 


pounds or less except in cases where they are published to cig 


£ 
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EXPLOSIVES BY MOTOR VEHICLES 


Roland Rice and Charles E. Cottrell have formally placed 

views of the American Trucking Associations, Inc., before 
thé members of division 3 with regard to the Commission’s re- 
quirement that motor carriers report accidents involving the 
transportation of dangerous articles, to the Bureau of Explosives 
in New York City. 

They presented their views in support of a petition of the 
association asking the Commission to rescind an order issued 
last August, requiring motor carriers to make such reports. 
The motor association argues that requiring motor carriers to 
make reports to the Bureau of Explosives is a duplication be- 
cause motor carriers, under the Commission’s rules, also report 


accidents to the Bureau of Motor Carriers (see Traffic World, 
Jan. 11, p. 111). 
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Motor carriers object, according to the association, to mak- 
ing reports to an organization which is a part of the Association 
of American Railroads. The making of reports to the Bureay 
of Explosives, the trucks argue, is the making of reports to a 
rival organization. Messrs. Rice and Cotterill suggested that 


if the Commission did not want to rescind its order some plan 
should be made whereby American Trucking Associations, Inc., 
should have representation in the Bureau of Explosives, which 
the law authorizes the Commission to use in its safety work. 


MOTOR BUREAU TRANSFERS 


Secretary Bartel, in a notice, has announced the transfer of 
Lewis G. Thompson from the position of district director in 
charge of district No. 6 of the Bureau of Motor Carriers at 
Atlanta, Ga., to the position of district supervisor at Tal- 
lahassee, Fla. The transfer, the notice said, was made at 
the request of Mr. Thompson on account of his health. William 
Addams, district supervisor at Louisville, Ky., the notice says, 
has been sent to Atlanta as director in charge. 

The Commission has announced, in connection with changes 
in the personnel of the Bureau of Motor Carriers, the transfer 
of District Supervisor James D. Johnson from Atlanta, Ga., to 
Louisville, Ky. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following carrier 
cases: 


MC 10325, George H. Carpenter, common carrier appli- 
cation. 


Western Truckload Ratings 


Representatives of motor carrier rate bureaus operating 
in the west, at a recent meeting in Kansas City, adopted a plan 
of general truckload rating increases substantially parallel to 


» that adopted by the Central States Motor Freight Bureau 
‘and other bureaus in the east and south. Bureaus involved 


e the Midwestern Motor Freight Tariff Bureau, Kansas City, 

; the Western Trunk Line Motor Common Carriers’ Bureau, 

es Moines, Iowa, and the Rocky Mountain Motor Tariff 
Bureau, Denver, Col. Revisions of quantity ratings of 10,000 
pounds and under in the territory were filed in February (see 
Traffic World February 22, p. 455). 

Although the decision at the Kansas City meeting was to 
adopt rail ratings and minimum weights, with a proviso that 
the truckload ratings be 12% per cent higher than the rail 
ratings where truck capacities are below the rail minimums, 
the plan adopted in other territories was modified to the extent 
that the 12% per cent arbitrary was reduced to 5 per cent 
on commodities rated below Column 32%. 

Representatives of the Central States Motor Freight 
Bureau, the Eastern Central Motor Carriers Association, the 
Central and Southern Motor Freight Association and the South- 
ern Motor Carriers’ Rate Conference were also present and 
voted to make the advanced ratings applicable on interter- 
ritorial traffic between the west and the east. Those ratings 
fall under the jurisdiction of the Overhead Standing Rate Com- 
mittee, St. Louis, operated jointly by the western and eastern 
bureaus. 

Universal application of the increases in the west will not 
be possible because of the existence, within the western 
bureaus, of groups of individual carriers who make their own 
rate decisions. It is expected that these groups will go along 
with the bureaus’ plans, but each will have to make its own 
decision in the matter. 





otor Proportionals and Charges 


The Commission has assigned No. 28496, proportional rates 
of common carriers and minimum charges of contract carriers, 
and related cases, for hearing, before Commissioner Patterson 
and Examiner G. H. Mattingly, April 16, at the Atlanta Bilt 
more Hotel, Atlanta, Ga., April 23, at the Hotel Mayflower, 
Jacksonville, Fla., April 28, at the Jung Hotel, New Orleans, 
La., May 1, at the Peabody Hotel, Memphis, Tenn., May 5, 
at the Federal Building, Cincinnati, O., and May 7, at the Hotel 
Richmond, Richmond, Va. 

The related cases are I. and S. M-1083, and supplements 
1 to 5 inclusive, contract charges on forwarder shipments; 1 
and S. M-1084, and supplements 1 to 21 inclusive, proportional 
rates on various commodities; I. and S. M-1494, dairy products, 
from, to and within Iowa and Nebraska; MC C-111, Mobile, 
Ala., proportional rates; I. and S. No. 4774, proportional L. C-. 
L. rates in Mississippi and Tennessee; I. and S. No. 4784, pro- 
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(0 years of Handling With Care 


Hasn’t made us careless 








about ON-TIME DELIVERIES 





Is Your Company 
Seeking A New Plant 
Location? 


Let C&EI Outline 
The Competitive Advantages 


Available In Its Territory 


If your company is looking for a new 
plant-site or planning a new branch 
factory, let us give you a report cover- 
ing all the relevant factors of sites 
available, climate, labor and power sup- 
ply, raw material sources, and shipping 
and transport facilities, in our diver- 
sified territory. All communications 
held in strictest confidence. Address 


H. G. FETH 
Industrial Commissioner 
$32 South Michigan Avenue 
Chicago 


DEPENDABLE — you can cover every 
phase of C&EI freight service with that one 
word. To get shipments through in good con- 
dition and on time has been the basic prin- 
ciple of C&EI service for over 70 years. 

Providing fast local and through sched- 
ules, accurate rating, efficient routing to save 
the shipper’s time and money, close observ- 
ance of shipping instructions—these are all 
part of that principle at work. 

So is the fact that C&EI maintains its 
equipment in first-class shape and that its 
Chicago to Evansville line and its famous 
Boulevard of Steel—Chicago to St. Louis— 
are recognized as two of the best-maintained 


and smoothest roadbeds in all America. 





Chicago & Eastern Illinois Railroad 
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portional L. C. L. rates in Florida; and I. and S. No. 4793, 
vroportional L. C. L. rates in southwest. 

These hearings, the Commission said, were for the purpose 
of receiving evidence with respect to common carrier rates 
applying between points in southern territory, including points 
on the border between southern and other territories, and 
common carrier rates applying from points in southern terri- 
tory, other than border points, to points in other territories, 
as to which the effective date of the order of December 2, 
1940, in No. 28496 was postponed by the order of February 26, 
1941, as amended, or which were under investigation in the 
proceedings mentioned, other than No. 28496. 

Any evidence pertinent to the question whether the com- 
mon carrier rates covered by the investigation and suspension 
proceedings were justified, it said, would be received. As to 
the other rates which were to be considered at the hearings, 
it added, the evidence would be limited to that which was 
pertinent to the question whether such rates were unjustly 
discriminatory or unduly or unreasonably prejudicial or pref- 
erential. 

The Commission said it was not contemplated that hear- 
ings other than those assigned here would be held in southern 
territory in the proceedings mentioned other than No. 28496, 
nor in that portion of No. 28496 at present under consideration. 
Therefore, it added, every party who had evidence to present 
of the kind described with respect to the rates mentioned, 
should appear and present it at one of the hearings. 


MIDWESTERN MOTOR CARRIER RATES 


The Western Trunk Line Motor Common Carrier Bureau, 
in its first petition for the modification of Ex Parte MC 23, 
midwestern motor carrier rates, has achieved the distinction 
of asking for changes in the rates prescribed in that proceeding 
requiring a document of 223 typewritten pages to set forth. 
The petition is in the form of tariff publication. 


A. T. A. OCCUPIES OWN BUILDING 


The American Trucking Associations, Inc., this week moved 
into the seven-story apartment building at 1424 Sixteenth St., 
N. W., Washintgon, D. C., which it bought recently to house its 
offices. 





EXCEPTIONS TO MOTOR REPORTS 
MC 59807, Johnie Hall, dba Hall-Hudgins Truck Lines, 
common carrier application. Time for filing exceptions to 
recommended order extended to April 14. 
MC 95670, John S. Haines, common carrier application. 


Time for filing exceptions to recommended order extended to 
April 14. 


MOTOR PASSENGERS AND REVENUES 


Passenger revenues received by Class I motor carriers of 
passengers, excluding charter or special, in December last year 
totaled $11,358,035, an increase of 6.2 per cent over December, 
1939, when they received $10,690,767, according to a Commis- 
sion compilation, statement M-700. The compilation, rep- 
resenting 143 carriers, showed that 15,398,703 passengers were 
carried in December last year, as compared with 13,468,554 in 
December, 1939, an increase of 14.3 per cent. 


FARM SEEDS MOTOR RATES INQUIRY 


An investigation into and concerning the reasonableness 
and lawfulness otherwise of rates and charges, etc., on seeds 
by motor carriers from points in North Dakota to points in 
Minnesota, and from points in Minnesota to Indiana, New York, 
Ohio and Pennsylvania, has been instituted by the Commission, 
division 2, on its own motion, in MC C-259, farm seeds, North 
Dakota to Minnesota, and from Minnesota to Indiana, New York, 
Ohio and Pennsylvania. Parties to Agent Lou Hosking’s tariff 
MF-I. C. C. No. 188 and Central States Motor Freight Bureau, 
Inc. tariff MF-I. C. C. No. 46 (Meyers’ series), have been made 
respondents to the proceeding. The matter has been assigned 
with I. and S. M-1458 for hearing April 10, at the Hotel Sher- 
man, Chicago, IIll., before Examiner James Cheseldine. 


NEW I. H. C. INDUSTRIAL TRACTORS 

The International Harvester Company has added five new 
industrial wheel tractors to its line. Three of the new models 
have four-cylinder, valve-in-head, carbureter-type engines, 
ranging in rating from 29.5 to 54 horsepower, and the other two 
have quick-starting diesel engines, rated at 38.5 and 51.5 horse- 
power respectively. The tractors are designed for various 
industrial uses, including materials handling and transporta- 
tion work, and have hardened crankshafts, gear drives, counter- 
shaft brakes controllable individually or interlocked, and pro- 
visions for mounting a variety of allied equipment, including 
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cranes, hoists and winches. They have five forward speeds, 
ranging up to 15 miles an hour. 


MERCHANTS MOTOR FREIGHT EXTENDS ROUTE 


The Merchants Motor Freight, Inc., St. Paul, Minn., has 
extended its operations from Rock Island, Ill., to Chicago, 
affording Chicago shippers and consignees a service over the 
company’s routes to and from Des Moines, Ia., Omaha, Neb, 
and Kansas City, according to S. L. Wasie, president. 


FORD COMPANY FILLING ARMY ORDERS 

The Ford Motor Company has already delivered 1,800 staff 
cars ordered by the United States Army and production js 
well under way on army orders totaling $1,387,500 for 1,500 
small reconnaissance trucks and a number of bomb service 
trucks, officials of the company announced. The pygmy recon- 
naissance truck, they say, now rolling off assembly lines at the 
Ford Rouge plant, is built to attain speeds up to 60 miles an 
hour and to climb a 68 per cent grade fully loaded. The 
trucks are powered by 45-horsepower four-cylinder engines 
adapted from the Ford tractor, the officials say. The bomb 
service trucks, being turned out at Dearborn, Mich, at the 
rate of 12 to 15 daily, will hoist bombs weighing up to 1,200 
pounds into place under wings of large bombing planes. 


N. J.-PA. GASOLINE, ETC. 


An investigation into the reasonableness and lawfulness 
otherwise of rates and charges, etc., on petroleum products 
consisting of gasoline, kerosene, and other light oils, in tank 
trucks, from Bayonne, Bayway, Edgewater, Elizabeth, Hoboken, 
Jersey City, Linden, Long Branch, Newark, Perth Amboy, South 
Amboy and Carteret, N. J., to points of destination except 
Allentown, Pa., Port Jervis and Middletown, N. Y., named in 
tariff MF-I. C. C. No. 4 of Mary Garrett, administratrix of 
the estate of Harry M. Garrett, deceased, and Michael Kovach, 
doing business as Garrett and Kovach, maintaired by Ga _rett 
and Kovach and by H. R. Ritter Trucking Co., Inc., Belleville, 
N. J., E. Brooke Matlack, Philadelphia, Pa., and George D. 
Miller, Dunmore, Pa., has been instituted by the Commission, 
division 2, on its own motion. It is MC C-261, gasoline, kero- 
sene, etc., New Jersey to eastern Pennsylvania. The named 
carriers have been made respondents to the proceed’ng which 
has been assigned for hearing with I. and S. M-1521 at a time 
and place hereafter to be fixed. 


CARE IN HOUSEHOLD GOODS PACKING 

Shippers of household goods by motor truck should remem- 
ber that, under the terms of the uniform household goods bill 
of lading, the responsibility of proving negligence when dam- 
ages occur in transit rests on the shipper, says J. Norman Geipe, 
president of the Independent Movers’ and Warehousemen’s As- 
sociation. Shippers should make sure, before they entrust their 
household goods to such a carrier, that he operates under the 
motor carrier act, has his tariffs on file with the commission 
and is authorized to operate in the territory in which the goods 
are to be delivered, says he, for only then can the shipper be 
sure that there is the insurane covered required under Com- 
mission regulations. 

The shipper should also make sure that the equipment 
used is adequate and that it contains the necessary sleeper cab 
so that the load may move, with two drivers, with expedition, 
he says. He describes the best way in which such typical house- 
hold goods as glassware and fragile articles, valuable furni- 
ture, pianos, books and other things should be prepared for 
transportation, pointing out that care by the shipper saves 
time and expense. If a reasonable program for packing of the 
goods were followed invariably, he says, “there would be fewer 
claims paid and more satisfied customers.” 


TIRES FROM DETROIT 


An investigation into and concerning the reasonableness 
and lawfulness otherwise of rates and charges, etc., on rubber 
tires and other commodities, minimum 35,000 pounds, except 
automobile tire covers, rubber tennis balls, hose, rubber and 
cotton combined, upholstering pads and padding, hog-hair and 
rubber combined, rubber play balls, rubber goods, not other- 
wise indexed in the National Motor Freight Classification, Agent 
Jackson’s MF-I. C. C. No. 9, and signs, advertising or display, 
other than metal signs, from Detroit, Mich., to Dallas and Fort 
Worth, Tex., and Oklahoma City and Tulsa, Okla., has been 
instituted by the Commission, division 2, on its own motion, 
in MC C-260, tires and other articles, Detroit to Oklahoma- 
Texas. 

Carriers parties to tariffs MF-I. C. C. No. 77 of Mid-West- 
ern Motor Freight Tariff Bureau, MF-I. C. C. No. B-128 of 
Central States Motor Freight Bureau, Inc.; MF-I. C. C. No. 
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a husky that 


really 


can step out! 


U.S. ROYAL FLEET DELIVERY 


EXTRA-HEAVY TREAD FOR LONGER WEAR 


IN GRINDING STOP 


AND GO SERVICE 


This husky has what it takes! Extra-tough tread to 
resist the constant stops and starts of door-to-door 
service; extra-tough body to resist the toll-taking 
heat developed by high-speed runs (under normal 
loads) both in and out of town. 

Ask your U. S. Dealer to show you this pace- 
setter and tell you how fleet owners use it to cut 


their tire costs way down. 


DEEPER TREAD 


Tough, massive 
tread of thicker 
Tempered Rubber 
wears longer. 


United States 


1230 Sixth Avenue 





(Rayon construction in No. 22 and up) 


BUTTRESSED SIDEWALLS 


Rugged shoulders are 
designed to resist curb 
scuffing, snagging and 
other tough going. 


Rubber Company 
Rockefeller Center, N. Y. 
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In the Big Market 


at BAYWAY (Elizabeth), N.J. Nine modern, 
reinforced concrete warehouses, 100% sprinkler pro- 
tected with 1.070,000 sq. ft. of storage and manufactur. 
ing space; served by the Central R. R. of New Jersey; 
extensive railroad sidings; storage-in-transit arrange. 
ments in effect. Weather-protected loading platforms 
for trucks. Largest and best-equipped fumigation plant 
in New York Harbor for fumigating cotton and similar 
Chestaut Stree sor. fibrous materials, foodstuffs, furniture, etc. Also 
eae M. Rie : equipped with Cotton Compress. Accommodations for 
deep-water vessels, barges and lighters for direct han- 
dling of consignments into warehouse. A. D. T. 


BAYWAY TERMINAL CORPORATION 


Operated by Lincoln Tidewater Terminals 
Bayway (Elizabeth), N. J. R.S. McElroy, Manager 


¢ Millions of Squa 
Miles of Tidewa 


E accommodations and sem 
I provided by these well-man 
terminals and warehouses are 
passed. Strategically located in the im 
tant industrial, commercial and ship 
centers on the Atlantic Seaboard. 
Buildings are of modern constru 
with complete sprinkler systems, 
low insurance rates. Equipment ind 
the latest mechanical devices for pr 
and economical handling of freigi 
every kind. 


The Chain of Tik 


=1 AND INLAN 
_ WALTER B. McKINNEY, Presid! 


‘ General Traffic 0! 
NEW YORK v 


LEO J. COUGHLIN, Vice President R. D. JONES, ¥ 
17 State Street, New York City 1069 Transport# 


nager 


Eastern Seaboard Representatit 
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ine modern, 

inkler pro- at the PORT of NEWARK A marginal wharf 
nanufactur- 3800 lineal feet in length and 82 feet wide on a ship 
lew Jersey; channel having 30 feet of water. Nine immense, mod- 


ern warehouse buildings . . . 60 acres for lumber and 
other open storage ... 1414 miles trackage connecting 
with all railroads . . . modern facilities for prompt 
and safe handling of merchandise of all kinds, whether 
rail, automotive or water-borne. The very heart of 
a rich, 17,000,000-population market. Served by Penn- 
sylvania, New Jersey Central and Lehigh Valley Rail- 
roads. Storage-in-transit arrangements in effect. 


NEWARK TIDEWATER TERMINAL, INC. 


Write for particulars 
Port Street, Newark, N. J. J. A. Lehman, Manager 
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Elroy, Manager 














ARWSING GRO 


f Squpf Storage Space . 
Tidewms and Wharves 


; and sere to 24-hour deliveries . .. pool car 
well-man@motor transport . . . regularly main- 
yuses are UM. Warehouse receipts issued by one 
ed in the ingfinal may be deposited at any of the 
al and ship§#s, whereupon shipments can be made 
aboard. fRdiately. 
‘n construd@fite for further particulars, and learn 
ystems, ea@you can profit from the many serv- 
pment inc@fand economies made possible by ef- 
ices for prt and centralized management. . . 
, of freigilfees which include all those of a 
h office, except selling. 
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37 of Agent J. D. Hughett, MF-I. C. C. No. 39 of Agent R. L. 
Week, and MF-I. C. C. No. 97 of Alternate Agent J. R. Shumate 
have been made respondents to the proceeding. The matter 
has been assigned for hearing with I. and S. M-1515, May 5, 


at the Pickwick Hotel, Kansas City, Mo., before Examiner P. 
H. Dawson. 


EXTENSION OF COAL ACT 


The House committee on ways and means has reported for 
passage H. R. 4146, a bill to extend the provisions of the bitumi- 


nous coal act of 1937 until April 26, 1943. The act expires April 
26, 1941. 


Digest of New Complaints 


MC C-259, farm seeds, North Dakota to Minnesota and from Minne- 
sota to Indiana, New York, Ohio and Pennsylvania. 

Investigation instituted by the Commission, division 2, on its 
own motion, into the rates and charges on seeds, as described in 
tariff MF-I. C. C. No. 188 of Lou Kosking, agent, from points in 
North Dakota to points in Minnesota, and as described in tariff 
MF-I. C. C. No. 46 of Central States Motor Freight Bureau, Inc., 
from points in Minnesota to points in Indiana, New York, Ohio and 
Pennsylvania. 

. 28633, Jeffreys-Myers Manufacturing Co., Oxford, N. C., vs. South- 
ern et al. 

Rates and charges, lumber, Oxford, N. C., to points in Official 
and Illinois Classification territories, including Maine, New Hamp- 
shire, Vermont, Massachusetts, Rhode Island, Connecticut, New 
York, New Jersey, Pennsylvania, Delaware, Maryland, Virginia, 
West Virginia, Ohio, Indiana, Illinois, West Bank Mississippi 
River crossings in Missouri and Iowa, Michigan and southeastern 
Wisconsin, in violation of sections 1 and 3, the undue preference 
alleged being for points in North Carolina and Virginia. Asks 
reasonable rates and reparation. (John T. Money, Mills Bldg., 
Washington, D. C.) 

. 28634, Watervliet Paper Co., Watervliet, Mich., vs. C. & O. et al. 

Rates, bituminous coal, points in the Virginias, Pennsylvania, 
Kentucky, Tennessee and Ohio to Watervliet, Mich., in violation of 
sections 1, 3 and 15(1), the undue preference being for points in 
Michigan, Indiana and Illinois. Asks reasonable rates, (Ralph L. 
Tuttle, Holland, Mich.) 

C-260, tires and other articles, Detroit to Oklahoma-Texas. 

Investigation instituted by the Commission, division 2, on its 
own motion, into the rates and charges, etc., on rubber tires and 
other commodities, with exceptions, minimum 35,000 pounds, main- 
tained by motor carriers from Detroit, Mich., to Dallas and Fort 
Worth, Tex., and Oklahoma City and Tulsa, Okla. 

C-261, gasoline, kerosene, etc., N. J., to eastern Pennsylvania. 

Investigation instituted by the Commission, division 2, on its 
own motion, into the rates and charges, including minimum rates 
and charges, of motor common and contract carriers on petroleum 
products consisting of gasoline, kerosene, and Other light oils, in 
tank trucks, from points in New Jersey to destinations, except 
Allentown, Pa., Port Jervis and Middletown, N. Y., named in tariff 
MF-I. C. C. No. 4 of Mary Garrett, administratrix of the estate of 
Harry M. Garrett, deceased, and Michael Kovach, dba Garrett and 
Kovach. 

C-262, insulators, Victor, N. Y., to New York, N. Y. 

Investigation instituted by the Commission, division 2, on its 
own motion, into the rates and charges, etc., on insulators, mini- 
mum 20,000 pounds, by motor, from Victor, N. Y., to New York, 
N. Y., maintained by the Highway Freight, Jersey City, N. J. 

. 28635, R. E. Schanzer, Inc., New Orleans, La., vs. Alabama Great 
Southern et al. 

Rates, ‘‘root, chicory, dry, not crushed or ground,’’ carloads, 
Linwood, Mich., to New Orleans, La., in violation of sections 1 
and 3, the undue preference alleged being for complainant’s com- 
petitors. Asks reasonable rates. (Joseph C. Colquitt, Tower Bldg., 
Washington, D. C.) 

MC C-263, Beverage Transport Corporation, minimum charges, Albany 
to New Jersey. 

Investigation instituted by the Commission, division 2, on its 
own motion, into the minimum rates and charges, on beer, ale, 
and advertising material, from Albany, N. Y., to Fair Haven, Gar- 
field, Hackensack, Jersey City and Paterson, N. J., and the return 
of empty containers, maintained by the Beverage Transport Cor- 
poration. 

. 28636, Utica Hydraulic Cement Co., Utica, Ill., vs. Indiana Rail- 
road et al. 

Alleges unreasonable to the extent they exceeded charges based 
on a rate of 15 cents, charges collected on a combination rate of 25 
cents, on cement from Utica, Ill., to the Henke Construction Co. 
at Boys School (near Plainfield), Ind. Asks reparation. (R. W. 
Schapanski, 1421 South Aberdeen St., Chicago, III.) 

. 28637, Orley A. Rhodes, an individual, Grant, Mich., et al. vs. Sea- 
board Air Line et al. 

Rates and charges, dry onions, without tops, points in Michigan 
to Miami, Fla., and Birmingham, Ala., in violation of section 6. 
Ask reasonable rates and charges and refund of overcharges. (A. L. 
Watkins, 1012 Academy St., Kalamazoo, Mich.) 
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Personal Notes 


Richard W. Robbins, stockman, Belvidere, Kan., has been 
elected a member of the board of directors of the Atchison, 
Topeka and Santa Fe, by action of the executive commitiee. 
Fred C. Fox, a former general manager for the Santa Fe, who 
retired in 1927 after 47 years of service with the company, 
died at Shreveport, La., March 24. 

James J. Johnston has been appointed general traffic man- 
ager for Shein’s Express, Inc., at New York. 

T. H. Maxwell has been named city freight agent, Atlanta, 
for the Seaboard Air Line Railway, succeeding F. E. Harrison, 
who was called to military service. 

Lt.-Col. C. Lloyd Middleton, formerly with the quarter- 
master general’s office at Washington as officer in charge of 
transportation, is post quartermaster at Fort Sam Houston, 
San Antonio, Tex. 

Members of the Traffic Club of Minneapolis held a fare- 
well dinner party at the Hotel Nicollet, March 27, for Truman 
Kirkvold, city freight agent, Northern Pacific, who has been 
— traveling freight agent at Bismarck, N. D., effective 

pril 1. 

The Des Moines, Ia., Passenger Club will hold a dinner 
party, April 8, at the Hyperion Field Club. Entertainment 
will include vaudeville acts and music. Arrangements for 
golfing have been made. 

J. F. Stewart has been appointed manager, dining car 
service, at Houston, for the Southern Pacific Lines, succeeding 
D. - Lusk, who has retired. The appointment is effective 
April 1. 

Dr. A. I. Bouffleur has retired as chief surgeon, western 
lines, Milwaukee Road, after serving with the company 51 
years. Dr. H. Eugene Allen has been appointed to the position 
vacated by Dr. Bouffleur. 

Hugh Sheridan, chairman, New York City Trucking In- 
dustry, has accepted the chairmanship of the trucking and 
storage industry section of the Greater New York Fund's 
charity contribution drive for 1941. 

S. I. Thompson has been appointed general coal freight 
agent and G. P. Sauerwein has been appointed coal freight 
agent, both at Baltimore, for the Baltimore and Ohio. 

Miss Willie Peck has been appointed superintendent of 
passenger service for the Braniff Airways, Inc., at Dallas. 

W. A. Newman has been named assistant superintendent 
of shops at West Burlington, Ia., for the Chicago, Burlington 
and Quincy. 

J. R. Herrin, Shreveport, La., has been elected president 
of the Louisiana Motor Transport Association. Others elected 
include: First vice-president, W. G. Stephenson, New Orleans; 
second vice-president, R. C. Wisdom, Lake Charles; third vice- 
president, Raymond Heard, Ruston; treasurer, C. A. Little- 
john, Baton Rouge, and secretary and general manager, Ben 
H. Grayson, Baton Rouge. 

Ryan B. Hall has resigned as managing director for the 
Indiana Motor Truck Association to become assistant to the 
vice-president for Haechl’s Express, Inc., at Hamilton, O., 
effective April 1. 

Leon S. Howe, general manager, steel strapping division, 
The Stanley Works, New Britain, Conn., has been elected a 
vice-president of the works. He joined the organization 25 
years ago to organize the steel strapping division. 

The Alumni Association of the Traffic Managers’ Institute 
of New York held a forum meeting March 20 with John W. 
Gilius, traffic General Foods Corporation, presiding. L. J. 
Coughlin, vice-president, Chain of Tidewater Terminals, spoke 
on “Marine Terminals and Warehouses,” and Mr. Lowe, of the 
same organization, spoke on “Field Warehousing.” 


PITTSBURGH PRACTITIONERS’ MEETING 

The Pittsburgh region chapter of the Association of In- 
terstate Commerce Commission Practitioners will meet in the 
rooms of the Traffic Club of Pittsburgh, William Penn Hotel, 
March 31. Subjects to be discussed include legislation to re- 
strict practice before government commissions and bureaus to 
lawyers, and the report of the Attorney General on adminis- 
trative protedure. W. F. Schulten, chairman of the chapter, 
will preside. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THe TraFric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THe Trarric Wor Lp. 






The special committee on constitution of the Associated 
Traffic Clubs of America, after two attempts at revising the 
present constitution, as to aims and purposes, both of which 
failed, has submitted a report for consideration at the meeting 
at Jacksonville, Fla.. May 6 and 7, recommending minor spe- 
cific amendments only. The report is being circulated among 
member clubs, after adoption by the directors, in accordance 
with the provision requiring notification of proposals for 
changes 30 days in advance of the meeting. 

The two revisions previously submitted by the committee 
came to grief in board meetings because of objections by the 
Traffic Club of Chicago—the first, because it included a weak- 
ening of the existing article stating the objects of the associa- 
tion, and the second because it, in effect, retained the objectives 
as they existed (see Traffic World October 26, p. 1009). 

The amendments now submitted provide for several new 
classes of membership, including cooperative, associate, honor- 
ary patron, and honorary life, and give the board of directors 
power to fix the dues for individual, sustaining, cooperative 
and associate memberships; add a vice-president, education 
and research, to the officers; make chairmen of standing com- 
mittees and the association’s editor members of the board; 
make members of the board automatically delegates at large 
to meetings; increase the executive committee by adding the 
chairmen of the membership, individual sustaining membership, 
finance, and public affairs committees; revise the details of 
the section on duties of officers; set the time of the annual 
meeting for October or November instead of October as at 
present, and revise the schedule of delegates to allow two for 
the first 50 members of member clubs, two for the second 50, 
and two for each additional 100, with no limitation for the 
number from any one club. 


William Noorlag, Jr., who will be installed as president of 
the Junior Traffic Club of Chicago at 
its annual dinner at the Palmer House, 
April 3, is assistant traffic director of 
the Chicago Association of Commerce. 
He joined the association in 1925 as 
tariff compiler and was later made 
manager of its “Way to Ship” shipping 
guide. He was made assistant direc- 
tor in 1940. He has been active in the 
affairs of the club since 1930, having 
served continuously on its executive 
committee since that time and suc- 
cessively as director, secretary, and 
vice-president. He has also held nu- 
merous committee assignments and 
chairmanships. His work as chairman 
of the club’s educational committee 
won for him an award from the Asso- 
ciated Traffic Clubs of America. He 
is also a member of the Traffic Club 
of Chicago and of the Association of Interstate Commerce 
Practitioners. The speaker at the club’s annual dinner will be 
Irving B. Pflaum, foreign editor and correspondent, Chicago 
Daily Times. 





W. D. Hughes, traffic manager, Trojan Powder Company, 
was announced as nominee for presidency of the Traffic Club of 
the Lehigh Valley at the club’s annual dinner at the Hotel 
Easton, Easton, Pa., March 17. Approximately 500 members 
and guests attended the dinner, at which Theodore A. Distler, 
dean, Lafayette College, acted as toastmaster. A program of 
entertainment was presented by Robert E. Brader. Other nomi- 
nees for office include: For first vice-president, B. J. Reilly, 
Reilly Autce Transfer; second vice-president, Carl F. W. Beyer, 
Weston-Dodson Company, and W. H. Musselman, Bethlehem 
Fabricators; secretary, Paul Kocher, Binney-Smith Company, 
and L. D. Frace, Delaware, Lackawanna and Western, and 
treasurer, George Thoma, Victor Balata and Textile Belting 
Company, and J. F. Leach, Branch Motor Express. Nominees 
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for eight board of governor memberships are: W. R. Williams, 
Taylor Wharton Company; L. D. Peters, Coplay Cement Com- 
pany; N. C. Murray, New York Central; A. E. Hartman, Lehigh 
Valley Railroad; R. F. Orr, Arrow Carrier Company; H. H. 
Bowers, Pennsylvania Power and Light Company; H. C. Wil- 
liams, Lehigh and New England Railroad, and L. T. Switzer, 
McCormack Steamship Company. Frank Regan, Warren 
Foundry and Pipe Corporation, was chairman of the nominating 
and the annual dinner committees. 

At a discussional meeting of the Los Angeles Transportation 
Club at the Pacific Electric Building, March 25, E. J. Larson, 
assistant chief clerk in charge of rates, Southern Pacific, led 
a discussion on “Pacific Freight Tariff Bureau Rules and Reg- 
ulations 1-S” and Greg Twomey, general clerk, freight depart- 
ment, Union Pacific, led a discussion of the bureau’s rules and 
regulations Nos. 51 and 260. Paul Moore, traffic manager, Gil- 
more Oil Company, showed the color sound film “Grand Going” 
at a luncheon meeting of the club March 24. 


William Haywood, who was elected to the presidency of 
the Traffic Club of Chicago March 27, and installed at the 
club’s annual meeting that evening at 
the Palmer House, is freight traffic 
manager of the Illinois Central. He 
entered the service of the Illinois Cen- 
tral in 1901 as a messenger in the 
office of the traffic manager. Between 
then and 1909, he acted as secretary 
to various of the railroad’s traffic offi- 
cers, including the head of the depart- 
ment. Then he became secretary to 
the president. In 1917 he was made 
chief clerk to the traffic vice-president, 
and in 1917 became assistant general 
freight agent for the railroad’s north- 
ern and western lines. In 1920 he was 
made assistant to the traffic manager; 
in 1921, general freight agent in charge 
of solicitation and matters related 
thereto; in 1928, assistant freight 
traffic manager, and in 1932, freight 
traffic manager. Those elected to serve with him include: 
First vice-president, A. H. Schwietert, traffic director, Chicago 
Association of Commerce; second vice-president, E. B. Finegan, 
chief traffic officer, Chicago, Milwaukee, St. Paul and Pacific; 
third vice-president, S. L. Felton, general traffic manager, Acme 
Steel Company; secretary, D. W. C. Becker, director, traffic 
management department, La Salle Extension University; treas- 
urer, R. J. Wallace, traffic manager, Jacques Manufacturing 
Company; members of the board of directors, L. R. Capron, 
vice-president, traffic, Chicago, Burlington and Quincy; E. R. 
Gustafson, traffic manager, Universal Atlas Cement Company; 
J. J. Kavanaugh, assistant traffic manager, Missouri Pacific; 
E. E. Owens, district traffic manager, General Electric Com- 
pany. At the installation dinner and meeting, Mr. Gustafson, 
retiring president, presided. There was a program of enter- 
tainment under the direction of the club’s indoor entertainment 
committee, D. S. Mackie, freight traffic manager, New York 
Central, chairman. 


Carlton F. Sturdy, American Can Company, will speak at 
a luncheon meeting of the Traffic Club of New York at the 
Hotel Biltmore, April 9. A children’s easter party will be held 
at the Biltmore, April 12, and a ladies’ night party will be held 
at the Park Lane Hotel, April 26. 


Shippers had no reason to fear that transportation difficul- 
ties of the first world war period would develop in the pre- 
dictable future, said Samuel O. Dunn, of Railway Age and 
western railroads, speaking at the annual railroad night din- 
ner of the Oakland, Calif., Traffic Club at the Athens Athletic 
Club March 18. Discussing the differences between transpor- 
tation conditions of 1918 and the present, the speaker said the 
railroads in 1918 were handling traffic amounting to 100 per 
cent more than they had handled a decade before, whereas to- 
day the railroads were handling freight traffic approximately 
25 per cent less than handled 10 years ago. Confusion resulting 
from government practices in 1918 would not be repeated in 
the future, he said, because the government departments now 
had arrangements with the Association of American Railroads 
that would eliminate similar confusion. The real problem of 
the railways, that of keeping in good financial condition, also 
differed markedly, he continued, pointing out that in 1918 and 
1919, under government operation, the railroads were guaran- 
teed an income, based on the average of the preceding three 
years, of $945,000,000 and that the average annual income to 
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PERFECT SHIPPING AND CAREFUL HANDLING 


APPLIES TO THE LONG DISTANCE MOVING OF YOUR EMPLOYEES’ HOUSEHOLD GOODS 


* ALABAMA 
Bradley White Co., Birmingham. 


* CANADA 
Creasey the Mover, Windsor, Ont. 


*® COLORADO 
Golden Transfer Co., Longmont. 


®* CONNECTICUT 

John V. Arnold, Bridgeport. 

East Side Van Co., Inc., Bridgeport. 

Sullivan’s Express, Bridgeport. 

Anna Nukala, Brooklyn. 

Paul E. Serre, Danbury. 

Atlantic Moving & Whse. Co., Hartford. 

Barrieau’s Express, Hartford. 

Louis Cyr, Hartford. 

J. T. Graham’s Express, Hartford. 

M. J. Kline, Hartford. 

Krantz’s Express, Hartford. 

I. Pearlman, Hartford. 

Shea Brothers, Hartford. 

Frank Amodio Moving & Stg. Co., New 
Britain. 

H. Brown Moving Co., New Britain. 

Halverson & Larson, New Britain. 

Atherton & Sons, Pawtucket. 

Merchant’s Express of New Haven, New 
Haven. 

Gabelmann’s Express, Winsted. 


*DISTRICT OF COLUMBIA 
Acme Moving & Storage Co., Inc. 
B. & W. Transfer. 

Barrett Transfer. 

Burton Transfer. 

Cannon Ball Transit Co. 
Coleman’s Transfer. 

William L. Curles. 

District Messenger & Moving Service. 
Doub’s Transfer & Stg. Co. 
Economical Moving Co. 

Freeman Tfr. & Stg. 

Glascoe’s Express. 

John R. Graham & James Ottey. 
Mullen’s Transfer & Stg. 

National Delivery Assn., Inc. 

L. Robinson Transfer. 

Takoma Transfer. 

Terminal Van Lines. 


* FLORIDA 

Suddath Moving & Storage Co., Inc., Jack- 
sonville. 

Fulford Van & Storage Co., Inc., Orlando. 


*GEORGIA 

Russell C. House Transfer & Storage, Inc., 
Atlanta. 

Chastain Transfer Line, Thomasville. 


* ILLINOIS 

A & M Long Distance Movers, Inc., Chi- 
cago. 

Continental Van Lines, Inc., Chicago. 

Calder’s Van Company, Chicago. 

Devon Storage & Movers, Chicago. 

Atlas Van Lines, Inc., Chicago. 

General Movers, Inc., Chicago. 

Interstate Furniture Movers, Chicago. 

Jacob Van Lines, Chicago. 

Moore’s Express & Van Co., Chicago. 

Morgan Storage & Van Company, Chicago. 

National Van Lines, Inec., Chicago. 

Trans-American Van Service, Inc., Chicago. 

Warren Bros. Moving Co., Chicago. 

Rothery Storage & Van Co., Des Plaines. 

Johnson Transfer & Stg. Co., Streator. 

Russell Sweet and Sons, Streator. 


* INDIANA 

Wilson J. Frank, Columbia City. 

B. - Shetler Moving & Storage Co., Evans- 
ville. 

A. C. Borgmann & Son, Fort Wayne. 

Brown Trucking Co., Inc., Fort Wayne. 

Kammeier Trucking Co., Fort Wayne. 

Nobles Furniture Exchange, Fort Wayne. 

South Side Transportation Co., Inc., Fort 
Wayne. 

Suelzer Trucking Co., Fort Wayne. 

Johnson Transfer & Storage, Gary. 

Public’s Moving Co., Hammond. 

East End Storage, Indianapolis. 

Fred C. Suesz Transfer & Storage, In- 
dianapolis. 

J. E. York & Son, Indianapolis. 

McDowell & Son, Marion. 

Mishawaka Transfer Co., Mishawaka. 

Guyer The Mover, Peru. 

Ace-Van-Lines, South Bend. 

Dick’s Moving & Storage, South Bend. 

McCrocklin Bros. Transfer, Terre Haute. 

Samuel V. Sappington, Terre Haute. 

*IOWA 

Gale's Transfer & Storage Co., Des Moines, 

Kessell Transfer & Stg. Co., Des Moines. 

Heimendinger Transfer Line, Mason City. 

Veech Transfer & Storage, Mason City. 

* KENTUCKY 

Hein Transfer Co., Inc., Bellevue. 

John L. Ballard Moving, Covington. 

* LOUISIANA 

Security Storage & Van Co., Inc., New 
Orleans, 

* MARYLAND 


Annapolis Storage Co., Annapolis. 
A. B. C. Movers, Baltimore. 
Apex Universal Van Service, Baltimore. 


When it comes to transferring the employees of your 
company to other points remember that the same care 
and investigation necessary in moving company prod- 
ucts must be taken in helping them re-establish their 
homes in new locations. To avoid costly damage and 
inconvenience when moving, use the services of an 


INDEPENDENT long-distance mover. 


It is your 


PERFECT SHIPPING assurance that your employees 
will find their household goods and personal belong- 
ings carefully handled and safely transferred. 


These INTERSTATE movers of household 
goods have rates published and filed 
with the Interstate Commerce Commission 
and operate under the authority of the 
Bureau of Motor Carriers—Federal Motor 








A NATIONAL ASSOCIATION OF INDE- 
PENDENT LONG DISTANCE MOVERS 


Star Building, Washington, D. C. 


Benson’s Moving & Storage Co., Baltimore. 

Chas. E. Bowers Co., Baltimore. 

Shernook Transfer Co., Baltimore. 

Dean Transfer Co., Baltimore. 

George C. Dover, Baltimore. 

J. Norman Geipe Van Lines & Fireproof 
Storage Warehouses, Baltimore. 

William T. Geipe, Baltimore. 

Grimes Moving &-Storage, Baltimore. 

Highland Storage Warehouse, Baltimore. 

Shirley King, Baltimore. 

Chas. A. Loving & Son, Baltimore. 

Sudler Moving & Storage Co., Baltimore. 

D. K. Wilhelm, Baltimore. 

Carbaugh Van Service, Inc., Hagerstown. 

Weber Van Service, Parkville. 

Bob’s Transfer Co., Silver Spring. 


* MAINE 
Earl B. Smith, York Village. 


® MASSACHUSETTS 

“Herb’’ Williams, The Mover, Agawam. 
Hersum & Co., Inc., Cambridge. 

Daniel M. Weymouth, Cambridge. 

J. F. Fiore Co., Dorchester. 

C. Moriarty & Company, Jamaica Plains. 
William H. Fabio, New Bedford. 
Larry’s Furniture Movers, New Bedford. 
H. E. Edgar, Newton Highlands. 

Mary C. Harris, Cambridge. 

Gutter Moving Co., Roxbury. 

Merand E. Golden, Shrewsbury. 

Cabrini Moving Service, Springfield. 
Ted Fuller’s Express, Springfield. 

Gloth Transfer Co., Springfield. 

Hinde Van Lines, Somerville. 

Big 19 Return Load System, Somerville. 
National Movers of Boston, Watertown. 
John Nazarian, Watertown. 

Cc. R. Bowlby & Son, West Somerville. 
Solin Transportation, Worcester. 


® MICHIGAN 

J. Avery Cartage Company, Detroit. 

Ehalt Moving Co., Detroit. 

Farr Moving Co., Detroit. ; 

O. HM. Frisbie Moving Co., Detroit. 

John F. Ivory Storage Co., Inc., Detroit. 

Kanner Moving & Storage Co., Detroit, 

Livernois Moving Co., Detroit. 

Montealm Moving Co., Detroit. 

American Van Service, Detroit. 

Abrams Moving & Stg. Co., Detroit. 

Northern Moving & Storage Co., Detroit. 

Northwestern Moving Co., Detroit. 

Owl Moving & Storage Co., Detroit. 

Suburban Van Lines, Inc., Detroit. 

E. H. Warren Company, Detroit. 

A. E. Winner Moving Co., Detroit. 

Arthur Boyd Moving, Flint. 

Henry H. Stevens & Flint Fireproof Ware- 
house Co., Flint. 

D. H. Bertram, Grand Rapids. 

Central Storage Co., Grand Rapids. 

Home Transfer, Grand Rapids. 

Boer’s Transfer, Holland. 

Kenneth Colton, Monroe. 

Monroe Cartage Co., Monroe. 

Bedford Moving & Stg. Co., Pontiac. 

Stevens Bros. Fireproof Warehouse, Sagi- 
naw. 


® MINNESOTA 

Wittmers Truck Line, Albert Lea. 

G. R. Elliot Transfer, Fergus Falls. 
Chicago Avenue Transfer, Minneapolis. 
Woodland Transfer Co., Minneapolis. 
Dawn Transfer & Storage Co., St. Paul. 
Metcalf Transfer Co., St. Paul. 
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*MISSOURI 

Day Transfer Company, Cape Girardeau. 

Busy Bee Transfer & Storage Co., Kansas 
City. 

F. B. Hudson Moving Co., Overland. 

Kortkamp Bros. Mov. & Storage Co., Inc., 
St. Louis. 

Plaza Express Co., Inc., St. Louis. 

Sirkin & Needles Moving Co., St. Louis. 


®* NEBRASKA 

Ford Delivery Company, Inc., Lincoln. | 
Lair Van & Storage Co., Lincoln. 
Andrews Transfer & Storage, Norfolk. 


* NEW JERSEY 

Empire Moving & Storage Co., Bayonne. 

Roy Engel Moving & Storage Co., Ine., 
Elizabeth. 

Engel Brothers, Inc., Elizabeth. 

A. B. C. Movers, Jersey City. 

Cc. F. Duke Storage Warehouse, Jersey City. 

A. Andre & Son, Inc., Hoboken. 

Traina’s Van Service, Linden. 

Mergaugey’s Express & Stg., Ocean Grove. 

Community Van Service, Palisades Park. 

J. Fishman & Son, Inc., Paterson. 

North-South Freightways, Inc., Paterson. 

Broadway Express, Trenton. 

Northern Valley Express, Tenafly. 

Ralph Mueller, Union City. 


®*NEW YORK 

Carroll Moving Service, Albany. 

Ace Van Lines, Brooklyn. 

American Vanlines, Inc., Brooklyn. 

Gene-Eddie’s Vans, Brooklyn. 

Gilbert T. Benjamin, East Jewett. 

Wayne C. Stevens, Elmira. 

Laird’s Movers, Fairport. 

Caswell Van Lines, Henrietta. 

Sheldon Tompkins, Kingston. 

White Star Transfer Co., Kingston. 

— Loads Bureau, Ine., Long Island 
City. 

Suburban Fireproof Storage Co., Inc., New 
Rochelle. 

Allied Pittsburgh Warehouse & Van Co., 
New York. 

Continental Van Service, New York. 

Interstate Van Lines, Inc., New York. 

Francis J. Helfrich, Bronx, N. Y. 

Liberty Return Loads Association, Inc., 
New York. 

Nichols Trucking Co., Syracuse. 

Red Ball Moving & Storage Co., Ine., 
New York. 

Red Comet Van Lines, Inc., New York. 

Union Van Corporation, New York. 

Rockland Express, Nyack. 

Clancy Carting & Storage Co., Inc., Roch- 
ester. 

H. E. Dailey, Rochester. 

Batterson Bros. Trucking Co., Inc., Roch- 
ester. 

Evans & Fish, Rochester. 

The Yellow Van & Storage Co., Ine., 
Rochester. 

Bell Brothers, Syracuse. 

Salt City Movers & Storage Co., Syracuse. 

Harry J. Henson, Waverly. 

Edw. Bly Moving & Storage, Woodside. 


®* NORTH CAROLINA 

Smith Transfer & Storage, Charlotte. 
J. T. Dailey Company, Greensboro. 
Vance Trucking Co., Inc., Henderson. 
* OHIO 

Best Movers, Akron. 

Eason Movers, Akron. 

Snow Brothers, Akron. 


a E. Jewell Transfer & Moving, Bel- 

aire. 

David Mitchell Transfer, Bellaire. 

T. A. Scott Transfer, Bellaire. 

The Motor Delivery Company, Canton. 

Hall Moving & Storage, Cincinnati. 

John W. Powell Moving & Storage Co., 
Inc., Cincinnati. 

H. O. Kline Transfer & Storage, Columbus. 

Swormstedt Storage & Van Co., Columbus. 

United Moving & Storage, Inec., Columbus. 

Otto Kuehn, Dayton. 

Tagg Coal & Transfer, Delaware. 

Glencoe Transfer, Glencoe. 

Ironton Transfer Company, Ironton. 

Dependable Messenger & Transfer Service, 
Marion. 

The Mingo Transfer Co., Mingo Junction. 

The Norwood Transfer Company, Norwood. 

Piqua Transfer & Storage Co., Piqua. 

M. C. MeMillen, Shadyside. 

Frank C. Proctor, Sidney. 

Sidney Truck & Storage, Sidney. 

Hull Truck Line, Spencer. 

Lodge Brothers, St. Clairsville. 

The Ora Stafford Transfer & Storage, Inc., 
Springfield. 

Garrett Van Service, Toledo. 

Karl Obert, Toledo. 

A. D. Rymers & Sons, Toledo. 

R. L. Craig, Urbana. 

Arthur F. Koons, Westerville. 

Thompson’s Transfer, Washington C. H. 

Daniels Motor Freight Service, Youngstown. 

* OKLAHOMA 

American Transfer & Storage, Tulsa. 

* PENNSYLVANIA 

— Dull Transfer & Storage, Connells- 
ville. 

Papson Bros., Greensburg. 

J. H. Bennett Storage & Carting, Erie. 

Hollenbeck Moving & Storage Co., Erie. 

Fox Transfer, New Kensington. 

Apple Moving & Storage Co., Philadelphia. 

J. D. Bell, Philadelphia. 

— Storage House, Ine., Philadel- 
phia. 

Nick J. Noel & Anton Stout, Philadelphia. 

Victory Storage Company, Philadelphia. 

Pittsburgh Warehouse & Van Co., Ine., 
Pittsburgh. 

Shadyside Transfer & Storage Co., Ine., 
Pittsburgh. 

Sober’s Transfer, Pittsburgh. 

E. T. Blackledge Trucking Co., Scranton. 

Clair D. Hursh, York. 

Jimmy Wilson, Jr., York. 

Harry S. Anderson, Washington. 


* RHODE ISLAND 


Brown & Company, Providence. 


* SOUTH CAROLINA 


Parrish Dray Line, Inc., Sumter. 


® TENNESSEE 

Ferguson Transfer Co., Inc., Johnson City. 

Ellis Moving Co., Nashville. 

Shaff Transfer & Storage Co., Nashville. 

* TEXAS 

McCray Transfer & Storage Company, Inc., 
Corpus Christi. 

* VERMONT 

Ruskin The Mover, Bennington. 

* VIRGINIA 

Duncan’s Transfer, Alexandria. 

A. B. C. Storage & Van Co,, Norfolk. 

Jackson Transfer & Storage Co., Norfolk. 

Portsmouth Storage Company, Portsmouth. 

Martin Transfer & Storage, Richmond. 

Tanner Transfer & Storage Co., Richmond. 

J. C. Shelburne Transfer & Storage Corp., 
Richmond. 


* WEST VIRGINIA 


Aliff Transfer Company, Bluefield. 

Lovejoy Transfer, Chelyan. 

Charles Louis Moore, Gassaway. 

Curtis Transfer Company, Huntington. 

Drury Bros. Transfer & Storage Co., Inc., 
Huntington. 

L. D. Gossett Transfer & Storage Co., 
Huntington. 

Myers Transfer & Storage, Huntington. 

Grant Stewart Transfer Co., Huntington. 

Lawrence Mitchell, Kenova. 

Albert E. Games, Moundsville. 

Spear & Spear, Moundsville. 

Luther B. Still, Sistersville. 

John Starck, Weirton. 

Cc. J. Dickman Transfer, Wheeling. 

Warwood Transfer Company, Wheeling. 

Hogan Storage & Transfer Co., Williamson. 

®* WISCONSIN 


Kummer Transfer Line, Beaver Dam. 

Michiels Transfer Line, De Pere. 

Ward Bros. Transfer & Storage Co., Janes- 
ville. 

Badger Cartage Co., Milwaukee. 

Ervin’s Van Service, Milwaukee. 

Georges Express & Stg. Co., Milwaukee. 

Manhardt Storage Co., Milwaukee. 

National Van Lines, Milwaukee. 

Walter’s Express and Storage Co., Mil- 
waukee. 

Sorensen, Rudolf, Racine. 

Orr Transfer & Storage Co., Waukesha. 

Capitol Moving & Storage Co., West Allis. 

Elliott’s Express Co., West Allis. 


ANNUAL CONVENTION WILL BE HELD JULY 6-9, LORD BALTIMORE HOTEL, BALTIMORE, MD. 
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the railroads for 1938, 1939 and 1940 had been $555,000,000. 
He said the railroads, with a shattered credit and facing the 
necessity for meeting national defense conditions, should not 
be required to give employes the vacations with pay and other 
concessions which they were demanding. 

The Nashville, Tenn., Transportation Club will hold its 
annual election and a buffet dinner at the Noel Hotel April 4. 

Melba Everett, Armstrong Petroleum Company, was 
elected president of the Women’s Traffic Club of Tulsa at the 
annual election meeting at the Ambassador Hotel March 19. 
Others elected were: Vice-president, Audrey Adams, Otex 
Tank Car Company; secretary, Thelma Cobb, Frisco Lines; 
treasurer, Mildred Kessler, Kendrick Oil Company; directors, 
Sylvia Harmony, Jennie Aitchison, Iva Stofle, Calla Waldrep, 
Lois Flanagan, Elizabeth Garver, Fern Pasley, and Lois Bag- 
nell. The club will hold its annual dinner April 5. 

A program of music and entertainment was sponsored by 
the Western Union and Postal Telegraph companies at a 
telegraph day luncheon meeting of the Traffic Club of Minne- 
apolis at the Hotel Nicollet March 27. E. F. Kelley and A. A. 
McLaughlin of the Thursday luncheon committee were co- 
chairmen at the meeting. A bowling dinner will be held at 
the Covered Wagon April 14 and a spring dance and frolic will 
be held at the Hotel Nicollet April 18. 

J. George Mann, traffic manager, Northrup, King and Com- 
pany, Minneapolis, was the guest speaker at a perfect shipping 
month luncheon meeting of the Transportation Club. of St. 
Paul at the Hotel Lowry March 25. The sound film, ‘Perfect 
Shipping,” was shown. 


Kinsey N. Merritt, sales manager, Railway Express Agency, 
New York, and J. M. Heath, freight claim agent, Lehigh Val- 
ley Railroad, Philadelphia, will be guest speakers at a perfect 
shipping month meeting of the transportation club of the 
Rochester, N. Y., Chamber of Commerce at the Chamber of 
Commerce Building March 31. 


Mrs. Helen Bainbridge, who recently completed a 2142-year 
world tour, described her experiences abroad at an ensemble 
dinner of the Women’s Traffic and Transportation Club of 
Portland, Ore., at the Multnomah Hotel March 27. A fashion 
show featured a program of entertainment. Rita Markell has 
been appointed chairman of the nominating committee. The 
annual election will be held April 23. 


The Indianapolis Traffic Club will hold a spring dinner 
dance at the Columbia Club April 17. Entertainment will in- 
clude a floor show and music. 


Graham R. Miller, acting principal, Opportunity School of 
Denver, spoke on “The Functions of the Opportunity School” 
at a meeting of the Denver Commercial Traffic Club March 19. 
Lowe P. Siddons, traffic manager, Holly Sugar Corporation, 
discussed professionalization of traffic work. 


Speakers at a perfect shipping month meeting of the New 
Haven, Conn., Traffic Club at the Hotel Taft, March 25, were 
James McCann, Associated Industries of Massachusetts; Wil- 
liam T. Price, J. B. Williams Company, and Robert Fasold, 
special representative, freight claim division, Association of 
American Railroads. The sound film “Perfect Shipping” was 
shown. 


Chester C. Thompson, president, Inland Waterways Cor- 
poration, will be the cuest speaker at the monthly dinner 
meeting of the Transportation Club of Decatur, Ill., at the Hotel 
Orlando April 8. 


Members of the Women’s Traffic and Transportation Club 
of Seattle, Wash., saw the color film “The Power Industry in 
the Pacific Northwest” at a recent dinner meeting at the 
Gowman Hotel. Members of the club will see the play “La- 
burnum Grove” April 9. 


The Women’s Traffic Club of Greater New York held a 
spring lucheon bridge party at the Hotel McAlpin March 22. 
A fashion show featured a program of entertainment arranged 
by the entertainment committee, of which Ethel C. Mayer is 
chairman. Three members who took part in a quiz contest 
at a meeting of the Bronx, N. Y., Traffic Club, March 21, were 
Ellen Reed, district traffic manager, Wells Fargo and Company; 
Henrietta Schumm, commercial agent, Railway Express Agen°v 
and Nell Mahoney, Freeport Sulphur Company. Katherine 
Towers of the women’s club acted as a judge at the contest. 
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Members of the club made a tour of inspection of the Harbor- 
side Warehouse, Jersey City, N. J.,. March 15. 


The Traffic and Foreign Trade Club of Galveston, Tex., 
held its annual dinner and dance recently at Sportsmen’s Inn. 
Entertainment included a floor show and music. 

Ray Ashworth, chief-of-police at Houston, Tex., spoke be- 
fore the Traffic Club of Houston at a luncheon meeting at the 
Rice Hotel March 25. Leland D. Smith, traffic manager, Con- 
solidated Chemical Industries, has been named chairman of 
the perfect shipping month committee. 


A reception and tea for members of the Women’s Traffic 
Club of Metropolitan St. Louis will be held at the DeSoto Hotel, 
March 30, with Jo Wehmeyer, Leone Niemann, Mrs. Vera 
Beiser, and Mrs. Lucille Becker Rippetoe as hostesses. 


M. G. Lewellen, secretary, Truckmen of Missouri, will 
speak at a truckers’ night meeting of the Junior Traffic Club 
of Metropolitan St. Louis April 3. The finals of the club’s 
table tennis tournament will be played, and the sound film 
“Singing Wheels” will be shown. Nominees for office for the 
coming year include: For president, Willard R. Eilers and Al 
J. Cannon; first vice-president, Steve Hirschmugl, Jr., and 
Robert Hines; second vice-president, William H. Beam and 
Laverne Howe; secretary, Norman Luttig and Ray L. Lee; 
treasurer, Earl Herchert and Robert A. Hathaway; transporta- 
tion director, James M. Sinclair and Charles R. Kruse, and 
industrial director, Omer F. Graeler and Albert J. Schueler. 
The election will be held in May. 


The transportation division of the Hartford, Conn., Cham- 
ber of Commerce will hold its annual ladies’ night party at 
the Wethersfield Country Club, Wethersfield, Conn., April 23. 
John J. Murphy, district traffic agent, New York, New Haven 
and Hartford Railroad, is general chairman of the party com- 
mittee. 


Approximately 125 shipping and transportation men at- 
tended a discussional meeting of the Canton, O., Fraffic Club at 
the Belden Hotel, March 24, at which talks on careful handling 
of freight were given by C. G. Johnson, superintendent of sta- 
tions, Erie Railroad; C. C. Crow, superintendent, stations and 
transfers, Pennsylvania Railroad, and R. A. Fasold, special rep- 
resentative, freight claim division, Association of American Rail- 
roads. A. M. Broemmle presided at the meeting. The club will 
hold a dinner dance April 22. 


The following have been appointed to represent their re- 
spective clubs as delegates and alternates at the spring meeting 
of the Associated Traffic Clubs of America at Jacksonville, Fla., 
May 4, 5 and 6: Women’s Traffic and Transportation Club of 
Seattle, Wash., Zoe Earl, office manager, Carl Kirch and Son, 
Inc. Transportation Club of Springfield, Ill.: Delegates, W. C. 
Hurst, V. H. Williams, A. L. Peterson, M. L. Pieper, H. J. 
Ramsey, and E. F. Stock; alternates, C. H. Ashton, L. A. 
Ebert, W. Kaylor, A. G. Grimm, and E. H. Yarke. 


C. L. Athanson, traffic manager, Commercial Milling Com- 
pany, will speak on “The Transportation of Grain and Transit 
Privileges” at a forum meeting of the Motor City Traffic Club 
of Detroit at the Detroit Leland Hotel, March 31. 


COMMISSION HOURS CHANGED 


Effective March 31 the offices of the Commission will open 
at 9:15 a. m., and close at 4:45 p. m., Monday through Friday. 
On Saturdays the offices will open at 9:15 a. m., and close at 
1:15 p. m. 

The Commission’s offices have been opening at 8:30 a. m., 
and closing at 4:00 p. m., Monday through Friday, and on 
Saturdays, opening at 8:30 a. m., and closing at 12:30 p. m._ 

The changes are due to a staggering of hours of service 
of government employes to prevent congestion of traffic in the 
downtown area of Washington, D. C., worked out by the 
Bureau of the Budget. 

Under the change in office hours, a notice by Secretary 
Bartel of the Commission says, information for the public and 
press will be released at 10 a. m., and 3:30 p. m., except on 
Saturdays. when the hours will be 10 a. m., and 12 noon. 
Memoranda containing information of action by division 4 of 
the Commission in uncontested finance cases, the notice says, 
will be released at 12 noon each day, including Saturdays, 1n- 
stead of 11 o’clock Monday through Friday and 11:30 o’clock 
Saturdays. 
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Switching at Night in Northern Pacific’s Northtown (Minneapolis) Yards 


We’ve bought a new freight train...38 miles long! 


lt cost fifteen million dollars... but it’s worth 
every cent of it. 

For this Spring, as the country faces one of the 
greatest defense problems of its history, Northern 
Pacific will be ready with new freight 
cars, fast new road locomotives and new 
‘witch engines. 

Ordered in 1940, 2,530 new cars are 
already in service. Within a few wecks, 

2000 more 50-ton box cars, 300 50-ton 


coal cars, and 200 70-ton Hart selective ballast 
cars will be doing their part in building com- 
merce and defense, along the railroad that’s the 
“Main Street to the Northwest.”’ 


PERFECT SHIPPING MONTH 


With every advantage of new, modern 
equipment, Northern Pacific is pitching in 
wholeheartedly behind the Shippers’ Ad- 
visory Board’s Perfect traffic month. We’re 
shooting for a record April! 


surenon 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service ', will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


Tariff interpretation—General Terms in Classification Excep- 
tion Versus Specific Classification Ratings 


New York.—Question: Your answer to Illinois, pages 
896-7, Traffic World, March 8, 1941. 

The decision of the Commission in Kaufman-Lattimer Co. 
vs. Penna. R. R. Co., 211 I. C. C. 564, was reversed in 222 
I. C. C. 409. 

Answer: In the last paragraph of our answer to which 
you refer, we referred to the conflict between the decision in 
Kauffman-Lattimer Co. vs. Penn. R. R. Co., 211 I. C. C. 564 
and the decisions in other cases cited in our answer, overlooking 
the fact that in Indiana Refining Co. vs. Cleveland, C. C. & St. 
L. Ry. Co., 222 I. C. C. 409, the Commission reversed its decision 
in the case first referred to above. 

The conflict having been removed by the reversal of the 
decision in Kauffman-Latimer Co. vs. Penn. R. R. Co., 211 
I. C. C. 564, we are of opinion that under the principles enun- 
ciated in the cases cited in our answer the entry for automobile 
parts in the exception rating will not include tires. 


Motor Carriers—Routing and Misrouting 


Virginia.—Question: We are attaching hereto a copy of a 
bill of lading issued by the Roanoke Truck Depot for our 
Roanoke, Va., warehouse agents, covering the shipment of 1 
crated Gas Water Heater consigned to Arlington, Va. This 
shipment was offered to the Roanoke Truck Terminal to be 
forwarded by them to destination via truck over the cheapest 
possible route. They in turn gave the shipment to Brooks 
Transfer who picked up same for Tidewater Express Lines and 
transferred to Carr’s Transfer who made the delivery at Arling- 
ton, Va. We are also attaching hereto a copy of the paid freight 
bill indicating charges of $6.92 as paid by the consignee was 
based on a combination rate. 


Under date of March 21, 1940, we filed an overcharge 
claim with the Tidewater Express Lines, in the amount of $2.55 
pluse interest, based on an error in rate due to misroute. We 
claimed the through rate of 75c in effect per Warings’ M. F.- 
I. C. C. No. 3 (2nd class) should apply and not a combination 
rate of $1.34 as assessed. We based our contention on the fact 
that if the orginating carrier elected to forward the shipment 
over a route where no through rates were in effect, then the 
carrier is duly bound to protect the through rate in effect over 
the cheapest possible route. 


Our claim was subsequently declined by the Tidewater 
Express who claimed a combination rate was in order and 
after several attempts to convince the carrier that this claim 
is in order due to a misroute by the Roanoke Truck Terminal 
and an error in using a combination rate, they still insist they 
are not liable for any over charge and will not accept such 
liabiltiy. 

Will you kindly review the matter and have us furnished 
with your opinion with a full and completely detailed reply, 
advising whether or not the carrier in this instance erred? 

Answer: The Motor Carrier Act contains no provision 
which gives the shipper the right to route his shipment, and no 
provision which gives the Commission jurisdiction to award 
damages for failure of a carrier to forward a shipment in 
accordance with the instructions of the shipper or to forward 
an unrouted shipment via the cheapest available reasonable 
route, as is the case with shipments tendered to rail carriers. 
nian the shipper’s remedy, if one exists, is an action at 
aw. 

The misrouting of a shipment does not result in an over- 


TRAFFIC WORL) 


charge, that is, the assessment of other than the applicable 
rate via the route over which the shipment moved, but the 
Commission has stated that misrouting is akin to an overcharge, 


Tariff Interpretation—Stopping in Transit for Partial Loading~ 
Order Bill of Lading Used Contrary to Tariff Provision 


Massachusetts.—Question: We were quoted a rate of 7% 
per cwt. on machinery from Detroit, weight 12,500 pounds, i 
plus $5.50 for stop off at Buffalo, New York, to pick up another 
machine, weight 8,500 pounds, both for delivery at Boston. 

The machine from Detroit was shipped order bill of lading 
which the motor trucking company claimed compelled them toll 
handle these shipments as separate units, with increased rates 
applying. 

The motor trucking company based their action on Eastern 
Central Motor Carriers Association Motor Freight Tariff No. 1, 
Agent Everett H. Russell M. F.-I. C. C. No. 1, Supp. 113, page 
67, Rule No. 20, Part (G). 

It is our understanding that where an order bill of lading 
shipment is handled by one motor trucking company from 
point of origin to destination, the shipment covered be handled 
at the quoted rate. 

Answer: We can find no decision of the Commission 
specifically in point. 

However, in Ohio River Lumber Co. vs. Cleveland, C. C. & 
St. L. Ry Co., Unreported Opinion A-93, the Commission held 
that, where in order to obtain the benefit of the through rate 
from point of origin to destination the tariff provided that the 
original bill of lading must be surrendered to the carrier, but 
the carrier reconsigned the shipment upon telephonic instruc. 
tions, without such surrender, the complainant was entitled to 
the benefit of the through rate. 


The principle of the above referred to case, if applied in 
the instant case would permit of the application of the joint 
through rate. 


Delivery to Carrier—What Constitutes 


INinois.—Question: Our factory is very close to railroad 
property and when trailer trucks are backed up to our loading 
platform, part of the trailer is on railroad property and part 
of it is on our own private property. The railroad desires to 
place a trailer at our shipping dock from 12:00 noon until 
about 4:00 p. m., for picking up L. C. L. freight. 

This trailer will have been partially loaded at some other 
plant during the morning, and will contain freight for which 
bills of lading have been issued. Will you please advise specifi- 
cally the following: 


(1) Should there be a loss or damage to the freight in the trailer 
which was loaded prior to arrival at our factory during the time the 
trailer was set at our shipping dock, who would be liable? 

(2) Should there be a loss or damage such as fire, wind storm, 
or theft to any of our freight loaded in the trailer prior to the arrival 
of the tractor with the railroad representative to check shipments and 
sign bills of lading, who would be liable? 

(3) Because the railroad tenders this trailer for the loading of 
freight to be forwarded via its line and connections, could any respon- 
sibility be placed on us, as the shipper, for any damage occurring t0 
any freight loaded in this trailer regardless of whether or not bills of 
lading had been signed by the railroad? 


Answer: There are two decisions of the Supreme Court of 
the United States in which certain phases of the general subject 
of the liability of a carrier for loss of or injury to goods while 
awaiting transportation or unloading have been considered. 
These are the decisions in Yazoo & M. V. R. R. Co. vs. Nichols 
& Co., 256 U. S. 540, 41 S. Ct. 549, and Michigan C. R. R. Co. Vs. 
Mark Owen & Co., 256 U. S. 427, 41 S. Ct. 554. 

There are no decisions, of which we are aware, in which 
the question you raise has been at issue. 


In order that the carrier may be charged with reference to 
the custody, care and transportation of goods, it is essential 
that as bailee it shall have come into possession of the goods, 
which of course involves a delivery by the shipper and an 
acceptance by the carrier, and until there has been such deliv- 
ery and acceptance, by which the possession of the goods has 
been transferred from the shipper to the carrier, no liability 
of the carrier with reference to such goods arises. IIl. Central 
R. Co. vs. Smyser, 38 Ill. 354, 87 Amer. Dec. 301; Marcus VS. 
Chicago, etc., R. Co., 167 Ill. App. 638. ‘ 

Carriers may make reasonable regulations as to the time 
when goods shall be tendered for shipment, and a_ tender at 
some other time would not, it seems, amount to a delivery. 

In the absence of special contract, custom or usage, it § 
not sufficient that the property is delivered on the carrier's 
premises or placed in a position from which it might readily 
be taken by the carrier or its agent, but there must be notice 
to it or its agent, of the delivery and intention to place the 
goods in the care and custody of the carrier for transportation. 
Standard Combed Thread Co. vs. Pennsylvania R. R. 


Mare 
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FAULTY TAPE CAN DO 


THIS TO YOUR PACKAGES 
—DON’T LET IT HAPPEN! 


Too many packages, even today, end up 
in similar junk heaps simply because some 
gummed tape buyers think all tapes are 
alike— and single out the cheapest for 
their shipping room needs. 

Packages like these are costly—damag- 
ing reputations as well as merchandise! 
Such losses can be averted by using 
Blue Star Planet Sealing Tape. It's quick- 
sticking, sure-gripping, and delivers the 
goods SAFELY! Let its performance prove 
the superiority of the tape you buy. Try a 
free sample coil of Blue Star Planet Tape. 
If your paper merchant cannot supply 


you, write us. q 
aww 

Seating 
Yap 

-McLAURIN-JONES CO. 


BROOKFIELD, MASS. 
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(N. J.), 95 Atl. 1002; Ft. W. & D. C. vs. Tomson, 360 S. w 
947; W. G. Dunningan Co. vs. L. & N. R. Co., 155 S. W. 75, 

The general rule just stated is subject to any conventiona| 
arrangement between the carrier and its patrons, or to a cys. 
tom or usage in their dealings which dispenses with the giving 
of actual notice to the carrier of the delivery of the goods. Jp 
other words, constructive delivery may be made sufficient by a 
special contract, custom, or usage, and the placing of the goods 
by the shipper in the place at which they are accustomed ty 
be deposited or at a place specially designated by contract, wil] 
be sufficient delivery and acceptance to charge the carrier as 
insurer, although no actual notice is given to the carrier op 
assent shown. Evansville, etc. R. Co. vs. Keith (Ind.), 35 N. E. 
296; Louisville, etc. R. Co. vs. Flannigan (Ind.), 14 N. E. 370: 
Bainbridge Grocery Co. vs. A. C. L. R. Co. (Ga.), 70 S. E. 154 

Notwithstanding the goods are in the actual custody of the 
carrier, its liability as such does not attach before shipping 
directions have been given. However, the liability of the carrier 
as common carrier begins with the actual delivery of the goods 
for transportation, and not merely the formal execution of a 
receipt or bill of lading; the issuance of a bill of lading is not 
necessary to complete delivery and acceptance. American Fruit 
Growers vs. King, 114 S. E. 861; Howell vs. S. A. L., 119 
S. E. 198. 

The above is a formal statement of the law relating to the 
liability of a carrier in so far as delivery to and acceptance by 
the carrier is concerned. 

We are of opinion that the trailer with its contents is 
placed by the carrier at your loading platform solely at the 
risk of the carrier so far as the goods or other parties are 
concerned. 

As to the goods to your company, it is our opinion that if 
the carrier has been advised of the loading of your goods 
therein and your readiness to sign bills of lading, or if under 
an established practice the loading of your goods therein is 
followed by the checking of the carrier’s representative and 
issuance of a bill of lading as routine procedure, the goods 
loaded in the trailer are at the risk of the carrier as your com- 
pany has done all that it can do toward the forwarding of the 
goods, pending the arrival of the carrier’s representative. 


Delay—tLiability of Motor Carrier 


Missouri.—Question: We should certainly appreciate re- 
ceiving a ruling from you on the following question concerning 
$178.00 freight charge which neither the truck line carrier nor 
the shipper feels responsible for. The facts behind this case 
are as follows: 

Common carrier A was informed by the shipper of the 
necessity for prompt delivery of their merchandise at New 
York. being shipped from St. Louis. 

X Chemical Company was well aware of a pending strike 
in New York, although no definite arrangements or decisions 
had been made at New York. 

The president of A Trunk Line telephoned and assured X 
Chemical Company that no delay would occur in the delivery 
of these shipments. This assurance was received after he, the 
president, had been informed that all tonnage would be diverted 
~ _— at a penalty in rates rather than to take any chance of 

elay. 

Shipments moved on schedule to Philadelphia, at which 
point they were held as the truck strike in New York had be- 
come effective, and A Truck Company’s trucks were not allowed 
to deliver merchandise in this area. 

The merchandise was held several days in Philadelphia 
with no attempt being made to complete the original shipping 
contract, as this would have forced A Truck Line to pay 4 
penalty on the rates from Philadelphia to New York. 

X Chemical Company’s representative in New York insisted 
that the merchandise be delivered without further delay, and 
this representative authorized a forwarding company to trans- 
fer the merchandise from Philadelpiha to New York. 

This forwarding company is not a truck line but actually 4 
carloading company using rail facilities; and, therefore, does 
not have any through or joint rates with A Truck Company. 
The forwarding company charged X Chemical Company $178.00 
for freight on this transfer, and this amount was paid by X 
Chemical Company. 


A Truck Company assessed freight charges on the ship- 
ments to New York. However, they now offer to refund on 
the basis of rates to Philadelphia. 

It is our contention that the A Truck Line is responsible 
for all freight charges in excess of its applicable rate to New 
York because it accepted the business with the assurance that 
it could be handled on regular schedule. However, the A Truck 
Line contend that the only charge they can lawfully protect 
is its rate to Philadelphia plus the $178.00 charge of the for- 
warding company. 

I believe the above outline contains all pertinent data con- 
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FREIGHT SERVICE AVOIDS 


CONGESTION IN CHICAGO'S 


PERFECT Orvrratinc underground in 
SHIPPING a system of tunnels, extending 
MONTH| over an area of six square miles— 

62 miles of tunnel, below the sur- 

face of Chicago’s congested loop district, the Chi- 
cago Tunnel Company offers direct connections to 
all the big retail establishments, railroad ter- 
minals, steamship docks and warehouses. Over 
2,500 tunnel-carloads of outbound package freight 
are delivered to 28 railroads for shipment each day. 


In conjunction with this fast and economical 
freight service, the Chicago Warehouse and Ter- 
minal Company operates four public receiving sta- 
tions, serves the general public for distribution of 
LCL merchandise, and performs free pick-up and 
delivery service in the Chicago area—consolidates 
your outbound shipments, as well as your inbound 
shipments, through one medium and expedites the 
handling of your LCL freight. 


For information on how you may save valuable 
time by routing your shipments underground in 
and out of Chicago, write to J. H. Burke, Traffic 
Manager, or call Haymarket 6300. 


CHICAGO TUNNEL COMPANY 


CHICAGO WAREHOUSE AND TERMINAL COMPANY 


754 West Jackson Blvd. Chicago, Illinois 





PURT OF 
LUS ANGELES 


"HUB OF THE 


PACIFIC TRADE - 


Shippers Attention! 


THE ‘PIVOT POINT”’ of cargo movement between 
the manufacturing centers of the United 
States and all ports in that vast TRADE 
AREA — THE PACIFIC BASIN. 


An annual average of 7,000 vessels weave their 
way over the pattern of ship lanes from 
this Port to the far corners of the globe. 


We invite your routing of cargo VIA... 


THE PORT OF LOS ANGELES 


A Municipal Enterprise Devoted to Public Service 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, CALIFORNIA 
189 City Hall M. G. Rouse, Secretary 
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SHIP BY TRUCK — SHIP BY TRUCK SHIP BY TRUCK SHIP BY TRUCK SHIP BY TRUCWHIP 


stem of freight service. PERFECT SHIPPING VIA 
MOTOR FREIGHT is a recognized reality . . . shippers 
all over the country are finding that the motor truck 
offers the most in flexibility and economy. 


Direct, through service is characteristic of trucking .. . 
a shipment via motor freight goes direct from shipper’s 
dock to consignee. Motor transportation through its 


aa 


leadership now more than ever before 
falls to those carriers that can do a 
PERFECT SHIPPING job with maxi- 


mum dispatch and service. Motor ® ' 
transport service has spread to the 
remotest sections of the country Ss ) 


where never before was there such 
ease and flexibility of moving all 
types of freight in and out. The 
trucking industry through its rapid 


rise and development now represents * 
a thorough and comprehensive sys- ie | re | | 


* * * 


















LIBERTY TRUCKING CO.., INC. ALL STATES FREIGHT, INC. INTERSTATE DISPATCH, INC.RLEN 


Dependable service between Beloit, Serving Connecticut, Illinois, Indiana, Overnite—Everynite ( 
Janesville, Kenosha, Racine, Freeport, Massachusetts, New Jersey, New York, Serving Illinois, Indiana, lowa, Ken § 
Rockford, Elgin, Chicago Ohio and Rhode Island tucky, Missouri, Ohio, Wisconsin 
1401 W. Fulton St., Chicago General Offices: 1142 Newton St., H. H. Hiland, President _ -— 

HAYmarket 2100 Akron, Ohie General Offices: 2700 S. Halsted St., Chi Kalai 


- Offices in Cincinnati, Dayton, Davenport, | 
William S. Barranco, Vice-President Offices in Principal Cities anapolis, Milwaukee, New York, St. Lov 


GATEWAY CITY TRANSFER COMPANY, Inc. RED ARROW FREIGHT LINES, INC. SHIPPERS DISPATCH, INC. §WO! 
W. Leo Murphy, President North to South Thru the Heart of Texas Daily Direct Service between Chicagy’'"g 


General Office: 417-431 No. 3rd St. R. F. Sanford, Vice-President Toledo, Cleveland, Buffalo, Pittsburg | 


. . " ral 
LaCrosse, Wisconsin . General Offices: 1415 Conti, Houston, Tex. Erie, Youngstown, Akron, South ‘ 
Offices: Chicago, Milwaukee, Madison, La- 2 ‘ . ‘ 
Crosse, Minneapolis, St. Paul, Dubuque, Daily Service: Houston, Dallas, Ft. Worth, Bend and intermediate points Branch 


Des Moines, Waterloo, Rochester, Ft. Waco, Austin, San Antonio, Corpus Christi, , Bpoledo 
Atkinson, Mankato Rio Grande Valley General Offices: 46 E. 51st Street, Chic 


NEW YORK & NEW BRUNSWICK AUTO EXP. CO. AETNA FREIGHT LINES, INC. MOLAND BROS. TRUCKING CBWa 
FREEDMAN SERVICE Serving Michigan, Ohio, New York, Penn- Serving Northern Wisconsin, Northe 
Serving New York, New Jersey and Pennsylvania sylvania, West Virginia, Indiana, Chicago Minnesota, Upper Michigan, Montar 
: General Offices: Parkman Rd. at Airport, North Dakota - 
A. Harry Freedman, Pres. Warren, Ohio ; General Offices: 231 W. Commerce Si 
General Offices: 916 Raritan Ave., New Bruns- Branch Offices: 2427 Schaeffer Highway, Duluth, Minn. on, B 
wick, N. J. Detroit: Junction Routes Nos. 22 and 7, Offices in Chicago; Milwaukee; Duluth; '"Gjnd Ra 
Offices: New York, New Brunswick, N. J., Steubenville, O.; and Neville Island, wood, Mich.; Ashland, Wis.; Rice Lake, "jing, 
Philadelphia and Lancaster, Pa. Pittsburgh, Pa. Daily refrigerated and heated service: 


FLAMINGO TRUCK LINES, INC. ASSOCIATED TRUCK LINES, INC. DENVER-CHICAGO TRUCKING COMPMIEDNG 


“Route of the Flyers" Serving Michigan, Ohio, Indiana and DENVER-LOS ANGELES TRUCKING COMPIE'S1 

Serving the State of Florida Illinois : é ine 
General oe oo Sts., 23 Terminal Offices—350 Direct Points Trans-Continental Freight Servi’ +. 

t ’ . ( 
Offices in Aiientn, 0.3 Jacksonville, Miami, General Offices: 108 Market Ave., Grand For reference, see Dun & Bradstrei Bee 
Orlando, Tallahassee, Tampa, W. Palm Rapids, Mich. : Phoe Ave 

Beach, Lakeland, Daytona Beach, Ft. “MICHIGAN’S PERFECT SHIPPING Terminals at: Denver, Los Angeles, "| if. 

Lauderdale and Sarasota, Fla. SERVICE”’ Pueblo, Kansas City, St. Louis, Chicataey Ri 
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VIA flexibility is fitted directly to the complex demands of 

pers American Industry—fast and efficient and no lost 

ruck motions in getting your shipments through. Highway 
haulers bring flexibility to shipping. PERFECT SHIP- 
PING efficiency demands service and the truck and its 

Rica companion, the trailer, meet that requirement. 

er’s 

hn its Lessened handling of goods is just another contributing 
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factor making for PERFECT SHIPPING via MOTOR 
FREIGHT .. . the fewer times a shipment is handled, 
the less chance there is of damage through handling 
strain and abuse. 


Today the motor freight industry serves every class of 
business, big and little. The service it renders is 
reflected in the activities of every community. Its far- 
flung influence affects to a degree the 
efficient progress of American In- 


dustry. 


The following responsible motor 
freight carriers are not only advocates 
of PERFECT SHIPPING, but daily 
they move their customers’ freight in 
the PERFECT SHIPPING way to the 
complete satisfaction of shipper and 
consignee. It’s PERFECT SHIPPING 
VIA MOTOR FREIGHT! 





* * * * 











‘CH, INC.LEMANS TRUCK LINE, INC. TIDEWATER EXPRESS LINES, INC. GREAT CENTRAL TRANSPORT CORP. 
nite GENERAL OFFICE Serving Maryland, Pennsylvania, Vir- Terminals 
, lowa, Ken 815 E. Pennsylvania Ave. ginia and District of Columbia Buffalo, Chicago, Cincinnati, Dayton, 
horas South Bend, Indiana J. T. Bennett, Traffic Manager Detroit, Evansville, St. Louis, Toledo 
ted St., Chica’ in Battle Creek, Grand Rapids, General Offices: 204 Key Highway, Baltimore Louisville, Indianapolis 
Davenport, | Kalamazoo, Elkhart, Indianapolis, Agencies: York, Pa.; Frederick, Md.; Rich- General Offices: 409 Griswold St., Detroit, 
ork, St. Lou Kokomo, LaPorte mond, Va., and Washington, D. C. Mich. James B. Godfrey, Jr., President 
SH, INC. EWOLVERINE EXPRESS, INC. THE NORWALK TRUCK LINE CO. INTER-STATE SYSTEM 
ween Chica@’Ng Illinois, Indiana, Michigan, Ohio Serving Ohio, Michigan, Indiana and Central Michigan Trucking, Inc. 
, B. F.D Presid ilinois Eastern Michigan Freight Lines 
o, Pittsburg sad See, ee ent Seton: 0: Beatie Pp Inter-State Motor Freight System 
‘ron, South ces: = Avenue, Muskegon, onn F. Ernstnausen, Pres. Unexcelled transportation over fast, direct, 
int: , : ome General Offices: Norwalk, Ohio scheduled routes through 19 industrial states. 
ate points = per = erg Pansat ve and Chas. W. Hoke. Vice-Pres General ro > 2866 Penobscot Blidg., 
. nd principa estern ichigan . ° ’ : troit, Mich. 
Street, Chic cities . 224 Richardson Bldg., Toledo, Ohio ako § 
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nsin, Northé 
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Commerce St 


WAY FREIGHT SYSTEM, INC. 


3000 So. Halsted St., Chicago 
victory 0810 


Daily Service to Michigan 


ON-TIME TRANSFER 


.. eee om Battle Creek, Benton Harbor, Detroit, Offices at Sa Neb., General eaten a Ave., S. E., 
se; Du ’ ~ Rapids, Hastings, Jackson, Kalamazoo a 2 E 
- Rice Lake, “iting, Marshall oan many other Michigan Always “On Time.’’ Always Courteous. 





eated service points. 





ING COMPA! 
CKING COMP 


ING TRANSPORTATION CO. 
31 South Throop St. CANal 1101 
Chicago, III. 


sight Servic edaily Direct Service between and Detroit, Michigan; Toledo, Ohio; Serving North a ro a Carolina 
** 2131 S. Throop St.; DETROIT,* i ichigan: i ichigan; ane Scorgia 
& Bradstrei Beecher st.; CLEVELAND.* 1550 Ham- Lansing, Michigan; Flint, Michigan; General Offices: North Main St., 


Ave.; PITTSBURGH,* 1815 Liverpool; 
ily pee GINT, 432 W. Water St. 
Y Refrigeration Service. 


Angeles, Pho® 
Louis, Chic# 








Serving lowa, Illinois and Nebraska 
A. W. Boquet, Pres. 
General Office: 1302 Izard St., Omaha, Neb. 


Always striving to BETTER SERVE. 


BRODBECK TRUCKING CO. 


Serving between South Bend, Indiana, 


Pontiac, Michigan 
General Offices at South Bend, Indiana 


Terminals and warehouses in principal cities. 





COMPANY HART MOTOR EXPRESS 


Serving Direct: Illinois, Wisconsin, Min- 
nesota, North Dakota and Montana 
George Hart, Owner 


Offices in Chicago; Fargo, North Dakota; Will- 
iston, North Dakota, and Glasgow, Montana. 





LEWIS & HOLMES MOTOR 
FREIGHT CORP. 


High Point, N. C. 
Offices in Greensboro, Charlotte, Greenville, 
Columbia, Augusta and Atlanta 
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cerning this issue. No doubt some decision has already been 
made on a case similar to this. 


We shall certainly appreciate receiving your decision on 
this individual case and reference to any decisions which may 
have been handed down on similar cases. 


Answer: Where goods are tendered to a carrier for trans- 
portation, it is bound to advise the shipper as to any cause 
likely to delay transportation, which cause is within its know]- 
edge, or within its fair and reasonable means of knowledge, 
and not within the knowledge of the shipper; and, if it fails 
in its duty in this respect, a delay in the transportation of the 
goods will not be excused, and that, too, irrespective of the 
nature of the cause. The acceptance of goods for shipment 
without notifying the shipper of the fact that they cannot be 
promptly delivered is tantamount to an assurance that they 
will be delivered within a reasonable time, except for the inter- 
vening of causes of subsequent occurrence. Atlantic C. L. R. 
Co. vs. Southern Georgia Milling Co., 161 S. E. 282; Missouri, 
etc. R. Co. vs. Stark Grain Co., 3 S. W. 410. 

When, however, the carrier has complied with its duty 
in respect of giving notice, it should not be held liable for a 
delay which it cannot prevent if the shipper still insists on deliv- 
ering his property for shipment and an express agreement 
between the shipper and carrier is not necessary to exempt the 
carrier from liability for delay in delivery due to such condi- 
tions. See, R. Company vs. Haase, 226 S. W. 448; Ott vs. R. 
Co., 169 Pac. 957; Boyd vs. Kind, 167 N. W. 901; Grain Co. vs. 
Ry. Co. 172 N. Y. S. 740. 


Notwithstanding the assurance of the carrier that there 
would be no delay in the transportation of the goods, it appears 
that the shipper was not without knowledge of the possibility 
of delay and therefore, in our opinion, liability cannot be placed 
= the carrier under the principle stated in the first paragraph 
above. 


Under the decisions of the Supreme Court of the United 
States in C. & A. R. Co. vs. Kirby, 225 U. S. 155, and Davis vs. 
Cornell, 264 U. S. 560, a carrier may not, without tariff pro- 
vision therefor, contract to transport a car by a particular train 
or on a particular date, nor to furnish cars on a certain date, 
as to do so would create a preference. 

However, in our opinion, the effect of the Kirby case, cited 
above, is not to prevent a recovery of damages where notice is 
given to a carrier at the time such goods are delivered to the 






20 NEW GIANT | 
LOCOMOTIVES | 


The Delaware and Hudson has just placed in its 
fast freight service a fleet of 20 huge, high pressure, 
freight locomotives. Weighing with tender nearly a 
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carrier for transportation, that such damages wil result from 
its failure to transport the shipment within a reasonable time, 
it being a question o7 fact to be determined in each instance, 
whether due diligenc was used in the transportation of the 
goods. It does, howe’ 2r, bar a recovery where it is sought to 
hold a carrier to lia! ‘ty for failure to transport goods within 
a specified time, reg "dless of the question of negligence on 
the part of the carrie’. As above stated, a carrier is not bound 
by any agreement of s agent as to the date of delivery, but is 
liable for such dam: es as resulted from its failure to trans- 
port the shipment w, nout unreasonable delay. 

A carrier is not xn insurer against delay in the transporta- 
tion of goods. The i “inciple on which the carrier’s extraordi- 
nary liability is founded does not extend to the time occupied 
in transporting the goods. As to the time of delivery, their 
liability stands on the same ground as that of ordinary bailees 
for hire. Hence the rule is one of general application thaf, in 
the absence of special contract binding the carrier to deliver 
within a specified time, mere delay in transportation does not 
create any liability to respond in damages. As to the diligence 
and care required in completing the express or implied contract 
for transportation only, the rule is that the carrier is bound 
to use reasonable diligence and care, and that only negligence 
will render it liable, unless a stiplated time is fixed in the 
contract. 

Where damages are sought on the ground that the carrier 
has breached its common-law undertaking to transport with 
reasonable diligence, any facts which the law recognizes as an 
excuse for delay will constitute a good defense, although no 
exemption from liability on any such ground was in the con- 
tract of shipment. 

The carrier is liable for the negligent or wrongful acts of 
its servants during the course of their employment, and there- 
fore if its employes go on a strike abandoning the performance 
of their duties and causing delay in the transportation of goods 
in their charge or control, the carrier is liable, the delay being 
due to employes’ wrongful acts. And after the employes have 
quit the carrier’s employment it is its duty to promptly supply 
their places, if practicable. But where the strike which caused 
the delay is not that of the carrier’s employes, and the carrier 
does all that it can to expedite delivery, it is not liable for the 
delay. So a carrier is not liable for delay due to a riot not 
engaged in by its employes, which riot renders the running of 
trains unsafe or impossible. 
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HIGHLY DEVELOPED FREIGHT SERVICE 


Close working arrangements with connections listed below, makes this an ideal 
route on traffic between the New England States and the South and West, and 
between Montreal and Eastern Canada and the South. 

















million pounds, these tremendously powerful new 
locomotives have been developed to provide a loco- 
motive capable of hauling heavy tonnage safely at 





Canadian Pacific Railway................... 
Canadian National Railways 
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Boston & Maine 
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March 29, 1941 


LOOKING FOR A SITE? 


ANIN\\t 


The problem of finding a 
site for a new factory... or 
a location in an available 
plant...has been solved for 
many an industry by the 
Wabash. We invite your 
inquiry. Let us help you 
find a location handy to 
taw materials and markets 
...a place where there is am- 
ple labor supply. Wabash 
serves the heart of America... 
a vast industrial and agri- 





cultural empire safely re- 
moved from the coasts yet, 
via dependable Wabash 
Red Ball freight and con- 
necting systems, linked 
with the shipping lines of 
the world. Our services in helping you 
find a suitable site are free upon 
request. For confidential, 
friendly service, 
write or 
call 


H. H. McINTYRE 


Industrial Agent 


WABASH RAILWAY 


Railway Exchange Building 
St. Louis, Missouri 
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A TWO-WAY 
OPPORTUNITY 
FOR TRADE 
BETWEEN THE 
AMERICAS 


By efficiently serving the grow- 
ing South American markets, the DELTA LINE is 
providing a two-way opportunity for American 
Industries. Of first and most immediate impor- 
tance to industries now trading in South America is 
DELTA LINE’S fast transportation for freight and 
passengers — between the principal ports in the 
Gulf of Mexico and the principal ports on the 
East Coast of South America. American industries 
are now cultivating this growing market with the 
assurance that their shipments will arrive on-time. 


In providing a dependable connecting link, 
DELTA LINE is knitting a closer relationship 
between the business organizations of the Amer- 
icas. The DELTA LINE is mindful of this oppor- 
tunity for a continuing relationship to serve 
shippers and consignees so that the trade which is 
now being developed will continue to grow long 
after the wars have ceased to rage. This long-term 
assistance to firmer trade re- 
lations will eventually reap 
mutual advantages in in- 
creased inter-American trade. 
For PERFECT SHIPPING AND 
CAREFUL HANDLING the DELTA 


LINE offers unsurpassed care in the 
handling of shipments so as to 


: ivals in fi 1 di- 
a vo bee ee aoc, | OE 
SHIPPING 


the DELTA LINE has steadily in- 
creased its facilities, added more 

frequent sailings, and commissioned a 0 % T 4 
faster and more modern ships. 


MISSISSIPPI SHIPPING CO., INC. 


Owner and Operator with 
Offices in New Orleans, Chicago and New York 


A. 
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Practice Before Commission 
The Traffic World New York Bureau 


Strong opposition is being expressed to the Ehrlich bill, 
now before the New York state legislature, which would de- 
bar traffic managers, experts, and executives from representing 
business organizations and firms before state departments such 
as the Public Service Commission, the Department of Labor, 
the Industrial Commissioner, the Tax Department unless they 
are practicing attorneys. Thus far, sixteen organizations in 
New York alone have sent in protests against the bill. 

“This bill,” declared The Merchants’ Association, “‘would 
prohibit traffic experts, labor experts, tax experts and others, 
unless they have been admitted to the bar, from representing 
their employers before bodies where they are well qualified 
to carry on business. It would interfere seriously with the work 
of commercial and trade organizations and would also impose 
needless expense and inconvenience on business and industrial 
concerns that are now handling matters satisfactorily before 
certain state departments through their own employes. The 
members of these boards or commissions, before which appeals 
are made, are frequently not attorneys themselves. It would 
be most unfair to upset the present satisfactory system.” 

Among the organizations that have informed The Mer- 
chants’ Association of their opposition to the bill are the Asso- 
ciation of Practitioners before the Interstate Commerce Com- 
mission, the Broadway Association, the Brooklyn Chamber of 
Commerce, Central Mercantile Association, Chamber of Com- 
merce of the Borough of Queens, Chamber of Commerce of the 
State of New York, Chamber of Commerce of Washington 
Heights, Citizens’ Union of the City of New York, Fifth Avenue 
Association, Long Island Association, National Industrial 
Traffic League, New York State Society of C. P. A.’s, Shippers’ 
Conference of Greater New York, West Side Association of 
Commerce, Schenectady Chamber of Commerce. 





ONE-MAN CAR DOOR OPENING DEVICE 


The Mining Safety Device Company has issued a folder 
describing its Monarch car door opener, a device made of steel 
and weighing only 15 pounds, which, it is claimed, enables 
one man to open the most stubborn freight car door easily, 


quickly and safely. It operates on the positive-lever prin- 
ciple. 


@ Equipment of “The Southerner” will consist of a 2,000 H.P. 
Diesel locomotive . . . Coaches that will be ultra-modern, stream- 
lined, with the latest type reclining and revolving seats . .. Observa- 
tion-Tavern Car in which will be found the last word in decorative 
bar fixtures, with tavern appointments and seating facilities .. . 
Beautifully-appointed Dining Car serving popular-priced meals... 
Most modern air-conditioning system .. . Special features will 
include Hostess and train Passenger Representative who will look 
after the needs of the passengers, Radio in Observation-Tavern Car, 
Electric Drinking Water Fountains . . . All seats to be reserved in 
advance without additional charge. 


Frank L. Jenkins, Passenger Traffic Manager 
Washington, D. C. 


SOUTHERN 
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TRAFFIC WORLD 


Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THe TraFFic WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


March 31—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC 100636, Sub. 1—Simpson Trucking Co., Atlanta, Ga., certificate, 
March 31—Bluefield, W. Va.—U. S. Court—Examiner Snider: 
27990—Atlas Lumber Co, et al. vs. B. & O. et al. 
March 31—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
MC 15167, Sub. 8—Cullum Trucking Co., Jersey City, N. J., permit 
to extend operations. 
MC 95111, Sub. 1—W. E. Post, South Amboy, N. J., permit to extend 
operations. 
March 31—Buffalo, N. Y.—Hotel Buffalo—Examiner Benny: 
MC 101673—Standard Sales Service, Buffalo, permit. 
March 31—Charlotte, N. C.—U. S. Court—Jt. Bd. 103: 
MC 101610—Consolidated Truck Line Terminal, Asheville, N. C. 
MC 86687, Sub. 20—Receivers, S. A. L. Ry., Norfolk, Va., certificates 
of registration and public convenience and necessity. 
MC 86687, Sub. 28—S. A. L. Ry., Norfolk, Va., certificate to extend 
operations. 
March 31—Cleveland, O.—Hotel Cleveland—Examiner Borroughs: 
MC 12231—Bixler Tours, New Philadelphia, O., license. 
MC 30487, Sub. 1—Lakewood Storage, Inc., Lakewood, O., certificate 
to extend operations. 
March 31—Dallas, Tex.—Baker Hotel—Jt. B. 77: 
MC 59468, Sub. 11—Red Ball Motor Freight Lines, Dallas, certificate 
to extend operations. 
March 31—Kansas City, Mo.—Hotel Pickwick—Examiner Dawson: 
1. & S. M-1446—Pecans, Tex. to Chicago and St. Louis 
March 31—Philadelphia, Pa.—Adelphia Hotel—Examiner McCarthy: 
1. & S. M-1492—Petroleum products, Curtis Bay, Md., to central Pa. 
points. 
March 31—Pittsburgh, Pa.—Federal Bldg.—Examiner Cheseldine: 
MC 22305—Lett and Co. of Ind., Inc., Indianapolis, Ind. 
March 31—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 62138, Sub. 1—Eyres Transfer & Warehouse Co., Seattle, certifi- 
cate to extend operations, 


NEW YORK-NEW 
ORLEANS STREAM- 
LINED COACH TRAIN 


The Southerner will 
make available to our 
patrons the finest and 
most modern stream- 
lined train service, at 
economy coach fares of 
14c per mile. 


é 
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New York (Penna. Sta.) (E.T.)........... (P. 
Philadelphia (Pa. Sta., 30th St.) 
Baltimore 

Washington 

Washington 
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Atlanta (Terminal Sta.) 
Atlanta (Terminal Sta.) 
Anniston 


a 
a 


Ww 
< 
ba 


—_—— 


Birmingham... . 
Tuscaloosa 
Meridian 


NUM EN HN —DBDADSWNH—NOBS*DS 


— 
DeODO—-NNWW dH SK MWSDNOO 


Hattiesburg 
Slidell 


‘Tr RCRCERMRERARELERLEELS ©. mae 











WORLD FF wrarch 29, 1941 833 


ROUTE VIA 


we been 
gnments 
RB shown 
ellations 
} in this 


lley: 
certificate, 


Hanrahan: 
J., permit 










to extend 


AND 


a. &. 
-ertificates 


to extend 


ighs: 


certificate Be , of 


certificate 


awson: 


=ix | CAREFUL HANDLING 


Idine: 


le, certif. and 
cvew | QUICK DISPATCH 


TREAM- 
H TRAIN 


ner will 
le to our 
inest and 
1 stream- 
ervice, at 
+h fares of 


.- ALMOST LIKE BRINGING 
A MODERN TRANSPORT 
PLANE INTO YOUR 
SHIPPING DEPARTMENT!” 


A phone call from you, and Air Express 
service rushes right to your office. Con- 
venient, flexible, super-swift. Shipments— 
whether supplies, replacements, urgent or- 
ders—are on the spot, on the dot! In addi- 
tion to 3 miles-a-minute sky-speed and 


coordinated air and rail service, Air Ex- 





~ Read Up — 

Northbound 

No. 48 
PM 


press offers special pick-up, special delivery 
within our regular vehicle limits in all cities 
and principal towns at no extra charge. Just 


phone Ramway Express, Am EXPRESS 


GALVESTON WHARVES 


Est. 1854 


DIvIsION. 






‘Fastest Way’ Means 


Interior Offices: 434 Board of Trade Bidg., Kansas City 
and 1009 Cotton Exchange Building, Dallas 













Geo. Sealy, Chairman F. W. Parker, General Manager 
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March 31—Shreveport, La.—Washington-Youree Hotel—Jt. Bd. 164: 
MC 28731, Sub. 2—Leonard Truck Lines, Inc., Shreveport, La., cer- 
tificate to extend operations. 

March 31—St. Louis, Mo.—York Hotel—Jt. Bds. 46 and 195: 

MC 465, Sub. 1—B. Smith, Hannibal, Mo., certificate to extend opera- 
tions. 

MC 6616, Sub. 2—Toedebusch Transfer, 
tificate to extend operations. 

March 31—Washington, D. C.—Examiner Nye: 

Finance 13194—Application of trustee of Mo. Pac. and Ill. Cent. for 
authority to operate properties of Jefferson Southwestern in IIl. 

Finance 13137—Application of trustee of Mo. Pac. for authority to 
lease properties of trustee of Chester & Mt. Vernon. 

March 31—Wheeling, W. Va.—New Federal Bldg.—Examiner Conlon: 
MC 101549—Lewis and Phillips Transfer, Clarksburg, W. Va., cer- 

tificate. 

MC 102133—Ward Brothers, Volga, W. Va., certificate. 

April 1—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 

MC 66562, Subs. 263 and 264—Railway Express Agency, Inc., New 
York, N. Y., certificate to extend operations. 

April 1—Brooklyn, N. Y.—St. George Hotel—Examiner Hanrahan: 
MC 77362—A. Verdoorn Co., Hoboken, N. J., certificate. 

MC FC-13512—Application for substitution of United Security Asso- 
ciated Warehouses, Inc., New York, N. Y., as applicant in MC 
77362 in lieu of A. Verdoorn Co., Hoboken, N. J. 

April 1—Buffalo, N. Y.—Hotel Buffalo—Examiner Benny: 

MC 102172—Independent Carrier Corp., Buffalo, certificate. 

MC 19195—Independent Auto Forwarding Corp., Eggertsville, N. Y. 

MC 51002—Stone & Ross, Inc., St. Johnsville, N. Y. 

April 1—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 

MC 33961—Samuels Motor Line, High Point, N. C. 

April 1—Cheyenne, Wyo.—Public Service Comm.—Jt. Bd. 44: 

MC 96351—Bob Hardesty, Torrington, Wyo., certificate. 

April 1—Cleveland, O.—Hotel Cleveland—Jt. Bds. 330 and 27: 

MC 19575, Sub. 5—Lengle Trucking Co., Cleveland, permit to extend 
operations. 

MC 53694, Sub. 3—Highway Oil Co., Cleveland, permit to extend 
operations. 

April 1—Dallas, Tex.—Baker Hotel—Jt. Bd. 211 and. 171: 

MC 96394—Griswold Pipe & Supply, Wichita Falls, Tex., certificate, 

MC 102396—Earl Cogdell & Sons, Stephenville, Tex., certificate. 

April 1—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 67: 

MC 102295—M. Robertson, Oaklyn, N. J., certificate. 

April 1—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 27: 

MC 2633, Sub. 5—Wm. F. Crossett, Inc., Warren, Pa., certificate to 
extend operations. 

April 1—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 

MC 69635, Sub. 2—Snohomish Auto Freight Co., Inc., Snohomish. 
Wash., certificate to extend operations. 
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RAILROAD 


COMPANY 


RAILROAD 


COMPANY 


PHONE CE-5300 + 710 NORTH 12th BLVD., ST. LOUIS, MO. 


TRAFFIC WORLD 


April 1—Shreveport, La.—Washington-Youree Hotel—Jt. Bd. 32: 
MC 59468, Sub. 4—Red Ball Motor Freight Lines, Lufkin, Tex. 
April 1—St. Louis, Mo.—York Hotel—Examiner Price and Jt. Bd. 179: 
MC 31537, Sub. 1—F. B. Hudson Moving Co., Overland, Mo. 
MC 88982, Sub. 11—Frisco Transportation Co., St. Louis, Mo., cer- 
tificate to extend operations. 
April 1—Washington, D. C.—Examiner Berry: 
1. & S. 4907—Fence posts, Murfreesboro, Tenn., to Indianapolis. 
* Fourth section application 18886—Fence posts to Indianapolis, Ind, 
April 1—Wheeling, W. Va.—New Federal Bldg.—Jt. Bds. 118 and 59: 
MC 66562, Sub. 20i1—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 101519—H. A. Gump, Fairview, W. Va., permit. 
April 2—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
MC 59583, Sub. 6—Mason & Dixon Lines, Inc., Kingsport, Tenn., cer- 
tificate to extend operations. 
April 2—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
MC 46816—American Carrier Corporation, Newark, N. J. 
April 2—Cheyenne, Wyo.—Public Service Comm.—Jt. Bd. 183: 
MC 102261—Johnston’s Fuel Liners, Wheatland, Wyo., certificate. 
April 2—Cleveland, O.—Hotel Cleveland—Jt. Bd. 59: 
MC 4658, Subs. 2 and 3—J. Thompson, Kensington, O., permit to ex- 
tend operations. 


April 2—Dallas, Tex.—Baker Hotel—Jt. Bd. 89 and 210: 
MC 102282—J. Davis, Honey Grove, Tex., certificate. 
MC 102356—C. E. Eubanks, Seymour, Tex., certificate. 


April 2—Lake Charles, La.—Majestic Hotel—Jt. Bds. 164 and 32: 
MC 1124, Subs. 5, 6 and 9—Herrin Transportation Co., Houston, Tex., 
certificate to extend operations. 


April 2—Philadelphia, Pa.—Adelphia Hotel—Examiner McCarthy: 
1. & S. M-1422—Reed Motor Transportation, minimum rates and 
charges in Pa. 


April 2—Philadelphia, Pa.—Adelphia Hotel—Jt. Bd. 67: 
MC 87514—N. Tuso, Jr., Vineland, N. J. 
April 2—St. Louis, Mo.—York Hotel—Examiner Dawson: 
1. & S. M-1465—Boots, shoes and findings between St. Louls and 
east Mo. points. 
April 2—St. Louis, Mo.—York Hotel—Examiner Price: 
MC 42537, Sub. 6—Cassens Transport Co., Edwardsville, IIl., certifi- 
cate to extend operations. 
MC 102327—Wilhelm’s Van Service, Benton, IIl., certificate. 
April 2—Washington, D. C.—Argument: 
Finance 12205—Mo. Pac. trustee abandonment. 
April 2—Washington, D. C.—Examiner Kirby: 
Finance 11040—St. L. S. W. reorganization. 
April 2—Wheeling, W. Va.—New Federal Bldg.—Examiner Conlon: 
MC 285, Sub. 1—O. J. White Transfer, Morgantown, W. Va., certifi- 
cate to extend operations. 
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DON'T MARK IT RUSH ... MARK IT MERCHANTS 





Merchants Motor Freight, Inc., recently 
purchased the I. C. C. rights of Lerman 
Freight Lines between Chicago and the Tri- 
Cities .. . Rock Island, Moline and Daven- 
port. These routes are now being operated 
in addition to the regular service between 
the Tri-Cities and Des Moines, Omaha, 
Kansas City, St. Louis, Minneapolis and St. 
Paul. A high financial rating, trained per- 
sonnel, low claim frequency, modern equip- 
ment and speedy schedules are established 
characteristics of Merchants 
Motor Freight, Inc. 


FOR PERFECT SHIPPING SHIP VIA MERCHANTS 


MERCHANTS MOTOR FREIGHT, INC. 


icago Terminal: 2424 Cermak Rd., Tel. HAY 3930 
eneral Offices: 2234 University Ave., St. Paul, Minn. 
Mther Offices: Des Moines, Cedar Rapids and Waterloo, Iowa; 


Kansas City and St. Louis, Missouri; Omaha, Nebraska; 
Rock Island, Illinois 


| 


| 
| 
| 
| 
| 
| 
| 
| 
| 
| 


— 


| 
| 
| 








How to SHIP 
to CAPETOWN 
or BUENOS AIRES 


is answered by the Exporters’ Encyciopaedia Serv- 
ice which for 33 years has been known as the “Ex- 
porters’ Bible.” 


The Encyclopaedia itself and the loose leaf Supple- 
mentary Bulletin Service answers every question 
which can arise in making shipments from the 
U. S. to every country in the world. 


The Encyclopaedia deals individually with every 
country (167 in all). In each case it shows: 


Consular regulations (with facsimiles of neces- 
sary documents), Consular fees, currency and 
exchange restrictions, Steamship Lines operat- 
ing from U. S.; frequency of sailings; necessary 
forms of dock receipts; number of bills of 
lading required. 


Addresses, office hours and jurisdiction of Con- 


sular offices. 


Import restrictions (if any), 
Packing requirements, 
(forms required). 


marking and 
Certificates of origin 


Postal regulations and foreign parcel post rates. 
Cable, Radio, Overseas telephone rates. Maps. 


The second part is a fully indexed section de- 
voted to general export information on all the 
principal aspects of foreign trade; conversion 
tables; text of recent laws; cable code infor- 
mation; definitions of foreign trade terms, etc. 


EXPORTERS’ ENCYCLOPAEDIA 


saves exporters’ time, trouble and mistakes—and 
therefore money. It gives all information neces- 
sary to make a foreign shipment and keeps this 
information constantly accurate and up-to-date by 
loose-leaf bulletin service, showing current changes, 
which are mailed to subscribers twice monthly. 


Send no money, but mail the coupon and let us 
send the new 1941 edition 


ON APPROVAL 


Exporters’ Encyclopaedia 
20 Vesey Street, New York City 


Please send a copy of the new 1941 Exporters’ Encyclopaedia for FREE 
EXAMINATION. After 10 days’ examination we will either return the 
book Express Collect or remit $20.00 in full payment for the Encyclopaedia 
and Complete Loose Leaf Supplementary Service. 
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April 2—Wheeling, W. Va.—New Federal Bldg.—Jt. Bd. 61: 


TR AFFIC MC 60734, Sub. 1—W. R. Hupp, Barnesville, O., permit to exter 
operations. " 


WIIl acquisition of any of = April 3—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
these good, used Cars In- i. 1" a taal Trucking Co., commodities from and to N, 
an ae 
orease your earnings? April 3—Buffalo, N. Y.—Hotel Buffalo—Examiner Benny: 
MC 55104—Buffalo-Philadelphia Motor Express, Buffalo, N. Y., cert 
cate. 
April 3—Casper, Wyo.—Federal Bldg.—Jt. Bd. 123: 
MC 61174, Sub. 1—A. Muller, Frannie, Wyo., certificate to extey 
operations. 
April 3—Cleveland, O.—Hotel Cleveland—Examiner Borroughs: 
MC 86069, Sub. 1—D. W. Rhinemiller, Cleveland, permit to exte, 
operations. 
April 3—Philadelphia, Pa.—Hotel Adelphia—Examiner McCarthy: 
MC 16095—Wehaulem, Eddystone, Pa. 
1. & S. M-1427—Beverages—empty containers from or to Philadelph 
April 3—Pittsburgh, Pa.—Federal Bldg.—Examiner Cheseldine: 
MC 52470, Sub. 1—Bowman & Peebles, New Castle, Pa., permit 
extend operations. 
April 3—Pittsburgh, Pa.—Federal Building—Jt. Bd. 65: 
MC 66562, Sub. 242—Railway Express Agency, Inc., New York, N.Y 
certificate to extend operations, 
April 3—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 1083, Sub. 1—Bower Truck Service, Ridgefield, Wash., certificai/-—— 
to extend operations. 
MC 100509, Sub. 2—W. H. Miller, Hood River, Ore., certificate 
extend operations. 
April 3—Washington, D. C.—Argument: 
28438—Bonneville, Ltd., vs. Alton et al. 
28479—General Motors Corp. vs. D. L. & W. et al. 
April 3—Wheeling, W. Va.—New Federal Bldg.—Examiner Conlon: 
MC 96324—Ellers Taxi and Transfer Co., Grafton, W. Va., certificate 
April 3—Wheeling, W. Va.—New Federal Bldg.—Jt. Bd. 356: 
MC 76575, Sub. 1—John E. Armstrong Truck Service, Wheeling 
P. C. O. TRAFFIC MEN .. . Effect purchase of our used (Service- m “pte nent —%- SS “ einai tinal 
. pri rooklyn, N. Y.—Hote . George—Examiner Hanrahan: 
Tested) CAR PARTS obtainable for about 50% less than new and MC 39969, Sub. 1—South Hudson Trucking Co., Inc., Bayonne, N. J 
retain more of your mileage earnings for profit! Shipped subject certificate to extend operations. 
ee April 4—Casper, Wyo.—Federal Bldg.—Jt. Bd. 197: 
destination inspection. MC 2180, Sub. 17—Burlington Transportation Co., Chicago, certlficat 


to extend operations. 
IRON & STEEL PRODUCTS, INC. MC 102385—Pathfinder Transit Lines, Casper, Wyo., certificate, 
36 Years’ Experience April 4—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 


MC 102162—J. M. Rhoades, Taylor, Tex., certificate. 
13450 S. Brainard Ave. Chicago, Illinois April 4—Dubuque, la.—U. S. Court—Jt. Bd. 111: 


“Anything cont " MC 52353, Sub. 1—Beaumont Transfer, Belmont, Wis., certificate. 
— wining IRON or STEEL MC 70246, Sub. 1—Koschkee Transfer, Mt. Hope, Wis., certificate. 
April 4—Kansas City, Mo.—Hotel Pickwick—Examiner Dawson: 
1. & S. M-1409—Burch Truck Lines, commodity rates and ratings i 
mid-west. 


April 4—LincolIn, Neb.—State Comm.—Examiner Peterson: 
1. & S. M-1509—All-freight between Hastings and Inland, Neb. 
1. & S. M-1470—F reight, all kinds, between Lincoln and Exeter, Neb 
1. & S. M-1479—Freight, all kinds, between Lincoln, Omaha and Neb 
points. 
MC C-257—Miscellaneous commodities between Neb. points. 


April 4—Pittsburgh, Pa.—Federal Bldg.—Examiner Cheseldine: 
MC 2651, Sub. 2—Motor Haulaway Co., Elyria, O., permit to exten 
operations. 


April 4—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 29596, Sub. 1—C. R. Brown, Troutlake, Wash., certificate to & 
tend operations. 
MC 52058, Sub. 1—W. D. Wade Motor Freight, Westport, Wash 
certificate to extend operations, 


April 4—Washington, D. C.—Argument: 
28495—Ida M. Stopher vs. Cincinnati Union Terminal Co., Inc. 
April 4—Wheeling, W. Va.—New Federal Bldg.—Jt. Bd. 59: 
MC 78766, Sub. 1—W. C. Voges, Dennison, O., permit to extend ® 
erations. 
April 4—Wheeling, W. Va.—New Federal Bldg.—Examiner Conlon: 
* MC 47374, Sub. 1—Mrs. A. H. Higgins & Son, Hollidays Cove, W. V4 
certificate to extend operations. 
April 5—Bismarck, N. D.—State Capitol—Jt. Bd. 300: 
MC 89542, Sub. 1—Dakota Transport, Lemmon, S. D., certificate ¥ 
: extend operations, 
Home port of this ship and many other April 5—Brooklyn, N. Y.—Hotel St. George—Examiner Hanrahan: 
MC 101647—I, Carmel, Brooklyn, N. Y., permit. 
madere- once etutor 60 0 Ss Heuston. April 5—Buffalo, N. Y.—Hotel Buffalo—Examiner Benny: 
MC 48340—H. E. Stevens, Jr., and Son, Oakfield, N. Y., certifical 
These fast, up-to-the-minute regular liners or permit. 
April 5—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
connect Houston with practically all the MC — Sub. 1—R. N. DeFord, Gordon, Tex., certificate to ext 
operations. 
ports of the world. MC 102106—W. L. Smith, Palo Pinto, Tex., certificate. 


April 5—Dubuque, la.—U. S. Court—Jt. Bd. 111: 
MC 101631—Adams Brothers, Blue River, Wis., certificate. 


April 5—Kansas City, Mo.—Pickwick Hotel—Examiner Dawson: 
J. Russell Wait, Director of the Port 1. & S. M-1489—Boots and shoes, Greenup, Ill., to Kansas City, Me 
April 5—Lake Charles, La.—Majestic Hotel—Jt. Bd. 164: 
Houston, Texas MC 30012, Sub. 13—T. S. C. Motor Freight Lines, Houston, 1% 
certificate to extend operations. 


April 5—Pittsburgh, Pa.—Federal Bldg.—Examiner Cheseldine: 
MC 102421—Gladden Trucking Co., Washington, Pa., certificate — 
MC 51173 and MC 25554—Gladden Trucking Co., Washington, Pa. cet 
tificate or permit. 
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61: 


cova (Southern Steamship Company 


7 (Pioneer Steamship Line to Houston) 
N. Y., cert OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Penna. and 
ae Houston, Texas 
mit to exten SAILINGS: 


McCarthy: From Philadelphia . . . . . Wednesdays and Saturdays 
© Philadelph From Houston to Philadelphia . Mondays and Thursdays 


seldine: 


Pa., permit | Low Rates Quick Dispatch Thru Package Cars 

































Good Morning? ana Good 
Reasons for that when you have so splen- 
didly cooperated in Good Packing. We all 
make a profit on such shipments. 


ate to exten 


Thanks a million for the splendid help. 


GREEN BAY & WESTERN LINES 

General Office: Green Bay, Wis. L.C. Jorgensen, Traffic Mgr. 
GENERAL OFFICES: 

w York, N. ¥ 1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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STULL LILLE Ue heartily endorses _|il|ii ii il: 0 NINN 


PERFECT SHIPPING MONTH 


Shippers are assured of expeditious and careful han- 
dling of freight routed via Chicago & Illinois Midland 
Railway through the Peoria-Springfield gateway. 


Inquiries Are Invited 
Vv. H. WILLIAMS, General Traffic Manager 


CHICAGO & ILLINOIS MIDLAND RAILWAY COMPANY 


709 Illinois Building, SPRINGFIELD, ILLINOIS 
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() OF YOUR TARIFF 
O HUNTING TIME 
CAN BE SAVED with 


AUTOMATIC SPECIALIZED TARIFF 
FILES AND DESKS 


Just pull out the proper drawer of you, 
Automatic tariff file, part the contents 
at the point of reference, and the front 
tilts forward and the follower block 
tilts back (automatically) giving you 
9” of working space with the face of 
the tariff exposed. 





No waste motion or lost time, no 
tugging to get the tariff out, 
and when reference is com- Regular and Dependable 


plete, slip the tariff back — Service to 
the place ready (no cram- 


aaa eenge HAVANA * PANAMA * JAMAICA 
osing the drawer straightens 
up the front and follower COSTA RICA . HONDURAS 
block, compressing the contents, and 
aa them in perfect condition with- COLOMBIA ° GUATEMALA 
out buckling or sagging. BRITISH HONDURAS 
Write for complete information on this and other units 


AUTOMATIC FILE & INDEX CO. UNITED FRUIT COMPANY 


631 W. WASHINGTON BLVD. Dept. A-73 CHICAGO, ILL. Pier 3, North River, New York 
— “e 321 St. Charles St., New Orleans 
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GNOD fi SYSTEM OF STEEL STRAPPING 
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This Month Plan for a Year of 


’ PERFECT 
SHIPPING 


@ “Perfect Shipping’ sponsored yearly at 
this time by the Shippers’ Advisory Boards is of an 
extra importance this year. In the National Program 
for defense and re-armament there is no leeway 
for lost production through shipping damage. 


The emphasis placed by this campaign on careful 
packing and handling methods points directly to 
Signode—a pioneer in “perfect shipping” methods 
for 25 years—not only in boxes, cartons and bun- 
dles but in carloading, car door bracing, bulkbind.- 
ing and the Signode “Controlled Floating Load.” 

Talk to a Signode man about your shipments— 
discuss without obligation new methods for your 
familiar products, or for new orders under the 
Defense Program. Write us for the Sigrode Guide to 
Better Packingand enjoy a year of Perfect Shipping. 


SIGNODE STEEL STRAPPING CO. 
Chicago: 2613 N. Western Ave. 
Brooklyn, N. Y.; 364 Furman St., San Francisco, Cal.: 451. Bryant St. 
40 Offices Throughout United States and Canada 


SIGNODE 





WETZEL DROP FRONT TARIFF FILES 
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(IN SECTIONS) 


THE EASIEST WAY 


PRESERVE TARIFFS AND SAVE 
TIME AND FLOOR SPACE BY: 
FILING YOUR TARIFFS FLAT. 


2, 3, 4 AND 6 INCH DROP FRONT 
FILES ARE INTERCHANGEABLE 
AND PROVIDE FOR ALL SIZES AND 
SUPPLEMENTS IN THEIR PROPER 


WRITE FOR INFORMATION 


P. A. WETZEL & SON 
408 S. LOMBARD AVE., OAK PARK, ILL. 
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STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York’s West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 
offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R.R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 


facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 


units may be leased 


e High safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
e Fast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th—West 27th Streets—llth to 13th Avenues 


D. R. CROTSLEY, Manager, 601 West 26th Street 


GENERAL 


for Everything 


Y our products, too, can benefit 
by the use of shipping containers 
and packing methods which have 
been streamlined to take full ad- 
vantage of modern manufacturing, 
distribution and transportation im- 
provements. 


FASTER PACKING 


Crates utilizing skid bases, easily 
assembled, General All-Bound boxes 
and specially designed containers 
are reducing packing time by as 
much as 80%. 


SAVE STORAGE SPACE 


All-Bounds, delivered to you flat, 
two-thirds assembled, take only a 
fraction of the room normally re- 
quired. Filled boxes stack securely, 
take less floor space than kegs or 
barrels. 


PRODUCT PROTECTION 


Elimination of damage claims is 
assured by the experience of Gen- 
eral Box engineers. These skilled 
technicians determine the type of 
container best suited for each 
product. 


Tel.: CHickering 4-5520 





LOWER COSTS 


Hundreds of manufacturers have 
made important savings in time 
and materials by letting the Gen- 
eral Box Company supply their 
shipping containers. 


LABOR BENEFITS 


Because General Box containers 
are easier to handle and can be 
packed faster, employee earnings 
are increased. 


FREE LABORATORY CHECK-UP 


Why not find out how many of 
these and other advantages can be 
applied to your products? Send for 
the details today. 

This manual shows 

how products simi- 

Jar to yours are 

packed and shipped 

in General Boxes 

and Crates, effect- 

ing important econ- 

omies. 


GENERAL BOX COMPANY 


General Offices: 50 West Illinois St., Chicago, III. 


District Offices and Plants: Brooklyn, Cincinnati, Detroit, East St. 
Louis, Kansas City, Louisville, Milwaukee, New Orleans, Sheboygan, 


Winchendon. 


Continental Box Company, Inc.: Houston, Dallas. 
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April 5—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 95920, Sub. 2—O. J. Overland, Eugene, Ore., permit to extend 
operations. 
April 7—Buffalo, N. Y.—Hotel Buffalo—Examiner Benny: 
MC 38247, Sub. 1—Merchant’s Express, Buffalo, permit to extend 
operations. 


FRISCO EMPLOYES DONATE AMBULANCES 


Members of 63 Frisco Railway employes clubs have con- 
tributed a total of $1745 to be used for the purchase of an 
ambulance for the British-American Ambulance Corps. Martha 
Moore, director of the clubs, presented a check for that sum, 
together with brass markers bearing the legend, “Donated, 
Employes, St. L.-S. F. Railway,” to R. M. C. Ormrod, St. 
Louis chairman of the corps, at a luncheon at the Hotel May- 
fair March 21. An additional $500 toward the purchase of 
a second ambulance has already been raised in the clubs. 


CHANGES IN DOCKET 

Hearing in |. & S. M-1430, assigned for March 24, at Washington, 
D. C., was canceled and reassigned for April 15, at Washington, D. C., 
before Examiner Curtis. 

Hearings in MC 8902, assigned for March 25, MC 29104, assigned 
for March 26, MC 31220, assigned for March 27 and MC 23458, Sub. 1 
and MC 70614, Sub. 1, assigned for March 28, at the Hotel Carter, 
Cleveland, O., were transferred to the Hotel Cleveland. 

Hearing in MC 66562, Sub. 276, assigned for March 25, at Hartford, 

Conn., was canceled. 

Hearing in I. & S. 4903, set for March 28, Washington, was can- 
celed and reassigned for April 7, Washington, Examiner Curtis. 


FREIGHT RATES 


compiled throughout the 
UNITED STATES AND CANADA 


NATIONAL FREIGHT BUREAU 


(Established 1894) 


Confederation Building 
Montreal, Can. 


Taylor Building 
Rochester, N. Y. 


NOBODY HURT—NO TIME LOST 
: { |ONE MAN JOB?é 





For box-car doors that stick and bind — 
here's the tool you need! Saves time. Prevents acci- 
dents. Enables one man to easily open and close any 
box-car door. Full information on request. Dep't H— 


The MINING SAFETY DEVICE CO., Bowerstown, Ohio 


For less You can save time, have at your elbow easy-to- 
than find, up-to-the-minute rates to thousands of inland and 
prepaid towns and all agency stations. You will have 

53 rate changes on or before effective dates. Our sub- 
Cc scribers have had this service for over twenty-six years— 


it is most important now. 
a week Send for copy on approval—no obligation 


NATIONAL FREIGHT RATE SERVICE piciigan 


Publishing Rates Since 1914 


FOR SALE—Lusts Digests, Vols. 1 through 10, Trunk Line tariffs 
61 through 72, C. F. A. and other agency tariffs. $75.00 for lot, good 
condition. R. T. Kauffman, 1520 Berryhill St., Harrisburg, Pa. 








TRAFFIC WORLD 


Ready to Serve You 


Ferrer, rrr Km 
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RICAN-HAWAIIAN 


dependably as America 


ships are fo carry it. Sh 
are ready. 







PUT 


If only seaside shippers and 

consignees profited by water 

transportation there wouldn’t 

be so much smoke on the hori- 
zon. But, the fact is that the shipper whose home 
town creek in the midwest would not float a plank 
may be using water transportation to market, and 
many are via PASSCO ships, and gaining a tidy 
freight distribution saving by so doing. 


Through rates and routes between Southwest, South- 
east, Mississippi Valley, and Atlantic Seaboard, 
Eastern Trunk Line, C. F. A., New England, and 
Canada Territories; between Tampa and Western 
Trunk Line and Rocky Mountain Territories; bring 
the possibilities of PASSCO Service to shippers 
throughout a considerable part of the United States. 


IN ITS PLACE 


Of course to determine just how, when, where, and to 
what extent a shipper can benefit by PASSCO Service 
requires some study. In that we can help. If you 
will just write us, a Pan=Atlantic representative will 
gladly call on you and go over your particular situa- 
tion with you. He will show you definitely what 
PASSCO Service can or cannot do. If there are bene- 
fits in it for you, take advantage of them. In any 
event, there is no obligation on your part. 
SERVICES: Coastwise Steamer Service via Gulf. Weekly Sail- 
ings between All Ports. Through Rates and Routes Atlantic 
Seaboard Territory —Southwest—Southeast— Mississippi Valley 
~Eastern Trunk Line—C. F. A.—New England—Canada Ter- 
ritories; between Tampa and Western Trunk Line—Rock) 


Mountain Territories. Refrigerated Service—Forwarders Serv- 
ice —Package Cars—Passengers. 


PORTS OF CALL: New York, Hoboken, Philadelphia, Boston, 
Baltimore, New Orleans, Mobile, Panama City, Tampa. 


PAN-ATLANTIC STEAMSHIP CORPORATION 


General Offices: MOBILE, ALABAMA 


BRANCH OFFICES: New York, Boston, Baltimore, Mobile, Tampa, 


Shreveport, Selma, San Francisco, 


Rochester, Chicago, Memphis 


Philadelphia, New Orleans, Panama City (Fla.), Pensacola, Dallas, 
Pittsburgh, St. Louis, Birmingham, Atlanta, Houston, Norfolk 
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